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URING 1941 the railroads 
moved the greatest vol- 
ume of freight in their history. 


In the first 6 months of 1942 
they carried 36% more than 


in the same period of history- 
making 1941. 


One reason the railroads have 
been able to do this has been 
the all-out cooperation of 


shippers. 


Cars have been loaded heavier, 
sent away faster, emptied 
quicker. 


‘Srep uivety”" = ™ 
IS THE WORD 
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This is important. For to carry 
everything the Government, 
Army, Navy and Business have 
to haul, cars have to be kept 
moving. 


So you see why there’s no room 
for sleeping shipments. It’s 
transportation we have to de- 
liver—someone else will supply 
the storage accommodations. 


And so to keep war equip- 
ment, foods and commercial 
goods on the move, “step 
lively” is the word. 
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IS RAILROAD EQUIPMENT MADE OF wubdhenr ? 


@ No, the extent to which America’s railroads have stretched 


freight transporting facilities does not mean that their equip- 
ment is made of rubber. 


With 20% fewer cars and 30% fewer locomotives, they have 
moved nearly 30% more freight than in 1929—a record year. 


To August 1, 1942, they have hauled 40% more than in the 
corresponding period in 1941. 


It’s the know-how that gets the job done! 


Know-how is another way of saying dependability, and it’s a 
source of great pride to Great Northern Railway that it has 
long been known as a “dependable railway.” In war as in 


peace we mean to maintain that reputation, in both freight 
and passenger service. 
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Transportation Competition, ete. 


It is, perhaps, a waste of time and no contribution, 
® «ven to interest, in this time of war, to discuss the 
old and perplexing questions of transportation compe- 
tition, the relative economy and fitness of various 
types of transport, and the fact or degree of public aid 
that has been afforded to any of them. The problem 
just now is to get the utmost out of the transportation 
machine as it exists, regardless of whether it ought to 
be something other than it is. There is no time to 
change now and, as we Say, no one is interested, or 
should be interested, in anything but to keep the traffic 
moving by any means at hand. Even the transportation 
" agencies themselves are not much concerned in these 
technical questions of right and wrong, for they have 
all the business they can do; their problem is how to 
handle what is offered them; and, when one is thus 
busy, one does not worry much about changing the 
system under which he functions. 

Nevertheless, there are those who persist in dis- 
| cussing such matters, regardless of the war and its 
' demands. As a publication that keeps abreast of what 
is going on and attempts to state, at least for the record, 
» and keep before its readers what seem to it to be sound 
' principles, we cannot avoid publishing and commenting 
on these discussions. 


The latest of them is a report made by three edu- 
cators or economists for and published by the National 
Highway Users Conference, as told elsewhere. Obvi- 
ously, it favors the motor transport point of view, or 
it would not be put forth by this organization. We do 
not, of course, say that the men who made the report 
were biased and did what was desired and expected of 
them; we do not know; but we have noticed that, usu- 
ally, when men are retained by this, that, or the other 
organization to make a survey, the result usually favors 
the point of view of those procuring it—much as the 
opinion of a brain expert depends on which side retains 
him in a trial in which sanity is in question. 

It is not our purpose to discredit the entire report 
of these “experts,” for there is much that is good and 
valuable in it, but some of their remarks and conclu- 
sions so clearly evidence either bias or false reasoning 
that they should be pointed out. 

For instance, they say that, if equality of regula- 
tion of transportation is to be adopted as a standard, 
then all carriers must be regulated in the full public 
interest and identical regulatory measures “must not 
be applied to each type of carrier regardless of the 
public interest.” What kind of logic or sense is that? 
Of course, regulation must not be applied “regardless 


OUR PLATFORM 


(THE LON 

A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
Portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
®peration by shippers in such economies. 


G HAUL) 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com 
not only of good character and general ability, 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping. and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


of men, 
ut with some 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
emands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

\ scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


& 
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Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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of the public interest.” It must be applied, if at all, 
because of the public interest. The question is what is 
the public interest. The gentlemen are involved in this 
stupidity because of their evident desire to avoid what 
they regard as burdens placed or to be placed on motor 
transport in the effort to “equalize” regulation. 


Again, they say: “It is difficult to see where there 
have been any public aids to transportation through the 
construction, maintenance, and improvement of our 
highways, since they are a necessary and integral part 
of our society.” So they are. But are not the railroads 
also a necessary and integral part of our society? He 
would be an ignoramus who said the contrary. 

The difficulty running all through this phase of the 
report is that the writers regard the highways and the 
waterways as “public property”—which, of course, they 
are—but refuse to distinguish between the citizens who 
may use them for their individual convenience and the 
transportation agencies that use them for profit- 
making, paying nothing, in many cases—certainly noth- 
ing in the case of the waterway operators—to the public 
for their use, though millions of the taxpayers’ money 
has been spent in making them available for this com- 
mercial use and furnishing roadways on which oper- 
ators may compete with the railroads, which pay for 
their own. 


We insist that such surveys and reports are worth 
little or nothing unless the makers of them keep in mind 
at least two principles. The first of these is that use of 
public property for profit should not be allowed without 
proper payment to the public for such use. This prin- 
ciple is generally recognized with respect to highway 
carriers, which do pay, though there is still some ques- 
tion as to whether they pay in proper degree, but it is 
not recognized at all in the law with respect to water 
carriers. 

The second principle is that, so long as any agency 
of transportation is regulated, every competing agency 
must also be regulated in the same degree and manner, 
so far as possible. Anything else is unfair and not in 
the public interest. If such equalization can be brought 
about by taking some of the regulation off the railroads, 
well and good, but inequality should not be allowed to 
exist. 

These things seem to us to be fundamental. 


We don’t care how the government’s suit to dis- 
solve the Associated Press results and we think the 
public interest is not much involved, either, but we think 
the Department of Justice, especially in this time of 
war, might be better employed than in endeavoring to 
break down this long-established organization in order 
to favor a newspaper that is friendly to the administra- 
tion and injure one that is unfriendly. That is the sole 
basis for the proceeding. We hear much from the ad- 
ministration about adjourning “business as usual” dur- 
ing the war—and that is sound; but why not take a leaf 
from its own book and adjourn politics for the dura- 
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tion? National unity cannot be promoted by those who 
have dirty hands themselves. 


What price a national monument? Markers have 
been erected to the great in war, in statecraft, and in 
the arts and sciences. Now we have one to Congress. 
man Mansfield for the reason that, since he entered 
Congress, the amount of public funds expended on 
Texas ports and waterways has risen from over $40,- 
000,000 to more than $127,000,000 in excess of that 
sum—an amount three times as much as was spent in 
this fashion before he came into power. Neither war, 


nor threat of war, nor any consideration of fairness or [ 
economy has entered into Mr. Mansfield’s calculations, | 


Surely he is entitled to this mark of esteem from a 
grateful state! 


Ammunition for the Railroads 
The value of the survey made for the Association 
® of American Railroads showing “public opinion” 
with respect to many transportation questions, lies, as, 
of course, the railroads and the men who made the 
survey know, not in any conclusion that a certain course 


of action is proper or improper because the “public” | 


thinks it is, but, rather, in establishing the fact of what 
public opinion, right or wrong, is, so that efforts may 
be made to confirm it or correct it, as the case may be; 
for public opinion, right or wrong, is supposed to gov- 
ern legislative and regulatory practices, and quite often 
does. 


For instance, it is not important, as establishing a 
fact, that four out of five people think the railroads f 
are doing a good job, for the chances are that few of f 


those interviewed were competent to express an opinion. 


But it is important, from the point of view of railroad f 


propaganda efforts, to know that the people approve 
what is being done in this respect. On the other hand, 


it is important for the railroads to know that the public 


has taken little cognizance of their splendid work in 
moving petroleum to the east to meet the shortage. 
This knowledge gives them a text for renewed adver- 


tising and other efforts to win public approval. And 


so on. 


It is particularly gratifying to learn that more 
than two-thirds of the people are opposed to the gov- F 
ernment taking over the railroads, even for the duration f 
of the war. Here, however, it must be recognized that | 
there has been no concerted effort to bring about gov- : 
ernment operation and that, if such an effort should be F 
made, especially under the dynamic leadership of the F 
popular President Roosevelt, public opinion might and F 
probably would quickly and radically change. So it be > 
hooves the railroads to continue to be on guard in this F 
matter, as in other matters where public opinion is F 


valued. The situation is much the same as in an elec: 
tion. The majority of voters may be ignorant or misled, 


but their votes are what count, nevertheless. To wil, F 


one must convince the voters. 
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WASHINGTON 


This week Washington 
swarmed with the heroes and 
heroines of the stage, particu- 
larly those of the klieg lights 
and flickering films. They 
came hither to rally the peo- 
ple into buying bonds for the 
prosecution of the war. The 
White House flung wide its 
doors. Likewise did some of the citizens who count themselves 
as components of that which is called “society,” even some 
whose ancestors came from the one time Puritanical New 
England. 

wTieee hundred years ago, in the time of Oliver Cromwell, 
the sheriffs and other officers of the crown would probably 
have led the ones so highly honored to the “gaol.” That is to 
say, had the Hedy Lamarrs and the James Cagneys of that 
day been so indiscreet as to come near the home of Oliver 
Cromwell, he would at least have had them sent to jail. He 
might even have done worse, for the Cromwells and Tudors 
with whom they had intermarried were killers. Thomas Crom- 
well, earl of Essex, a Tudor on the distaff side, was executed 
by Henry VIII, a Tudor. Then, in a tit for tat, Oliver Crom- 
well executed Charles I, who was descended from Margaret 
Tudor, who had married into the Stuart family of Scotland. 
Perhaps, however, the murderous ones would not have thought 
it worth while to kill actors and actresses. 


In the Days of Crom- 
well the High Flying 
Actors Were Vagabonds 





Every day or two the Price Adminis- 
trator or the Secretary of Agriculture 
takes his pen in hand to ask the Com- 
mission to suspend schedules proposing 
to increase rates. At times, the Price 
Administrator has been the only prot- 
estant (see Traffic World, Aug. 29, p. 
475). Each asserts that he is looking 
out for the public interest. 

That has a good sound, but someone may recall that the 
Commission itself is supposed to be looking after the public 
interest in the regulation of rates, not to mention the operation 
of motor carriers, the latter to the extent of saying on which 
roads they “keep ’em rolling.” 

The Henderson protest referred to pertains to fuel oil rates 
from Friendship, N. C., to all points in Virginia established by 
tank truck operators. The tank truck operators made the point 
that shippers had agreed that the truck rates on the heavier 
petroleum products should be higher than those on gasoline and 
other light products. They also made the point, which may be 
Supported by shippers, that Henderson had no interest in the 
matter; further, for that reason, they asked the Commission to 
vacate its order suspending the schedules. Perhaps the shippers 
were influenced by the fact that the railroads take cognizance, 
in the making of rates, of the fact that what is generally called 
fuel oil is heavier than gasoline. The estimated weight of fuel 
oil is 7.4 pounds to the gallon, while the estimated weight of 
the lighter products is 6.6 pounds. 

A thought is that, so far as the two agencies mentioned 
are concerned, if they know anything not known by shippers, 
they should indicate that they were ready to give testimony 
on the subject in the event those directly affected were pre- 
pared to start something, as, for instance, by asking for the 
Suspension of tariffs. When the agencies of government file 
protests asking for suspension, they are taking the lead instead 
of the shippers or other carriers. 


How Some of 
the Taxpayer's 
Money Is Wasted 





The prospect for wheat in this country 
is so gloomy that the Department of 
Agriculture has begun talking about it 
as feed for live stock. Americans need 
_ about 670,000,000 bushels a year. This 
year the promise is for a crop more 
than a hundred millions more than 
Americans can use. 
; The reverse is true of corn. The 
Crop is going to be short—so short, indeed, that the Depart- 
ment of Agriculture is putting out information as to how to 
use Wheat in feeding live stock. Of course, if there were ships, 
Some of the wheat likely to be thus fed could be taken to the 


Wheat for Hogs 
in This Shipless 
Land of the Free 





519 





Greeks. They are represented as dying in the streets from 
starvation. 

Europeans who would be glad to get some of the wheat are, 
because of the lack of ships, demanding dehydrated products, 
powdered eggs, milk and even meat from which the water has 
been extracted so as to save space on ships for things that will 
kill instead of keeping human beings alive. 

Dehydration, while the war lasts, may please the war- 
makers. But it is not altogether pleasing to every American, 
as, for instance, some of those interested in MC-F 1813, Clar- 
ence Moland et al.—Purchase—J. W. Saunders and J. R. Welty, ° 
as to which Examiner C. R. Engelhart has made a proposed 
report (elsewhere in this issue). The examiner said the prot- 
estants attributed the unbalanced movement and loss of less- 
truckload. traffic eastbound to a number of factors, among which 
were ... processing of eggs formerly moved by truck, but which 
commodity is now dried and shipped in barrels by rail, and, 
milk which was formerly manufactured into butter and is now 
being condensed or dehydrated and moves eastward by rail. 

Of course, that represents only a small segment of even 
truck transportation. But it shows how even what may seem a 
little thing adversely affects péople in one part of the world 
while in another its effect is good. It deprives trucks of traffic 
in the near northwest in the United States and enables England 
and others of the United Nations better to carry on the war 
against the Axis. That war forces a part of the government 
of the United States to undertake the teaching of American 
farmers how to use wheat as feed for live stock while Euro- 
peans are starving for lack of a part of the precious grain that 
is being ruined because it has to be kept on the ground, there 
being no adequate storage for it. 

But feeding some of it to the hogs may be of benefit to 
the fighting Europeans. Were there not an extraordinary sup- 
ply of wheat, composed of the big carry-over from last year 
and the big crop this year, the supply of live stock in the United 
States would go down to such an extent that, instead of one 
meatless day a week in this country, there might have to be 
two, simply because Americans, an average, eat about two and 
a half pounds of meat a week. 





Just now committees of Con- 
gress are mulling over how to 
get more change out of the 
pockets of citizens. Its mem- 
bers are using strange and un- 
usual terminology to describe 
possible means to that end. For 
instance, one proposal was to 
levy a “spending tax.” The 
Treasury euphemistically referred to it as a wartime thing, 
leaving the implication that after the war it would go into the 
discard. Taxes are seldom discarded. 

Under it a tax would be levied, with some exemptions, on 
all a man spent in a year, with a rebate in the event the Treas- 
ury collected more from him than it thought it should. Sena- 
tor Byrd, of Virginia, called it a sales tax under another name, 
except that it would not be justly or fairly imposed. Senator 
Clark, of Missouri, who had been opposing a sales tax, said the 
“spending tax’? would be more objectionable than a retail sales 
levy and would be “vicious.” 

If, in all the discussion, there was one suggestion to the 
effect that a good way to avoid new taxes would be to abolish 
useless war agencies and some agencies intended to be perma- 
nent for the saving of “social gains’’ the newspaper men did 
not report the fact. Of course, there was no such a suggestion, 
else it would have been reported and probably ‘“made’”’ the first 
page in a “box.” 

Some money could be saved by having the Interstate Com- 
merce Commission do the work of the Office of Defense Trans- 
portation. Even if President Roosevelt felt it incumbent on him 
to have an agency to exercise the power granted him in the 
war powers act, it could have saved money by designating the 
Commission as that agency. There are some who are inclined 
to think the Commission could have done all the things Director 
Eastman has done, if someone advocated them, by the issuance 
of service orders. It puts them out whenever it thinks an emer- 
gency has arisen requiring something to be done to prevent 
“congestion,” a word so convenient that it could be used to re- 
quire heavier loading of merchandise cars so there would not be 
so many of them around to clog tracks in terminals. 

But the O. D. T. force is to be increased, not decreased, 
Congress having been liberal to it in an appropriation measure. 

The talk is that the tax bill will be passed soon. But there 
are some so low in their political thinking that they profess to 
doubt that it will be passed before election day. That is based 
on two assumptions. The first is that the opposition party will 
make it so hot for the majority that the latter will not dare 
go before the people with a record of having thus increased 
taxes. The second is that the average citizen knows enough 
about tax matters to show resentment for having more bur- 


Congress Probing in 
the Pockets of Ameri- 
cans for Nickels 
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dens laid on him at this time not absolutely necessary in the 
war effort. Perhaps the average American is all of that, but 
some who have thought about politics for many years have 
doubts about one or both assumptions. 





Someone jibed a question at Don- 

ald M. Nelson, chairman of the 

Automobile Grave- War Production Board, by asking 

oes him why he didn’t do something 

yards Yielding Scrap = about old automobiles in a grave- 

yard toward which the questioner 

Metal Generously pointed. So Nelson took to the air 

to say that, in the last four months, 

the steel industry had been getting 

more than 400,000 tons a month of scrap from such graveyards 

—not because the W. P. B. itself had put on its overalls and 

toted the scrap to the mills, but simply because it had urged 

that the scrap be hurried forward via the channels the junkmen 
set up long before the W. P. B. was thought of. 

As to the particular graveyard, Mr. Nelson explained that 
the cars in it had not been taken apart for the salvaging of the 
usuable parts and the separation of the useless non-metallic 
parts from the metal. The amount of scrap from the grave- 
yards in the last four months, he explained, meant that in that 
time more than two million old cars were broken up—or more 
than twice as many as in the months preceding them. Get the 
old metal to the junkman, is the Nelson advice. He will do the 
rest and make his living as usual in that way but a bit better 


now than formerly—yet the supply is not great enough.— 
A. E. H. 


Freight Forwarder Tarifis 


Freight forwarders have asked the Commission to permit 
departure by them, for a period of 60 days from September 1, 
from the terms of applicable tariff circulars so far as such 
circulars require actual participation in governing classifica- 
tions or exception rating tariffs or rail commodity rate tariffs to 
which reference is made in their tariffs. The Commission treated 
the petition as a special permission application—No. 160346. 

The petitioners, represented by Giles Morrow, executive 
secretary of the Freight Forwarders Institute, are: 


Acme Fast Freight, Inc.; American Freight Forwarding Corpora- 
tion; Chain Deliveries Express; Flynn Forwarding Co., Inc.; General 
Carloading Co., Inc.; International Forwarding Co., Inc.; Lone Star 
Package Car Co.; National Carloading Corporation; Pioneer Carloading 
Co.; Republic Carloading and Distributing Co., Inc.; Springmeier Ship- 
ping Co., Inc.; Universal Carloading & Distributing Co.; Wells Fargo 
Carloading Co., and Western Carloading Co. 


The petition was filed after a conference between repre- 
sentatives of forwarders and the Commission. As the orders 
of the Commission now stand, they require the forwarders to 
make their tariffs effective not later than September 1. The 
forwarders point out, however, that there is much work to be 
done by them to enable them to comply with the requirements 
of the Commission’s tariff circulars. The requirements are the 
issuance of appropriate powers of attorney to the classification 
committees and publication by the committees and issuance of 
appropriate powers of attorney to the publishing agents of rail 
exception rating tariffs, namely, Agents Doe, Curlett, Peel, Hat- 
tendorf, Mercer, Dulaney, Jones, Kipp, Quinn and Topping. 
There are 29 individual publications, in all, the petitioners 
point out. Other work to be performed by them, the petitioners 
say, is the issuance of powers of attorney to the publishing 
agents of railroad rate tariffs to which reference is made in 
their tariffs. 


The petitioners said that although on August 4 they re- 
quested approval by the classification committees of their 
participation in appropriate classifications and a reasonable 
basis of charge for such limited participation, it was only on 
August 21 that the classification committee advised them of the 
voting of its members approving participation of forwarders 
in the publication but naming a basis of charge w:th which they 
were wholly dissatisfied, and rejecting a pro-rate of the yearly 
charge suggested by the petitioners. The forwarders said that 
some of the publishing agents of exception rating tariffs had 
not yet expressed their willingness to accept powers of attorney 
from forwarders and include them as participants, but that all 
had stated that inclusion would be contingent on membership 
in appropriate classifications. Therefore, they said, it was 
physically impossible for them to have published tariffs on 
September 1. 

The forwarders said they were further advised that at a 
meeting of the chief traffic officers of Class I railroads in New 
York August 19 and 20 their request for inclusion in the rate 
tariffs of the Transcontinental Freight Bureau was unanimously 
rejected and that a resolution was adopted denying the privilege 
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of freight forwarders to particirate in any railroad rate tar'ff 
The forwarders said that it would, therefore, be impossible for 
them to comply with the requirements of tariff circulars unt 
the decision by the rail carriers was reversed or until] an 
alternative method of publishing the rating or rates was worked 
out on a practicable basis. Nor, said the forwarders, was jt 
equitable to compel them to become participants in the clas. 
sification only, when the governing ratings in it were modifieq 
so extensively by different ratings in exception rating tariffs 
and ra‘lroad class and commodity rate tariffs. Such action, the 
forwarders said, would make the ratings of the class'fication 
the only legal rating which they could protect. The business 
of the forwarders, they said, was largely governed by exception 
ratings and commodity rates and, they added, it would be 
greatly harmed by such a requirement while competing trans- 
portation agencies would have considerably lower rat’ngs and 
rates wh'ch would cause diversion of their business. 

The forwarders said that their tariffs for years had made 
reference to the governing classifications, exception ratings 
publ’shed by railroad or motor carriers, and rate tariffs of 


railroads. Such reference, the forwarders said, provided the 


definiteness of rates required by statute and so operated for 
many years. But, they said, the references were not technically 
in accordance with the provisions of the Commission’s tariff 
circular, although the effect was legally binding as between 
the forwarders and their customers. 


Traffie Lessons Reprinted 


The reading course of fifty-two traffic lessons on the funda- i 


mentals of freight traffic, written by G. Lloyd Wilson, com- 
pleted in the Traffic World August 1, have been reprinted in 


book form. They have been divided into four parts and each : 


part is a separate volume. 


and Rate Making — covers the 
functions and organization of 


road freight rate structure; rail- 
road freight rate-making machin- 
ery; and the construction and in- 
terpretation of tariffs. 


Part II— Railroad Freight 
Rate Structure—contains one or 
more lessons on the freight rate 
structure of each territorial sub- 
division; the interterritorial rate 
structure; rail-water rate struc- 
ture; and the import and export 
railroad rate structure. 


Part III— Miscellaneous 
Transportation and Rates—cov- 
ers the services and rates of all carriers other than the railroads. 
It includes highway, waterway and airway services and rates; 
express services and rates; pipeline services and rates; freight 
forwarders services and rates, and private freight car owner- 
ship and operation. 

Part IV—Freight Shipping Documents, Routing and Claims 
—covers shipping documents; routing; tracing and expediting; 
loss and damage claims; concealed loss and damage claims; 
overcharge and undercharge claims; reparation; and procedure 
before committees and regulatory commissions. 

The books, size 5x 7% inches, contain a total of 684 pages. 
The type has been spaced, making them easy to read, and they 
are well printed on good paper and bound in cloth. They sell 
for $1.50 a volume or $5.00 for the four volumes, if purchased 
at one time. Remittance should be mailed with the order to 
Book Department, Traffic World, 418 South Market Street, 
Chicago, Illinois. 





RATES AND ECONOMICS 


The Southern Governors’ Conference has submitted state F 
ments to the Board of Investigation and Research in reply t0 


questions asked by the board about comparative rate levels 


and the economic effects of the variations of those levels in F 


the several regions. It was stated at the board that the col 
ference had asked that the statements be held in confidence 
for the present and that, therefore, they would not be made 
public by the board. The western railroads, through the 
Western Traffic Executive Committee, thus far are the only 
railroads to have replied to the board’s questions relating ' 
interterritorial rates (see Traffic World, June 13, p. 1535). 


Part I—Freight Classification | 


carriers; traffic geography; ter- f 
ritorial subdivisions; principles ) 
and rules of freight classification; F 
principles of freight rate mak- f 
ing; general outline of the rail- fF 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


a aaa aamaaaaaaaaaaaaaaaaaaaaamaaaaaaaasasaaccamacacacacaacacaaccamccccccmmmmaccacaaae 


Wide Territory Coal Rates 


In No. 27983, Adams Lumber Co. et al. vs. Akron, Canton 
& Youngstown et al., the Commission, by division 2, deals with 
rates on coal, briquettes, and petroleum coke and breeze from 
many points of origin to destinations in Nebraska, Colorado, 
South Dakota and Iowa, rules pertaining to the weight of 
grain doors and board used in shipping coal in box or stock 
cars, rules for reweighing of coal at destinations and the rules 
providing for the deduction of weight on account of moisture 
on washed coal. 

The complaint was filed by about 500 retail coal dealers 
in the destination states mentioned. They assailed the rates 
and rules as being unreasonable and unduly prejudicial. The 
Commission said most of the destinations were scattered 
throughout Nebraska; that those in Colorado were in the east- 
ern part of the state; that those in Iowa were five points on 
the Missouri River and those in South Dakota were two places 
a short distance beyond Sioux City, Ia. Where rates were found 
in violation of the interstate commerce act, the Commission 
ordered them to be changed not later than November 25. 

Commissioner Alldredge dissented in part. 


In its consideration of the case the Commission made use 
of dozens of cases concerning rates on coal and cement. It 
referred to so many that the report created the impression 
that in handling the issues raised by the retailers it had to 
think of things it had said in more cases of that sort than ever 
before. In its summary and conclusions the Commission said: 


Double increases after November 14, 1937, in the rates on coal from 
the Inner and Outer Crescents were and are unreasonable for the reasons 
stated herein and in Wisconsin Retail Lumbermen’s Assn. vs. Ann 
Arbor R. Co., 241 I. C. C. 400. 


Maximum reasonable rates prescribed or approved in coke breeze, 
Kansas and Oklahoma to Iowa and Nebraska, 218 I. C. C. 785, Standard 
Briquette Fuel Co. vs. Atchison, T. & S. F. Ry. Co., 182 I. C. C. 681, and 
Standard Oil Co. of Louisiana vs. Aberdeen & R. R. Co., 237 I. C. C. 
255, and other comparisons of rates and revenues, previously referred to 
herein, show that the assailed rates on petroleum coke and breeze 
from groups 5 to 9 in the Southwest to Sioux City, Ia., were and are 
unreasonable. Rates for the future to Sioux City should not exceed the 
present rates to Omaha by more than the amounts hereinafter specified. 


Maximum reasonable rates prescribed in Southwestern Coal Opera- 
tors Assn. vs. Arkansas W. Ry. Co., 89 I. C. C. 73, and in Midwest 
Coal Traffic Bureau vs. Arkansas Valley Ry. Co., 213 I. C. C. 11, and 
other comparisons previously referred to herein show that the assailed 
rates from the Claremore group to Sioux City. Ia., were and are un- 
reasonable. Rates for the future to Sioux City should not exceed the 
present rates to Omaha by more than 50 cents per net ton. 


The moisture allowance rule assailed, as heretofore stated, is 
similar to that which the carriers proposed to establish at Sentry, Ky. 
and which was found not justified for the reasons, among others, that 
it was indefinite and susceptible of different interpretations. Deductions 
in weight for moisture on washed coal, 232 I. C. C. 601. The objec- 
tions to the rule there in question apply with equal force to the rule 
here assailed. 


We find that the rates, rules, and practices complained of are not 
shown to have been or to be unreasonable or otherwise unlawful except 
as hereinafter indicated. We further find that the assailed rates on 
coal from the Inner and Outer Crescents were, are, and for the future 
will be, unreasonable and unlawful to the extent that they have ex- 
ceeded, exceed, or may exceed the rates in effect November 14, 
1937, on the same commodity to the destinations herein, by more 
than 15 cents per net ton; that the rates on coal in carloads, from 
the Claremore group to Sioux City, Ia., were unreasonable to the 
extent that they exceeded by more than 50 cents per net ton, those 
contemporaneously applicable from that group to Omaha and are and 
for the future will be unreasonable to the extent that they exceed or 
may exceed by more than 50 cents per net ton those presently applicable 
from that group to Omaha; that the rates on petroleum coke and breeze, 
In carloads, from groups 5, 6, 7, 8, and 9 in Texas, Louisiana, and 
Arkansas, to Sioux City, Ia., were unreasonable to the extent that they 
exceeded the corresponding rates contemporaneously applicable from 
those respective groups to Omaha by more than 86 cents per ton on 
petroleum coke and by more than 75 cents per ton on petroleum coke 
breeze, and are and for the future will be unreaosnable to the extent 
that they exceed or may exceed the corresponding rates presently ap- 
Plicable from those respective groups to Omaha by more than 86 cents 
— ton on petroleum coke and by more than 75 cents per ton on petro- 
€um coke breeze; and that defendants’ rules providing for moisture 
allowance on washed coal result in unreasonable practices in violation 
of section 1(6) of the act. No order respecting these rules will be 
entered at this time but defendants will be expected within 60 days to 
correct them to remove the objectionable features above outlined. The 


record does not contain sufficient proof of the character necessary to 
support an award of damages because of this unreasonable practice. 
We further find that complainants and interveners, to the extent 
that they made shipments as described and paid and bore the charges 
thereon at the rates herein found unreasonable, have been damaged 
thereby in the amount of the difference between the charges paid and 
those at the rates herein found reasonable; and that they are entitled 
to reparation with interest on such shipments made during the respec- 


tive statutory period covered by the complaint and the petitions of 
intervention. 


C. & S. Financing Plan Approved 


Finding the Colorado & Southern Railway Co. and the 
Fort Worth & Denver City Railway Co. not to be in need of 
financial reorganization in the public interest at this time, pro- 
vided that the plan for extension of maturities and modification 
of interest charges dated June 30, 1942, is carried out, substan- 
tially as now proposed, the Commission, by division 4, in a 
supplemental report in Finance No. 10814, Colorado & South- 
ern Railway Co. et al. Reconstruction Financing, has granted 
authority to enable the carriers to make the plan effective. 

Subject to conditions, specified in the findings, the Com- 
mission approved the extension by renewal, substitution of new 
obligations, or otherwise, for periods ending not later than 
January 1, 1955, by the Reconstruction Finance Corporation 
for the Colorado & Southern in aid of its financing, of the time 
of payment of (a) the $27,015,700 of the Colorado & Southern’s 
refunding and extension mortgage 4% per cent bonds due 
May 1, 1945, as previously extended, owned by the finance 
corporation, (b) the 4 per cent promissory note dated Octo- 
ber 21, 1936, of the Fort Worth & Denver City to the finance 
corporation in the amount of $8,000,000, as of July 1, 1942, (c) 
the $546,000 of Galveston Terminal Railway Co. first mortgage 
5 per cent bonds, due March 1, 1948, as previously extended, 
guaranteed by the C. & S. and owned by the finance corpora- 
tion, with similar extension of the obligation of guaranty of the 
C. & S. with respect thereto, both extensions as aids to the 
C. & S. in meeting such a guaranty, and (d) the 5 per cent 
promissory note dated May 5, 1938, of the C. & S. to the finance 
corporation in the amount of $445,659.32, as of July 1, 1942. 

Prior reports, orders and certificates were modified so as to 
permit (a) similar extension of obligations of the C. & S. to 
purchase, prior to maturity, said bonds owned by the finance 
corporation, and of collateral securities pledged for said promis- 
sory notes and obligations to purchase bonds prior to maturity; 
and (b) modification, conformably to the aforesaid plan, of 
the terms of the refunding and extension mortgage, the gen- 
eral mortgage and the bonds secured thereby. 

The report also embraces Finance No. 11941, Colorado & 
Southern Railway Co. Reconstruction Loan and Financing, 
and Finance No. 11029, Fort Worth & Denver City Railway 
Co. Reconstruction Financing. Prior reports are: Finance No. 
10814, 207 I. C. C. 218; Finance No. 11941, 224 I. C. C. 742, and 
Finance No. 11029, 212 I. C. C. 279 and 217 I. C. C. 157. 


The Commission said the plan dated June 30, 1942, would 
have the interest on the Colorado & Southern’s refunding and 
extension mortgage bonds reduced from the present rate of 4% 
per cent (payment having heretofore been accepted at the rate 
of 4 per cent) to 4 per cent, of which interest at the rate of 2% 
per cent would be a fixed charge, and the remaining 1% per 
cent would be a charge contingent on earnings of the calendar 
year preceding the due date, or that part of the preceding 
calendar year in respect of which contingent interest might be 
payable, and noncumulative; and during a like period would 
have interest on the Colorado & Southern’s general mortgage 
bonds reduced from the present rate of 4% per cent to 4 per 
cent. of which interest at the rate of 14% per cent would be a 
fixed charge, and the remaining 2% per cent would be a charge 
contingent on earnings of the calendar year preceding the due 
date, or that part of the preceding calendar year in respect of 
—" contingent interest might be payable, and noncumula- 

ive. 

Other modifications of the terms of the refunding and 
extension mortgage bonds and the general mortgage bonds 
are also contemplated. 

The Commission said the plan sought to reduce fixed inter- 
est to a basis that past experience indicated to the C. & S. 
could be paid every year with reasonable certainty, to pro- 
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vide for contingent interest if earned, and to allocate income, 
after contingent interest and capital improvements, for retire- 
ment of debt. 

The plan proposed reductions of fixed interest on the re- 
funding and extension mortgage bonds outstanding as of July 
13. 1942, and the general mortgage bonds, to $975,393 per 
annum, which, with approximately $50,000 per annum of fixed 
charges other than bond interest, would make the total of 
annual fixed charges approximately $1,025,393, said the report. 

The Commission said the carrying out of the plan was 
subject to approval and authorization by it so far as required 
by law. It said the plan might be declared effective by the 
Colorado & Southern, in its discretion, and whether or not it 
theretofore had been declared operative, when assented to by 
the finance corporation and when holders of at least 85 per 
cent of the general mortgage bonds at the time outstanding, 
exclusive of those held in pledge by the finance corporation, 
should have assented to or become bound by the plan. 

It said if the board of directors of the C. & S. should so 
determine, the plan might be effectuated by proceedings under 
any applicable law at the time in force, except under section 77 
of the bankruptcy act. 

The Commission said in its view in so far as the require- 
ment of section 5 of the R. F. C. act was concerned, the adjust- 
ment of interest rates was a question solely for the finance 
corporation. : 

By a supplemental report and order in Finance No. 8350, 
Colorado & Southern Railway Securities, the Commission, by 
division 4, granted authority to modify not exceeding $24,918,000 
of general mortgage bonds, series A, and to issue not exceed- 
ing $24,918,000 of certificates of deposit in respect of an equal 
principal amount of general mortgage bonds, series A, pursuant 
to the plan. 

In Finance No. 10820, Colorado & Southern Railway Co. 
Bonds, it granted authority to modify not exceeding $28,015,700 
of refunding and extension mortgage bonds, pursuant to the 
plan. 

In Finance No. 10821, Fort Worth & Denver Northern 
Railway Co. Notes, it granted authority to extend from May 
1, 1945, to January 1, 1955, the maturity date of a promissory 
note for $4,182,091.26, pursuant to the plan. 

In Finance No. 11957, Galveston Terminal Railway Co. 
Bonds, it granted authority to modify not exceeding $546,000 of 
first mortgage gold bonds by extending their maturity date 
from March 1. 1948, to January 1, 1955, pursuant to the plan. 


Boston & Maine Motor Operations 


On reargument in MC 75872, Boston & Maine Transporta- 
tion Company Common Carrier Application and cases grouped 
therewith, the Commission has modified previous findings so as 
to grant to the Boston & Maine Transportation Company a 
certificate to conduct certain operations by motor vehicle, 
in interstate or foreign commerce in lieu of Big Three, Inc., 
and has affirmed other prior findings. The modified decision 
gives the Boston & Maine Transportation Company “grand- 
father’ rights denied in the original decision. 

The report also embraces MC 75871, Boston & Maine 
Transportation Company Contract Carrier Application MC 
15934, Boston and Maine Railroad Common Carrier Applica- 
tion; MC 30377, Big Three, Inc., Common Carrier Application; 
MC 30376, Big Three, Inc., Contract Carrier Application; MC 
75871, Sub. No. 1, Boston & Maine Transportation Company 
Extension of Operations; and MC 15934, Sub. No. 1, Boston 
and Maine Railroad Extension of Operations. 

The Commission explained that the prior report, 30 M. C. C. 
697, considered and disposed of five related applications filed 
under the “grandfather” clauses of sections 206(a) and 209(a) 
of the interstate commerce act. The same report also consid- 
ered and disposed of two applications filed under sections 
207(a) and 209(b) of the act by the Boston & Maine Railroad, 
and by the Boston & Maine Transportation Company, re- 
spectively. 

The Boston & Maine Transportation Company, referred 
to as the transportation company, by its “grandfather” appli- 
cations, sought a certificate of public convenience and necessity 
authorizing continuance of operations as a common carrier by 
motor vehicle and also a permit authorizing continuance of 
operations as a contract carrier by motor vehicle, of general 
commodities, with certain exceptions, in interstate or foreign 
commerce, between points in Maine, New Hampshire, Vermont, 
and Massachusetts, over regular and irregular routes. The 
Boston & Maine Railroad, referred to as the railroad, sought 
a certificate or a permit for operations between points in the 
same states and also New York. Big Three sought similar 
authority to that sought by the transportation company for 
operations between points in Maine, New Hampshire, Vermont, 
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Connecticut, Rhode Island and New York. By their applica. 
tions filed under sections 207(a) and 209(b) the railroad anq 
the transportation company, respectively, sought authority 
to extend their operations between Mechanicville and Scotia 
N. Y., over a specified route, but these applications were 
withdrawn at the hearing. Continuing, the Commission saiq. 


In the prior report, division 5 found that neither the transporta- 
tion company, nor the railroad, had established that on June 1, 1935 
or July 1, 1935, as the case may be, it was in bona fide operation as 
a common carrier or as a contract carrier by motor vehicle, in inter. 
state or foreign commerce, of general commodities, between the points 
and over the routes described in their respective applications; that 
Big Three was on June 1, 1935, and continuously since that time has 
been, in bona fide operation as a common carrier by motor vehicle 
in interstate or foreign commerce, of general commodities, with cer- 
tain exceptions, (1) between Boston and Marlboro, Salem, South mig. 
dleton, North Wilmington, Worcester, and Lawrence, Mass., over cer. 
tain regular routes, and (2) over irregular routes between all points 
in a described area in Massachusetts, and that a certificate authorizing 
the continuance of such operations should be granted. The division 
further found that applications Nos. MC-75872, MC-75871, and MC-15934 
should be denied; that applications Nos. MC-30376 and MC-30377 should 
be denied except to the extent that a certificate was granted; and that 
applications Nos. MC-75871 (Sub No. 1) and MC-15934 (Sub No, 1) 
should be dismissed. An appropriate order was entered. 

Upon petition of the transportation company and the railroad, 
all of the proceedings were reopened for reargument and reconsidera- 
tion and the order entered in these proceedings was vacated and set 
aside. Reargument has been held. No question was raised by the 
petition or at the reargument with respect to the finding that appli- 
cations Nos. MC-75871 (Sub No. 1) and MC-15934 (Sub No. 1) should 
be dismissed, and that finding is, accordingly, affirmed. 


In its discussion, the Commission referred to the decisions 
in Acme Fast Freight, Inc., Common Carrier Application, 8 
M. C. C. 211, and Dixie Ohio Express Co., Common Carrier 
Application, 17 M. C. C. 735. 

In the Dixie Ohio case, said the Commission, division 5 
concluded that if the vehicles of the owner-operators, while 
being used by applicant, were operated under its direction and 


control, and under its responsibility to the general public as J 


well as the shipper, then its operations, in which such vehicles 
were employed, came within the phrase “or by a lease or any 
other arrangement” of section 203(a) (14), and applicant, as to 
such operations, was a common carrier by motor vehicle. The 
principle announced in the Dixie Ohio case, said the Commis- 
sion, had been applied in cases, too numerous to cite, involving 
not only “grandfather” rights, but also new operations, and 
in which in many instances, petitions for reconsideration had 


— denied by the Commission. Continuing, the Commission 
said: 


Although indirectly we have approved the above principle, it 
should be pointed out that for the purposes of regulation in cases 
involving the utilization by a motor carrier of vehicles which it does 
not own, with or without the services of the owner, or his representa- 
tive, we must have an answer to the question: ‘‘Who is in legal con- 
templation, the operator of the truck.’’ Consequently, the question 
considered in the Dixie-Ohio case remains, and we see no reason to 
depart from the general principle announced therein. It must be 
noted, however, that the words ‘‘direction,’’ ‘‘control’’ and ‘‘responsi- 
bility’’ are conclusions dependent upon the facts presented in each 
individual case. The question cannot be decided by the existence of 
any single factor such as the name used on bills of lading or dis- 
played on the vehicle, the method of payment for the service per- 
formed, or the terms of the agreement between the parties. The 
answer depends on a full consideration of all of the conditions con- 
nected with the transportation service. Compared Interstate Despatch, 
Inc., Common Carrier Application, 30 M. C. C. 763, and Liberty Motor 
Freight Lines, Inc., Common Carrier Application, 31 M. C. C. 77. 


Big Three, Inc., the report said, was an independent cor- 
poration and it was neither owned nor controlled by the trans- 
portation company or the railroad. 

Big Three, Inc., in addition to other operations, trans- 
ported shipments moving on billing of the transportation com- 
pany or on the billing of the railroad under contract with the 
transportation company. 


The Commission said the question before it on that traffic 
boiled down to one of whether the vehicles owned by Big Three 
and utilized by the transportation company were operated 
under the latter’s obligation “to the general public.” It con- 
cluded that with respect to the traffic moving on the billing 
of the transportation company, the operations of Big Three 
under its contract were in law the operations of the trans- 
portation company and that the latter, as to such traffic, was 
on June 1, 1935, a “common carrier by motor vehicle” under 
the terms of the original and also the amended definition of 


section 203(a)(14) of the act. Continuing, in its findings, the 
Commission said: 


We further conclude that as to the same traffic, Big Three was 
neither a ‘‘common carrier by motor vehicle,’’ nor a ‘‘contract carrier 
by motor vehicle,’’ on June 1, 1935, or July 1, 1935, as the case may 
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pe, under the terms of the original or amended definitions of sections 
993(a) (14) and 203(a)(15) of the act. 

There remains for consideration the status of the transportation 
company, the railroad, and Big Three with respect to railroad billed 
traffic, moving under rail rates filed by the latter, and transported by 
motor vehicle in substitution for rail services (1) in line-haul service 
and (2) in transfer service within terminal areas of the railroad... . 

We concur in the findings of division 5 that as to such service the 
railroad was neither a ‘‘common carrier by motor vehicle,’’ nor a 
“contract carrier by motor vehicle,’’ on June 1, 1935, or July 1, 1935, as 
the case may be, under the terms of the original or amended defini- 
tions of sections 203(a)(14) and 203(a)(15) of the act. 

Our conclusion that the transportation company was a common 
carrier by motor vehicle on June 1, 1935, with respect to traffic mov- 
ing on its own billing in vehicles owned by Big Three but not as to 
vehicles owned by the other motor carriers which transported its 
traffic applies with equal force to the traffic moving on the railroad’s 
pilling. Likewise, our conclusion that Big Three was not a common 
or contract carrier by motor vehicle on June 1, 1935, or July 1, 1935, 
as the case May be, with respect to traffic moving on the billing of 
the transportation company also applies to the traffic moving on the 
railroad’s billing. 

Since the hearings herein, a new section 202(c) was added to part 
II of the act. Under the provisions of that section no operating au- 
thority is required for the performance within terminal areas of 
transfer service for a common carrier by railroad subject to part I 
when such service is performed as an agent of, or under a contractual 
arrangement with, a railroad. Since such transfer service for the 
railroad was and is performed pursuant to a contract with the trans- 
portation company, the latter does not require any operating authority 
to continue such service. 


Commissioner Rogers noted a dissent. Commissioner Lee, 
dissenting in part, said the facts stated in the prior report 
with respect to the activities of applicants on and since June 
1, 1935, were not disputed. 

“Upon these facts I am convinced that the findings in 
the prior report are sound and should be affirmed,” said he. 
“In so far as the instant report modifies those findings, I 
dissent.” 

The Commission approved issuance of certificates in MC 
75872, MC 75871, and MC 30377, subject to compliance with 
certain conditions, and denied the applications in all other 
respects. Applications MC 15934 and MC 30376 were denied. 
Applications MC 75871, Sub. No. 1, and MC 15934, Sub. No. 
1, were dismissed. 


Minimum on Rugs and Matting 


In a report, after oral argument, in I. and S. M-1216, 
Rugs and Matting from the east to Western Trunk Line Terri- 
tory, the entire Commission has affirmed the finding of division 
3, in the prior report, 31 M. C. C., that the proposed rates, 
minimum 30,000 pounds, on hard surface floor covering from 
specified points in New England and trunk line territories to 
destinations in Iowa, Kansas, Minnesota, Missouri, Nebraska 
and South Dakota were unjust and unreasonable. It further 
found that the maintenance on that traffic of lower rates, 
minimum 30,000 pounds, than rates based on a 20,000-pound 
minimum, would be unjustly discriminatory. 


The report is a review of the entire question as to whether 
a carrier, to meet competition, is entitled to make minimums 
greater than the carrying capacity of its vehicles. The answer, 
given in this report, is “no,” hence the condemnation of the 
minimums involved in this case. The tariffs were suspended 
on protests of western trunk line rail carriers. At the hearing 
the railroads, according to the report, withdrew from the 
proceeding after the motor carriers had agreed to make ap- 
plicable in connection with the proposed commodity rates, 
minimum 30,000 pounds, a tariff provision reading “shipments 
on which freight charges are based on a weight of not less 
than 30,000 pounds must be received at and transported from 
the point of origin from one shipper in one day and on one 
bill of lading.” 

__In this report the Commission quoted from the report of 
division 3 in which the latter said “we adopt as a policy the 
condemnation as unreasonable of a volume minimum rate, 
unless it is shown clearly that, as a result thereof motor car- 
riers can handle the traffic at the volume minimum weight at 
costs per 100 pounds which are less than the costs incurred at a 
reasonable truckload minimum weight. Petroleum Products, 
Boliver, N. Y., to Farmers Valley, Pa., 28 M. C. C. 527. Coal, 
Wyoming to Idaho Falls, Lincoln, and Shelley, Idaho, 29 M. C. 
C. 335. The record indicates that a reasonable truckload mini- 
mum on linoleum is 20,000 pounds. There is no showing herein 
that operating economies would result were the proposed rates 
restricted to apply only when 30,000 pounds are tendered for 
shipment.” 

The respondents and intervening motor carrier publishine 
agents, the report said, contended the views of division 3 were 
at variance with the Commission’s views in Carpets and Car- 
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peting, Official to Southern Territory, 237 I. C. C. 651, and that 
the finding of division 3 herein should be reversed. 

The existence of competition between motor and rail car- 
riers, says the report, does not relieve either type of carrier 
from according shippers reasonable rates. The competition be- 
tween rail and motor carriers for linoleum traffic does not con- 
stitute such a dissimilarity in circumstances and conditions as 
to render legal the proposed discrimination. Continuing, the 
Commission said: 


We are mindful of the fact that we approved certain rates subject 
to a minimum weight of 30,000 pounds on linoleum in Carpets and 
Carpeting, Official to Southern territory, supra. However, our report 
therein expresses our doubt as to the propriety of establishing a 
minimum of 30,000 pounds in connection with the proposed column 45 
basis because it would require more than one unit of equipment to 
transport 30,000 pounds. That report was issued over a year ago and 
now we are convinced that not only were our doubts as expressed there- 
in well founded, but that for the future we shall follow the policy 
announced in the prior report herein with respect to minimum weights 
in excess of the loading capacity of the equipment customarily used 
by the motor carriers. 


Commissioner Lee dissented in part and Commissioners 
Rogers and Alldredge noted dissents. 


WARTIME TRUCK RIGHTS 


Acting under authority of provisions of the second war 
powers act, 1942, relating to motor carriers, the Commission, 
division 5, has granted temporary authority to the applicant 
in a report in MC 101349, Sub. No. 4, M. I. O’Boyle & Son, 
Washington, D. C., Extension—Maryland and Virginia Points. 
The Commission denied permanent authority to the applicant 
but authorizing it to operate until December 31, 1944, as a 
motor common carrier of petroleum products, in bulk, in tank 
trucks, between points in Maryland and the District of Columbia 
and those in Virginia on, north, and east of U. S. highway 60, 
“by reason of the present emergency.” 

Likewise, the Commission, division 5, in a report in MC 
88413, Sub. No. 5, S. A. Markley, dba M & M Truck Co., 
Denver, Colo., Extension— Wyoming, Nebraska, and South 
Dakota, has granted temporary authority for operation by the 
applicant, until December 31, 1944, as a motor common carrier 
of petroleum products, in bulk, in tank trucks, from Casper, 
Wyo., and points within four-miles thereof, to points in South 
Dakota west of U. S. highway 83 and south of U. S. highway 14, 
including all points on those highways. Commissioner Patter- 
son, dissenting, said: 


The application herein was filed March 6, 1941, and heard April 
24, 1941. The second war powers act, 1942, under which the majority 
here justifies its action, became effective March 27, 1942. Since the 
application was neither filed nor prosecuted under that act, I am 
unable to agree that we should apply that act here. There is no more 
need for a temporary service than for a permanent service. 


In a report in MC 66344, Sub. No. 3, L. R. Cyrus, Iola, 
Kan., Extension—Petroleum Products, the Commission, division 
5, has denied the permanent authority sought by the applicant 
but has granted temporary authority, under the motor car- 
rier provisions of the second war powers act, 1942, for op- 
eration, until December 31, 1944, as a motor contract carrier 
of petroleum products in bulk, in tank trucks, from Arkansas 
City, Coffeyville, Eldorado, and Potwin, Kan., to points in a 
specified area in Missouri. 


Temporary authority, under the second war powers act, 
1942, has been granted to the applicant as to a part of his 
proposed operations and permanent authority has been granted 
as to other operations, in a report by the Commission, division 
3, in MC 7450, Sub. No. 8, Abram Jerome Novick, Winches- 
ter, Va., dba Novick Transfer Co., Extension—Explosives, 
embracing Sub. No. 1, Same, Extension—Waynesboro-Pennsy]- 
vania, and Sub. No. 2, Same, Extension—Virginia. The Com- 
mission denied permanent authority for operation by the 
applicant as a motor common carrier of dangerous explosives 
acceptable for transportation by motor carrier freight service, 
from and to all points on his authorized routes in Virginia, 
Maryland, Pennsylvania, Delaware, New Jersey, New York, 
West Virginia and the District of Columbia, but granted tem- 
porary authority, until December 31, 1944, for transportation 
of trinitrotoluene from Glen Wilton, Va., to specified points 
in Maryland, Pennsylvania and New Jersey, over irregular 
routes. It granted permanent authority for operation as a com- 
mon carrier in transportation of explosives classified as ‘Less 
Dangerous Explosives—Class B” and “Relatively Safe Explo- 
sives—Class C,” between specified points in Virginia, Mary- 
land, Pennsylvania, Delaware, New Jersey, New York, West 
Virginia and the District of Columbia. 

Examiner Mack Myers, in a proposed report in MC 17778, 
Sub. No. 6, B. & E. Transportation Co., Inc., New York, N. Y.., 
Extension—New York, N. Y.-Florida Points, has recommended 
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that the applicant be granted temporary authority for opera- 
tion, until December 31, 1944, as a common carrier in trans- 
portation of general commodities from New Haven and Bridze- 
port, Conn., and points in the New York City commercial zone, 
to all points in Florida, and of fresh fruits and vegetables from 
all points in Florida to points in New York City commerc:al 
zone, over regular and irregular routes. 


WATER APPLICATIONS DISMISSED 

By an order in W-871, Joseph C. Jett, Jr., Temporary Au- 
thority Application, the Commission, division 4, has dismissed 
the application on a finding that applicant’s operations as a 
water carrier are performed by vessels of not more than 100 
indicated horsepower and that such transportation by applicant 
is not subject to part III of the act by reason of the exemption 
provided in section 303(g)(2) thereof. 

Applications in W-228, Aiken Towing Corporation, Contract 
Carrier Application, and W-229, Florida Towboat Co., Inc., 
Contract Carrier Application, have been dismissed by an order 
by the Commission, division 4. The order said the operations 
conducted by applicants on and since January 1, 1940, were not 
subject to part III of the act as to the chartering and leasing 
of vessels to other carriers, as to their described operation in 
chartering and leasing equipment to shippers of petroleum 
products for the transportation of their cargoes in bulk in 
tank vessels, or as to the shifting and docking of vessels in the 
Pensacola harbor area. The order said it appeared, further, 
that on and since January 1, 1940, the applicants had been 
engaged in salvage operations, and that such operations were 
exempt from the provisions of part III by reason of the pro- 
visions in section 303(g) (2). 


SOAP RATE NOT UNLAWFUL 


The Commission, by division 2, in a report in No. 28692, 
Soap, Jersey City to Norfolk, has found not in violation of the 
interstate commerce act a rate of 18 cents, minimum 70,000 
pounds, on soap and soap products, carloads, from Jersey City, 
N. J., to Norfolk, Va. 

Respondent, the Pennsylvania Railroad, published, to be- 
come effective October 28, 1940, a rate of 18 cents restricted to 
apply over its lines direct. The rate was not made applicable 
at intermediate points. Temporary fourth section relief was 
granted by the Commission. Permanent fourth section relief, 
however, was denied in Soap and Soap Products to Norfolk, 
Va., 245 I. C. C. 359, decided May 10, 1941. Thereupon, said 
the report, respondent published the rate subject to rule 27 of 
the Commission’s tariff circular No. 20 with respect to inter- 
mediate points and thus removed the necessity for fourth sec- 
tion relief. The Eastern Steamship Lines protested the tariff 
but, according to the report, sufficient cause did not then appear 
to warrant a suspension order and the rate was permitted to go 
into effect. On its own motion the Commission instituted the 
investigation of the rate in the present proceeding. 

Dissenting, Commissioner Alldredge said that, in his 
opinion, the 18-cent rate was less than a reasonable minimum 
rate. He said a contention of the respondent that the rate was 
necessitated by barge competition was without substantial sup- 
port in the evidence and was “clearly far-fetched.” In his 
judgment, said he, the 18-cent rate should be ordered canceled 
and establishment of a minimum rate and carload weight the 


same as now in effect from other points in New York Harbor 
required. 


RAILWAY EXPRESS AGENCY EXTENSION 


The Commission, by division 5, in MC 66562, Sub. No. 382, 
Railway Express Agency, Inc., extension—Hagerstown, has 
issued temporary authority to operate as a common carrier by 
motor vehicle of general commodities moving in express service, 
between Baltimore and Hagerstown, Md., over regular routes 
serving specified intermediate and off-route points. Certain 
motor carriers operating in the territory opposed the applica- 
tion. The Western Maryland Railway intervened in support 
of the application. 

This service is intended to supplement the service per- 
formed on Western Maryland passenger trains. The Commis- 
sion said it appeared that existing motor common carriers 
operating between the points involved were able to handle 
the normal motor freight transportation needs of shippers and 
receivers. The railway, the report said, desired to remove a 
merchandise train now operating on a schedule discontinued 
on a passenger train in order that such equipment might 
be utilized to alleviate the present shortage of rail equipment. 

The Commission said it was unable to conclude that the 
discontinuance of the one passenger schedule out of three was 
sufficient to warrant the institution of a new permanent truck 
service between points covered by the application. But, the 
Commission said, in view of the present national emergency it 
appeared that there was at least a temporary need for the 
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substitution of applicant’s proposed truck service for the mer 

chandise train in order that the rail equipment might be used 

to better advantage elsewhere. The Commission therefore 

granted temporary authority, authorizing the express company 

, furnish auxiliary service. Commissioner Patterson noted a 
issent. 


WATSON BROS. MOTOR PURCHASE 

By a supplemental report in MC F-1675, Watson Bros 
Transportation Co., Inc.—Purchase—Oage Nielsen, the Com. 
mission, division 4, has supplemented its findings in the prior 
report (see Traffic World, May 16, p. 1278), so as to permit 
Watson Bros. Transportation Co. to serve Canton, III., in cop. 
nection with two principal routes also authorized, in addition 
to the authority to serve Canton as set out in the prior report 
The Commission said it was evident that the use of the cop. 
necting routes specified in an appendix to the supplemental 
report should be approved as substantial savings in mileage 
would result and a more practical and economical operation 
to and from Canton would be possible. It said no points other 
than those authorized in the prior report would be served. 


Railroad Abandonments 


The Commission, in a special permission, No. 11540, under 
sections 6, 217 and 306 of the interstate commerce act, has 
authorized railroads, the rails of which have been requisitioned 
by the War Production Board, thereby making the rendition 
of service impossible, to notify the public of that fact by hay- 
ing their tariff publishing agents publish a provision in their 
tariffs saying “line requisitioned by the War Production Board. 
Service suspended.” 

Requisitioning of rails, according to the information at the 
Commission, has disrupted service over joint lines composed 
of railroads, motor carriers and water carriers. Therefore, the 
permission is given under the sections of the interstate com- 
merce act which relate to the filing of tariffs by railroads, 
motor carriers and carriers by water, in connection with other 
carriers. 


Santa Fe 


The Atchison, Topeka & Santa Fe in embargo No. 40-2, 
effective September 5, has placed an embargo against all traffic, 
Boise City, Okla., to Farley, N. M., exclusive of Boise City, on 
account of government requisitioning all track and materials 
in the line. Authority to abandon its line from Boise City, 
Okla., to Clayton, N. M., was asked by the Elkhart & Santa Fe 
in Finance No. 13790, now pending before the Commission. 
The requisitioned track is included in this line, according to the 
War Production Board officials handling requisitioning of rails 
and track materials. 

Report and certificate in F. D. No. 13826, Atchison, Topeka 
& Santa Fe Railway Co., abandonment, permitting abandon- 
ment by the Atchison, Topeka & Santa Fe Railway Co. of a 
branch line of railroad in Noble county, Okla. Approved. 


Oregon Short Line 


The Oregon Short Line Railroad Co. asks permission to 
abandon, and the Union Pacific Railroad Co., as lessee, asks 
authority to abandon operation of, a part of the former rail- 
road’s Benson branch, extending 2.95 miles from Ballard Junc- 
tion to a point just west of Benson, in Cache county, Utah, by 
an application docketed as Finance No. 13927. Present and 
anticipated public use of this branch indicates its continued 
operation is unwarranted, says the application. It says that the 
Benson branch, from Ballard Junction to Benson Junction, 
Utah, was built to supersede, for through traffic on the Cache 
Valley branch, the 13 miles longer route via Wellsville, but that 
its use in that capacity has always been limited because of 
necessity for maintaining through service via Wellsville. 


The Oregon Short Line Railroad Co., in an application § 


docketed as Finance No. 13924, has asked the Commission to 
permit it to abandon, and to permit the Union Pacific, lessee, 
to abandon operation of, the former company’s Sugar City 
branch, extending from Sugar City to Hinckley, 4.41 miles, in 
Madison county, Ida. The application says that this branch 
is no longer needed for transportation services and that the 
present and anticipated public use of the branch indicate that 
its continued operation is unwarranted. 


Milwaukee Road Abandonment 


The Chicago, Milwaukee, St. Paul and Pacific has received 
permission in federal court at Chicago to apply to the Com- 
mission for authority to abandon the 13.2-mile section of its 
line between Blackbird Junction and Island Siding, Minn. The 
company believes the section to be unprofitable. 


C. R. |. and P. 


In Finance No. 13928, Frank O. Lowden and Joseph B. 
Fleming, as trustees of the Chicago, Rock Island & Pacific Rail- 
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way Co., have asked the Commission to permit abandonment 
of a branch line of the Rock Island extending from Stockton, 
Ja. to Tipton, Ia., approximately 21.66 miles. Applicants say 
the line produces little traffic and holds no future promise for 
any increase. They say a mixed train on the line makes two 
round trips daily except Sundays and holidays and that the 
volume of traffic in 1941 was such that if the train had made 
one round trip a day instead of two, it would have handled on 
the average about one and one-seventh carloads on each in- 
pound and each outbound trip. The needs of the territory are 
supplied by other transportation systems, says the application. 


Crystal River Petitions 


By an order in Finance No. 13356, Crystal River Railroad 
Co. et al. Abandonment, the Commission, division 4, has dis- 
missed petitions filed on August 24 by Louis Love and others 
for leave to intervene and for rehearing in that proceeding. 
The order noted that by a report and certificate in this case 
dated September 22, 1941, the Crystal River Railroad Co. and 
the Crystal River & San Juan Railroad Co. were permitted to 
abandon lines in Garfield, Gunnison and Pitkin counties, Colo., 
the latter company having been permitted to abandon operation 
of tae former’s line, that by schedules seasonably filed the 
Crystal River canceled tariffs applicable to the lines in ques- 
tion effective August 24, 1942, at 12:01 a. m., and that “the 
operation of the said lines had in fact ceased prior to the re- 
ceipt of the said petitions.” 


Miscellaneous 


Report and certificate in F. D. No. 13738, Silverton North- 
ern Railroad Co., abandonment, permitting abandonment, as to 
interstate and foreign commerce, by the Silverton Northern 
Railroad Co. of its lines of railroad in San Juan county, Colo. 
Approved. ; 

Report and certificate in F. D. No. 13811, Pittsburgh, Char- 
tiers & Youghiogheny Railway Co., abandonment, permitting 
abandonment by the Pittsburgh, Chartiers & Youghiogheny 
Railway Co. of lines of railroad in Allegheny county, Pa. Ap- 

roved. 

. Report and certificate in F. D. No. 13816, Missouri Pacific 
Railroad Co., trustee abandonment, permitting abandonment 
by Guy A. Thompson, trustee of the Missouri Pacific Railroad 
Co., of a branch line of railroad in Williamson county, Ill. Ap- 
roved. 

. Report and order in F. D. No. 13817, Missouri Pacific Rail- 
road Co., trustee abandonment, permitting abandonment by 
Guy A. Thompson, trustee of the Missouri Pacific Railroad Co., 
of a line of railroad in Williamson county, Ill. Approved. 

Report and certificate in F. D. No. 13818, Missouri Pacific 
Railroad Co., trustee abandonment, permitting abandonment by 
Guy A. Thompson, trustee of the Missouri Pacific Railroad Co., 
of a line of railroad in Williamson county, Ill. Approved. 

Report and certificate in F. D. No. 13819, Marion & East- 
ern Railroad Co., trustee abandonment, and F. D. No. 13813, 
Missouri Pacific Railroad Co., trustee abandonment of opera- 
tion, permitting abandonment by Guy A. Thompson, as trustee 
of the Marion & Eastern Railroad Co., and abandonment of 
operation by him as trustee of the Missouri Pacific Railroad 
Co., of a portion of a branch line of railroad in Williamson 
county, Ill. Approved. 

Report and certificate in F. D. No. 13820, Marion & East- 
ern Railroad Co., trustee abandonment, and F. D. No. 13815, 
Missouri Pacific Railroad Co., trustee abandonment of opera- 
tion, permitting abandonment by Guy A. Thompson, as trustee 
of the Marion & Eastern Railroad Co., and abandonment of 
operation by him as trustee of the Missouri Pacific Railroad 
Co., of a portion of a line of railroad in Williamson county, Ill. 
Approved. 

Report and certificate in F. D. No. 13821, Marion & East- 
ern Railroad Co., trustee abandonment, and F. D. No. 13814, 
Missouri Pacific Railroad Co., trustee abandonment of opera- 
tion, permitting abandonment by Guy A. Thompson, as trustee 
of the Marion & Eastern Railroad Co., and abandonment of 
operation by him as trustee of the Missouri Pacific Railroad 

0. of a branch line of railroad in Williamson county, IIl. 
Approved. 

By an order in Finance No. 13758, Nashville, Chattanooga 
& St. Louis Railway Abandonment, the Commission, by Com- 
missioner Mahaffie, to whom the matter was assigned for 
action, has extended to October 1 the effective date of the cer- 
tificate issued in that proceeding on July 17, 1942. 


Oo. S. L.-U. P. Abandonment, Etc. 


_The Oregon Short Line Railroad Co. and the Union Pacific 
Railroad Co., lessee, jointly have applied to the Commission, 
In Finance No. 13930, for a certificate permitting abandonment 
by the former of that portion of its so-called Idaho-Northern 
branch in Valley county, Ida., extending from mile post 99.73 
to mile post 109.10, approximately 9.37 miles, and for authority 
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for the latter to abandon operation thereover. In lieu thereof, 
the Oregon Short Line asks authority to acquire a line of rail- 
road in- Valley county, in the same general location as the line 
proposed to be abandoned, to be constructed by the U. S. 
Government, and the Union Pacific asks authority to operate 
the same. Applicants said the present line sought to be aban- 
doned “‘lies within the area eventually to be submerged by the 
water which will be impounded by a dam and reservoir to be 
constructed by the United States of America on and in the 
north fork of the Payette River near the town of Cascade, 
Valley county, Ida.” The new line will be approximately 4.15 
miles longer than the existing line and at its greatest distance 
will be approximately 1% miles from the present track, accord- 
ing to the applicants. 


Commission Reports 


(An asterisk before the docket number means that the report 
vill not be printed in full in the permanent series of Commission 
reports. Mimeograzhed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Commodity Rates, Etc. 


*I. and S. M-1818, White Motor Express—to and from 
Kentucky and Tennessee. By division 2. Proposed rule pro- 
viding for changed practices in connection with c. o. d. ship- 
ments, and proposed reduced commodity rates on iron or steel 
bars, paint, linseed oil, turpentine, paint thinner, asphalt, 
stovepipe, pipe fittings, cast or wrought iron stoves or stove 
kettles, seeds, and iron or steel wire, between Louisville, Ky., 
and points in Tennessee, ordered canceled on or before Octo- 
ber 1 because of failure of respondent to show that such pro- 
posals were just and reasonable. Schedules were filed to be- 
come effective September 25, 1941, and on protest, were sus- 
pended until April 25, 1942, when they became effective. 


Raiis and Cross Ties 


Fourth section application No. 18939, Rails and Cross Ties 
from Steelton, Pa. By division 2. Authority granted by 
F. S. O. 14749, on conditions, to establish and maintain rates 
on iron and steel rails and cross ties, carloads, from Steelton, 
Pa., to Norfolk, Suffolk, and Algren, Va., without observing 
the long-and-short-haul part of the fourth section. Rates by 
the long ton of $3.88 from Steelton to Norfolk and $4.16 from 
Steelton to Suffolk and Algren will apply over the route of the 
Reading to Elsmere Junction, Del., the B. & O., to Potomac 
Yard, Va., the R. F. & P. to Richmond, Va., the A. C. L. to 
Jarratt, Va., and the Virginian beyond, and the route of the 
Reading to Elsmere Junction, the B. & O., to Potomac Yard, 
the R. F. & P. to Richmond, the S. A. L., to Alberta, Va., and 
the Virginian beyond. A 4.16 rate will also apply from Steelton 
to Suffolk over the Reading to Lurgan, Pa., Western Maryland 
to Hagerstown Junction, Md., and Norfolk & Western be- 
yond. Dissenting in part, Commissioner Alldredge said he dis- 
agreed with the report in this proceeding to the extent it au- 
thorized relief in the proposed rates over routes involving cir- 
cuity in excess of 50 per cent. 


Leaf Tobacco 


*Fourth section application No. 18349, Leaf Tobacco to 
Charlottesville, Va. By division 2. By fourth section order No. 
14748 Atlantic and East Carolina Railway Co., the Chesapeake 
and Ohio, and the Norfolk Southern authorized to establish 
rates on leaf tobacco, in hogsheads, cases or tierces, any quan- 
tity, from Goldsboro, Wilson, and Farmville, N. C., to Char- 
lottesville, Va., the same as those contemporaneously in effect 
on like traffic over the direct rail lines or routes from and 
to the same points, but not lower than the present rates over 
the latter routes, and to maintain higher rates from inter- 
mediate points in North Carolina, subject to conditions. Relief 
had been authorized temporarily in fourth section order No. 
13796. 


Pulpboard 


*Fourth section application No. 19011, Pulpboard from 
Arkansas and Louisiana. By division 2. Authority granted by 
F. S. O. 14752, on conditions, to establish and maintain rates 
no lower than 40 cents a hundred pounds on pulpboard, in car- 
loads, minimum 40,000 pounds, from origins in Louisiana and 
Arkansas to destinations in Iowa and Nebraska, without observ- 
ing the long-and-short-haul part of the fourth section. Tem- 
porary relief was given by F. S. O. 14283. 


Class Rates 


I. and S. M-796, Dixie Freight Lines, Inc., Classes from 
and to Columbus, Ga. By division 2. Proposed class rates be- 
tween Columbus and Fort Benning, Ga., found unjust and un- 
reasonable to the extent they are less than 12 cents, and pro- 
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posed class rates between Columbus and Phenix City, Ala., 
found not unjust or unreasonable. Rates not less than 12 cents 
are to be established on or before October 19. Schedules con- 
taining the proposed rates became effective June 1, 1940. Com- 
missioner Alldredge concurred. 


Stopping-in-Transit Rule 


I. and S. M-952, Stopping in Transit at Pittsburgh, Pa. By 
division 2. Rule proposed by Lett & Company of Indiana, Inc., 
of Indianapolis, Ind., a motor common carrier, providing for 
stopping in transit for partial loading and unloading of truck- 
load shipments of meats and packinghouse products at so- 
called intermediate points within the corporate limits of Pitts- 
burgh, Pa., found unlawful. Suspended schedules ordered can- 
celed on or before October 5 and proceeding discontinued, with- 
out prejudice to the filing of new schedules in conformity with 
views expressed in the report. The Commission found that the 
suspended amendment to the rule was of uncertain effect and 
of ambiguous meaning, that would lead to indefiniteness and 
uncertainty in the application of the tariff, in violation of the 
Commission’s tariff rules, and accordingly contravened section 
217 of the act. Commissioner Alldredge concurred in part. 


Building Materials 


*I. and S. M-1916, Building Materials — Baltimore and 
Philadelphia to Salisbury, Md. By division 3. Less-truckload 
and truckload rates proposed by Harry D. Kenney Motor Freight 
Service, of Salisbury, Md., on building materials from Balti- 
more, Md., and Philadelphia, Pa., to Salisbury, Md., unjust and 
unreasonable. Suspended schedules ordered canceled on or 
before October 12 and proceeding discontinued. The schedules 
became effective August 8, 1942. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-512, Luckenbach Gulf Steamship Co., Inc., New York, 
N. Y., Common Carrier Application, embracing W-620, Lucken- 
bach Steamship: Co., Inc., New York, N. Y., Common and Con- 
tract Carrier Application. By division 4. Certificate granted 
in W-620, effective November 17, for continuance of operation 
as common carrier by self-propelled vessels in transportation 
of passengers and commodities generally between specified 
Atlantic and Pacific coast ports, through the Panama Canal. 
Certificate granted, also, in W-512, effective November 17, 
for continuance of operation as common carrier by self-pro- 
pelled vessels in transportation of commodities generally be- 
tween specified Pacific and Gulf coast ports through the 
Panama Canal, and in the transportation of commodities gen- 
erally from Houston, Tex., to Mobile, Ala., and Tampa, Fla. 
The Commission found that the applicants had been engaged 
in such operations on and continuously since January 1, 1940, 
except for interruption beyond their control. It said that satis- 
factory evidence had been submitted that the applicants’ 
vessels had been taken over by the federal government for 
use in transportation necessary to prosecution of the war, and 
that the resulting interruption was beyond the control of the 
carriers within the meaning of section 309(a) of the act. 


*W-755, Arnold Transit Co., Mackinac Island, Mich., com- 
mon carrier application. By division 4. Certificate granted, 
effective November 12, for continuance of operations as a com- 
mon carrier by self-propelled vessels in the transportation of 
passengers between St. Ignace and Mackinac Island, Mich., 
and in seasonal operation between Mackinac Island, Les Che- 
neaux Islands, Cheboygan, Pointe Aux Pins, and Mackinac City, 
Mich. The Commission found that the applicant had been en- 
gaged in such operations on January 1, 1940, and continuously 
since, except for interruptions of service over which applicant 
had no control. The operations had been interrupted in winter 
seasons since the winter of 1939-1940 because of weather condi- 
tions, the report noted. 


*W-587, Foss Launch & Tug Co., Seattle, Wash., Applica- 
tions. By division 4. Certificate granted, effective November 
19, authorizing continuance of operation as a common carrier 
in the transportation of commodities generally by means of non- 
self-propelled vessels with the use of separate towing vessels 
between all points in the state of Washington on Puget Sound 
and Grays Harbor, and in the performance of general towage, 
between points along the Pacific coast. Applicant was found to 
have been engaged in such operation on January 1, 1940, and 
continuously since. In view of its finding that applicant was a 
common carrier, the Commission dismissed applicant’s appli- 
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cation for exemption under section 303(e) of the act of certain 
transportation performed as a contract carrier. 

*W-290, Lafferty Transportation Co., Common Carrier Ap- 
plications. By division 4. Certificate granted, effective Novem. 
ber 17. Applicant was found entitled to continue operation ag a 
common carrier by towing and by non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of commodities generally, in interstate or foreign commerce, be- 
tween points on Lake Coeur d’Alene, on the St. Joe River from 
St. Joe, Ida., to Lake Coeur d’Alene, on the Coeur d’Alene River 
from Dudley, Ida., to Lake Coeur d’Alene, and on the Spokane 
River from Lake Coeur d’Alene to Post Falls, Ida., by reason 
of having been engaged in such operation on January 1, 1940 
and continuously since. Public convenience and necessity was 
also found to require operation by applicant as a common car- 
rier of commodities generally by towing and by non-self-pro- 
pelled vessels with the use of separate towing vessels, in 
interstate or foreign commerce, between points on Columbia 
River Reservoir. 

*W-298, Grand Coulee Navigation Co., Inc., Common Car. 
rier Application. By division 4. Certificate granted, effective 
November 20, on finding public convenience and necessity to 
require seasonal operation as a common carrier by water, by 
self-propelled vessels, in the transportation of passengers jn 
interstate commerce on Columbia River Reservoir in the state 
of Washington. Application in other respects dismissed or 
denied. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 69572, Sub. No. 1, George Zuzich, Kansas City, Mo. 
Permit granted. Merchandise dealt in by meat-packing com- 
panies, and, in connection therewith, equipment, etc., used in 
conduct of such business, between Kansas City, Kan., on the one 
hand, and points in Ill. and East Chicago and Gary, Ind., on 
the other, over irregular routes. 

*MC 71530, Sub. No. 2, W. Earle Applegate, Cranbury, N. J. 
Certificate granted. Potatoes, fertilizer, and fertilizer materials 
from and to specified points in N. J., N. Y., and Pa., over irregu- 
lar routes. 

*MC 90760, Sub. No. 1, Russell D. Enos, Danville, III. 
Permit granted. Wooden buttermilk containers from Danville, 
Ill., to Evansville, Rochester and Vincennes, Ind., over ir- 
regular routes, and whey, cod-liver oil and wheat germ, between 
Danville, on the one hand, and, on the other, Evansville, 
Rochester and Vincennes, over irregular routes. 

*MC 102973, Carley I. Spencer, Columbia, S. C. Certificate 
granted. Lumber from Columbia, N. C., to points in Va., Md., 
N. J., and D. C., and petroleum products, in containers, from 
Bayonne and Bayway, N. J., and Baltimore, Md., to Columbia, 
over irregular routes. 

*MC 35882, Sub. No. 1, Interstate Transportation Co., Inc., 
Taunton, Mass. On further hearing, by division 5, certificate 
denied. Passengers, baggage, express, mail and newspapers be- 
tween Middleboro and Hyannis, Mass., over specified routes. 
(Findings in prior report, 26. M. C. C. 810, affirmed.) Com- 
missioner Lee, dissenting, said that in his opinion the record 
contained sufficient substantial evidence to sustain the recom- 
mendations of the local joint board and the examiner that a 
certificate be issued. 


*MC 7768, Sub. No. 1, Adam J. Weigand, Dover, O. On 
reconsideration, by division 5, findings in prior report, decided 
March 19, 1942, modified so as to authorize applicant to op- 
erate as motor contract carrier of steel and steel products from 
Dover to points in specified areas in N. Y., Pa., and W. Va. 
excluding Buffalo, N. Y., Pittsburgh, Pa., and Wheeling, W. Va., 
and return with refused or rejected shipments. The Commis- 
sion said it had been brought to its attention that, in the original 
report, the destination territory, authorized in New York was 
not correctly described. It said it reopened the proceeding on 
its own motion to give that matter further consideration. 

MC 86687, Sub. No. 21, Seaboard Airline -Railway Co. 
(Legh R. Powell, Jr., and Henry W. Anderson, Receivers), 
Norfolk, Va., embracing Sub. Nos. 22, 23, 24, and 25, Same. 
Certificate granted, in Sub. Nos. 21 and 22, for continuance 
of operation as to general commodities between Waldo and 
Morriston, Fla., between Brooksville and Fivay, Fla., and from 
Fivay to Tampa, Fla., over specified routes, serving inter- 
mediate and off-route points that are stations on applicants’ 
rail lines between the cities named, in rendering a service 
auxiliary to or supplemental of applicant’s rail service. Certifi- 
cate granted, also, in Sub. Nos. 23, 24 and 25, as to general 
commodities, from Tampa to Fivay via Clearwater, Tarpon 
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Springs, and New Port, Richey between Jacksonville and 
Wildwood and between Wildwood and Tampa, Fla., respec- 
tively, over three specified routes, serving all intermediate and 
off-route points that are stations on applicants’ rail lines be- 
tween the cities named, subject to conditions, including one 
that applicant’s service be limited to service auxiliary to or 
supplemental of rail service of the Seaboard, and another 
(condition No. 3) requiring that “‘no shipment shall be trans- 
ported by applicants as a common carrier by motor vehicle 
between any of the following points or through or to or from 
more than one of said points: Jacksonville, Starke, Ocala, and 
Tampa, Fla.” The report said the Railway Labor Executives’ 
Association, intervener, contended that the latter condition 
should prohibit the handling of shipments by motor vehicle 
between any of the points named therein or through or to or 
from more than one of those points. Commissioner Mahaffie, 
dissenting, said he concurred in the findings of the majority 
except as to condition No. 3. That condition, in his opinion, was 
unduly restrictive, he said. 

MC 29545, Smoky Mountain Tours Co., Asheville, N. C. 
On reconsideration, by division 5, findings in prior report, 10 
M. C. C. 127, with respect to authorization of continuation of 
special operations by applicant as motor common carrier of 
passengers and their baggage on round-trip sightseeing and 
pleasure tours, over specified routes, from Asheville to Sylva, 
N. C., and Knoxville, Tenn., modified so as to authorize opera- 
tions over additional highways. 

*MC 1440, York Motor Express Co., Inc., York, Pa. On 
reconsideration, by division 5, findings in prior report, 30 M. 
c. C. 801, amended so as to authorize applicant, in addition 
to the authority granted therein, to operate as motor common 
carrier of general commodities, with exceptions, over a regular 
route between Lancaster, Pa., and Allentown, Pa., serving all 
intermediate points. 

*MC 1968, Sub. No. 10, David C. Hall, Fort Worth, Tex. 
Certificate granted. General commodities, with exceptions, be- 
tween Shreveport, La., and Jackson, Miss., over a regular 
route. 


*MC 20783, Sub. No. 2, W. H. Tompkins Co., Nashville, 
Tenn. Certificate denied. General commodities, with excep- 
tions, between Nashville, Tenn., and Greensboro, N. C., over 
specified route. The report said the evidence showed that the 
existing carriers were equipped to handle a much larger volume 
of traffic than they now transported and that they were anxious 
to obtain additional traffic. 

*MC 30416, Harvey H. Sentle, embracing Sub. No. 1, Same. 
On further hearing, by division 5, in MC 30416, findings in 
prior report, 21 M. C. C. 49, modified in certain respects and 
applicant found entitled to continue operations as common car- 
rier of specified commodities between points in IIl., Ind., Ky., 
Mich., O. and Pa., over irregular routes. Certificate granted in 
Sub. No. 1, as to specified iron and steel articles from desig- 
nated points in O., Pa. and W. Va. to points in IIl., Ind., Mich., 
W. Va. and O., over irregular routes. 

*MC 46880, Sub. No. 1, Earl Hayden, Elma, la. Certificate 
granted. Farm implements and machinery and parts thereof, 
from Minneapolis, St. Paul, South St. Paul, and Hopkins, Minn., 
to points in described Ia. territory, and feed and seeds from 
Minneapolis, St. Paul and South St. Paul to points in the desig- 
nated Ia. area, over irregular routes. 

*MC 67390, Joseph R. Mammina, Benton Harbor, Mich., 
embracing MC 25183, Same. Certificate granted, for continu- 
ance of operation as to (1) general commodities between Mil- 
waukee, Wis., and South Haven, Mich., between Milwaukee 
and South Bend, Ind., and between Chicago, IIll., and Kala- 
mazoo, Mich., over regular routes, serving designated inter- 
mediate and off-route points, and (2) specified commodities 
from and to specified points and areas in Ill., Ind., Mich. and 
Wis., over regular and irregular routes. The report said it 
appeared that applicant was arrested and fined on five occa- 
sions between April, 1935, and July, 1937, for operating in inter- 
State commerce over Michigan highways in excess of his au- 
thority and for transporting merchandise in intrastate com- 
merce when accompanying shipping documents showed they 
were moving in interstate commerce. Clearly, it said, appli- 
cant’s operations in Michigan prior to June 1, 1935, and until 
January 20, 1936, were greatly in excess of the authority held 
from that state. It added that they were characterized by 
evasion and conducted in defiance of the state law, and that 
Insofar as they exceeded applicant’s operating authority in 
Michigan they could not be held to have been bona fide. Con- 
sideration would be given only to those operations in Michigan 


“0 a? applicant held appropriate authority on June 1, 1935, 
said. 


*MC 81443, Sub. No. 1, Joe Fernandez, Trevor, Wis. Per- 


mit denied. Malt beverages from St. Louis, Mo., to Chicago, 


din wid specified routes, and empty containers in the reverse 
ction. 
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*MC 78042, Sub. No. 1, Frank Bearoff and Anthony Bearoff, 
Bridgeport, Pa. Certificate granted. Pitch, coal tar, asphalt 
products, and lime in bags or containers, and such commodities 
as are usually transported in dump trucks and can be un- 
loaded by dumping, from Bridgeport and points within 25 miles 
thereof to points in Del., Md., N. J., and D. C., over irregular 
routes. 

*MC 68825, Stuart J. Wheeler, Canton, Ill. Permit granted. 
Specified commodities under contracts with persons who oper- 
ate retail and chain grocery and food business houses, between 
(1) Keokuk, Ia., on the one hand, and specified area in IIl., 
on the other, and (2) between all points in the specified area 
in Ill., over irregular routes. 


Transit Storage of Rubber 


“If the railroads are upheld in their position there can be 
no economically sound system of transportation on.our inland 
waterways such as the Congress has recognized to be essential 
to the national welfare,” said a brief of the Mississippi Valley 
Association, of St. Louis, Mo., setting forth exceptions to the 
proposed report by Examiner E. L. Glenn in No. 28745, Stor- 
age in Transit of Imported Rubber, embracing I. and S. No. 
5063, Storage, Crude Rubber at Birmingham and Mobile (see 
Traffic World, June 27, p. 1655). , 

The brief took issue particularly with the examiner’s rec- 
ommendation that “the Commission should .. . find that main- 
tenance by respondents of the said storage-in-transit arrange- 
ment over their all-rail routes and failure to establish a like 
arrangement over barge-rail routes is not unreasonable and 
does not cause or result in unjust discrimination or undue preju- 
dice.” The association said it had no direct interest in the move- 
ment of imported crude rubber but was vitally interested in 
the policies and principles involved in these proceedings and 
in the “far-reaching effects” that might flow from a deter- 
mination of these cases as recommended by the examiner. 

“It is important,” it continued, “that the Commission un- 
derstands that the position of the respondents with respect to 
storage-in-transit of imported rubber in connection with dif- 
ferential rail-barge rates is merely further evidence of their 
long-established policy to place every possible obstacle in the 
way of public benefits from the utilization of the nation’s mag- 
nificent system of navigable -rivers.” 

The association was referring, in that declaration, to the 
position taken by the respondent railroads that they would be 
willing to have transit on rail-barge routes, but on the basis 
of the all-rail rates, not on the basis of the differential rail- 
barge rates. 

Examiner Glenn, said the association, should have recom- 
mended a finding that the refusal of the railroads to establish 
storage-in-transit in connection with differential rail-barge 
rates was in violation and defiance of the Commission’s orders 
in Ex Parte No. 96, Through Routes and Joint Rates Between 
Inland Waterways Corporation and Other Common Carriers 
(153 I. C. C. 129), Ex Parte No. 99, Application of Mississippi 
Valley Barge Line Co. (167 I. C. C. 41), and Ex Parte No. 102, 
Application of American Barge Line Co. (182 I. C. C. 521), 
generally to the effect that the joint rates prescribed in those 
proceedings be governed by the same rules, regulations and 
practices as governed in connection with the all-rail rate on 
which the differential rates prescribed in those proceedings 
were based. Those orders had not been repealed or otherwise 
set aside, the association maintained. 


COMMISSION ORDERS 

MC 1220 Sub. No. 1, Joseph Femminella, extension, New Bruns- 
wick, N. J. Reopened for reconsideration. 

MC 33923 and MC 76038, Jersey Bus Lines, Inc., common carrier 
applications; MC 84672, Mountain Transit Corporation, common carrier 
application and MC 3647 Sub. No. 28, Public Service Interstate Trans- 
portation Co., common carrier application. MC 33923, MC 76038 and 
MC 3647 Sub. No. 28, reopened for reconsideration on present record 
solely with respect to the right of applicant to continue operations 
over the ‘‘Mountain View Route’’ and to correct an error in descrip- 
tion of route 80 as shown in appendix to report. Order of April 9 
in so far as it denied above described operation vacated. 

MC 93207, Tar Asphalt Trucking Co., Inc., contraet carrier applica- 
tion. Reopened for reconsideration. 

MC 10325, George H. Carpenter, common carrier application. Re- 
opened for further hearing solely with respect to right of applicant to 
transport malt beverages from Newark, N. J., New York, N. Y., and 
West Haven, Conn., to Providence, R. I., and empty malt beverage con- 
tainers in reverse direction over regular route described in report on 
further hearing, 32 M. C. C. 580. 

Mc 32585, Nathan F. Smith and John F. Partelo, common carrier 
application. Reopened for further hearing solely for purposes of re- 
ceiving further evidence respecting arrangement in effect on June 1, 
1935, and continuously since June 1, 1935, to date of further hearing, 
between applicants and Boston & Maine Transportation Co. and Boston 
& Maine Railroad, and manner in which vehicles of applicants were 
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employed by latter, with respect to traffic moving on billing of Boston & 
Main Transportation Co. or Boston & Maine Railroad, which was car- 
ried in vehicles owned by applicants, and for purpose of receiving 
further evidence respecting continuity of operation from June 1, 1935, 
to date of further hearing by applicants as common carrier of com- 
modities and over regular routes for which a certificate is sought under 
grandfather clause of section 206(a) of interstate commerce act. As- 
signed for further hearing on consolidated record with MC 75872, MC 
75871 and MC 15934. Order of January 22 vacated. 

MC 81010, Schwartz Bros. Truckmen, Inc., common carrier applica- 
tion. Order of July 6 vacated. Reopened for further hearing. Order 
of March 13 vacated. 

1. & S. M-2040, building and roofing material, Illinois to central 
points. Petition of respondent for vacation of order of suspension 
denied. 

W-707, Frank A. Lowery, contract carrier application. Effective 
date of certificate and order of August 1 further modified to become 
effective December 1 instead of October 24. 

W-763, John J. Mulqueen, contract carrier application. Effective 
date of certificate and order of August 5 postponed to December 1. 

MC F-1939, John E. Vallerie et al., purchase, E. C. Jarman. Peti- 
tion requesting approval, under section 210a(b), of temporary opera- 
tion by John E. Vallerie, Albert E. Vallerie and Stanley E. Dabrowski, 
dba Vallerie’s Transportation Service, of certain properties of E. C. 
Jarman, dba E. C. Jarman Transportation Co., denied. 

1. & S. No. 4815, wrought pipe to the southwest. Order of April 
13 further modified to become effective December 7 instead of Octo- 
ber 7. 

MC 42487 Sub. No. 5, Consolidated Freight Lines, Inc., extension 
of operations, Miles City-Marmarth. Order of October 4, 1941, va- 
cated in so far as it reopened proceeding for reconsideration with 
respect to operations over U. S. Highway 12 between Miles City, Mont., 
and Marmarth, N. D., serving intermediate points of Baker and 
Plevna, Mont., and all points within one mile of U. S. Highway 12. 
Proceeding reopened for further hearing. 

MC 86761 Sub. No. 3, Gulf Transport Co., extension, West Columbia- 
Jackson. Reopened for hearing solely with respect to elimination or 
modification of condition 3 as set forth in report and order of January 
19. 

MC F-1614, H. H. Lawler, purchase, T. M. McCrary. Order of 
February 17 amended so as to authorize payment of a total purchase 
price for operating rights and property of $26,400. 

W-40, Southern Transportation Co., contract carrier application. 
Effective date of certificate and order issued August 10 postponed to 
November 21. 

1. & S. No. 5111, scrap paper, eastern ports to Hartsville, S. C. 
Order of August 6 modified to become effective October 11 instead of 
September 1. 

MC 19070, F. P. Fay, common carrier application. 
further hearing. 

MC 31389, Malcolm P. McLean, Jr., common carrier application; 
and MC 31389 Sub. No. 1, McLean Trucking Co., Inc., common carrier 
application. Reopened for further hearing. 

MC 63110, Elias M. Jones, contract zarrier application. Order of 
June 8 vacated. Reopened for reconsideration solely with respect to 
right of applicant to continue operation in transportation of nuts west- 
bound and general commodities eastbound between points and over 
routes set forth in report of division 5 decided October 26, 1939. Or- 
der of October 26, 1939, in so far as it denies applicant authority to 
conduct above-described operation, vacated. 


Reopened for 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 13810, State Line & Sullivan 
Railroad Co. Acquisition, authorizing acquisition by the State Line & 
Sullivan Railroad Company of a line of railroad in Bradford County, 
Pa. Approved. 


PETITIONS FOR REHEARING, ETC. 

1. & S. No. 5068, grain and grain products, Oklahoma to Texas. 
Corporation Commission, State of Oklahoma, on behalf of producers 
and handlers of grain and grain products in Oklahoma asks reopening 
and reconsideration on present record and that proceeding be assigned 
for oral argument before entire Commission. 

No. 28572, Rickert Rice Mills, Inc., et al. vs. Abilene & Southern, 
et al. American Rice Growers Cooperative Association, intervenor, 
asks reopening and reconsideration. 

W-305, application of Hudson River Day Line for certificate and 
permit. Applicant asks rehearing. 

MC C-317, Dale Resler vs. Hunter Clarkson, Inc. Dale Resler, com- 
plainant, asks that defendant’s reply brief dated August 3, be stricken 
from record and returned to defendant without prejudice, however, to 
refilling of such brief with the objectionable matter deleted. 


MOTOR FINANCE CASES 

MC F-1893, Motor Express, Incorporated, lease—Southeast Ar- 
kansas Freight Line, Inc. Lease by Motor Express, Incorporated, of 
Little Rock, Ark., of certain operating rights of Southeast Arkansas 
Freight Line, Inc., of Pine Bluff, Ark., approved and authorized. 
subject to condition. 

MC F-1868, Charles I. Weiland et al., control—Lawrence Motor 
Lines, Ine. Acquisition by Charles I. Weiland, Anthony Garone, and 
Henry J. Bertram, all of New York, N. Y., of joint control of Lawrence 
Motor Lines, Inc., of Haverhill, Mass., through ownership of capital 
stock, approved and authorized. 

MC F-1766, Hill Lines, Inc.—Purchase—Jay W. White. Purchase 
by Hill Lines, Inc., of Amarillo, Tex., of operating rights of Jay W. 
White, doing business as Roswell Truck Line, of Roswell, N. M., ap- 
proved and authorized, subject to condition. 

MC F-1769, H. R. Priddy—Purchase—H. E. Zeeveld, embracing 
MC F-1770, H. R. Priddy—Lease—J. L. Naylor. 
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1. Purchase by H. R. Priddy, doing business as Tucumcari Truck 
Lines, of Tucumcari, N. M., of certain operating rights of H. E. Zee- 
veld, doing business as Quick Way Truck Line, of Roswell, N. y 
approved and authorized, subject to condition. bs 

2. Lease by H. R. Priddy, doing business as Tucumcari Truck 
Lines, of certain operating rights of J. L. Naylor, doing business as 
El Paso-Pecos Valley Truck Lines, of El Paso, Tex., approved ang 
authorized, subject to condition. 


FINANCE APPLICATIONS 

MC F-1961. W. F. Williams, dba Pop Corn Trail Stages, Granq 
Island, Neb., asks authority to lease operating rights of Burlington 
Transportation Co., Chicago, Ill., as a motor common carrier of pas- 
sengers, baggage, express, newspapers and mail between Dannebrog and 
Loup City, Neb., over a regular route. 

MC F-1960. Harry Hess, dba Hess Motor Express, Pipestone, Minn. 
asks authority to purchase, and temporarily to operate, operating rights 
of Rohweder Truck Lines, Inc., Pipestone, as a motor common carrier 
of property between Pipestone and Canby, Minn., and between Pipe 
stone and Marshall, Minn. 

MC F-1958. Cross Transportation, Inc., Bridgeton, N. J., asks 
authority to purchase, for $1,500, and temporarily to operate, operat- 
ing rights and property of Harry Fink, dba Bridgeton Motor Express, 
Bridgeton, N. J., as a common carrier of general commodities be- 
tween Philadelphia, Pa., and Bridgeton, over specified routes, serving 
designated intermediate and off-route points. 

MC F-1959. Cross Transportation, Inc., Bridgeton, N. J., asks 
authority to purchase, for $7,500, and temporarily to operate, operat- 
ing rights of Milton L. Lahn, dba Lahn Motor Transportation, Bridge- 
ton, N. J., as a motor carrier of property between New York City 
and Philadelphia, Pa., and between Elizabeth, N. J., and points within 
30 miles thereof on the one hand, and, on the other, New York City, 
Philadelphia, points in N. J. and points in specified N. Y. counties, 
with transferor retaining for himself certain operating rights between 
New York City and Philadelphia. 

MC F-1962. Watson Bros. Transportation Co., Inc., Omaha, Neb., 
asks authority to lease, with option to purchase, operating rights be- 
tween Sioux City, Ia., and Kansas City, Mo., of Harry Jaffa, dba 
Jaffa Transportation Co., and/or Jaffa Transit, Minneapolis, Minn. 
Temporary authority to operate is also requested. The lease and 
option is for 2% years or for the duration of the war and six months 
thereafter. The application stated that Jaffa, through loss of traffic 
by reason of equipment shortage, was no longer able to comply with 
general order O. D. T. No. 3, revised, requiring the loading of equip- 
ment to capacity, and that it was absolutely necessary to dispose 
of the portion of operating rights involved. By agreement, it is also 
proposed that applicant have the further option of purchasing all 
rights and privileges covering the route of Jaffa from Minneapolis, 
Minn., to Sioux City, Ia., either at the time of the purchase of the 
rights between Sioux City and Kansas City, or at any time subse- 
quent thereto. 

MC F-1963. O. I. M. Transit Corporation, Ft. Wayne, Ind., asks 


authority to purchase operating rights of Victory Express, Inc., Chi- 
cago, Ill. 


OBJECTIONS TO COAL BRIEF 


The defendant and the intervening railroads in No. 28629, 
Commonwealth of Kentucky, et al. vs. Illinois Central, et al. 
and No. 28689, Illinois Coal Traffic Bureau vs. A. & W., et al. 
have filed a motion with the Commission to have it strike from 
its files the brief dated January 5 filed in the proceeding by 
C. A. Reis, an intervener, doing business under the name Green 
River Mine; or, in the alternative, that the Commission strike 
from the brief all parts thereof designated in an appendix. 

As reason for the motion the movants say a very sub- 
stantial part of the statements and argument in the brief are 
purported statements of fact or are arguments predicated on 
purported statements of fact that were not introduced in evi- 
dence in the extensive hearings in these proceedings. The mo- 
tion says that charts used as a foundation for argument were 


not introduced in evidence and are therefore not part of the 
record. 


BANGOR & AROOSTOOK REFINANCING 


The Bangor & Aroostook Railroad Co. has applied to the 
Commission, in Finance No. 13954, for approval of a loan of 
$4,000,000 to it from the Reconstruction Finance Corporation 
for the period from January 1, 1943, to July 1, 1951, with in- 
terest at 4 per cent. Proceeds of the loan are to be used to 
pay off at maturity on January 1, 1943, a like amount of the 
road’s bonds as follows: $3,091,000 of first mortgage 5 per cent 
bonds; $703,000 of Piscataquis division first mortgage 5 per cent 
bonds, and $206,000 of Van Buren extension first mortgage 5 
per cent bonds. 

As collateral for the loan from the R. F. C., the road pro- 
poses an offer of $4,000,000 of its 4 per cent collateral trust 
bonds, and in addition, $8,000,000 of its consolidated refunding 
mortgage 4 per cent bonds due July 1, 1951. The road said 
that because of the present market price of its consolidated 
refunding mortgage 4 per cent bonds, due July 1, 1951—present 
market pr‘ce 57-58 per cent of par, it was doubtful if necessary 
funds could be procured, in whole or in part, from any other 
source, and, under present conditions, it was not possible now 
to effect other negotiations looking toward the necessary loan. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Auto Transport Rights 


Examiner L. A. Jackson has recommended modification by 
the Commission of the prior report by division 5 in Hugh Breed- 
ing Transport, Inc., Common Carrier Application, 27 M. C. C. 
473, in a proposed report on further hearing in MC 43164, Hugh 
Breeding Transport, Inc., Common Carrier Application, embrac- 
ing MC 71902, Sub. No. 2, United Transports, Inc., Common 
Carrier Application—Extension of Operations—Springfield, and 
Sub. No. 8, Same, Extension of Operations—Fort Wayne, and 
MC 43164 (form BMC 8), Hugh Breeding Transport, Inc., Ex- 
tension of Operations—New Mexico. 

The examiner recommended that, on further consideration, 
in MC 71902, Sub. No. 2, the findings in the prior report be 
modified to the extent of authorizing United Transports, Inc., 
as successor in interest to applicant in MC 43164 as to part of 
the operation, to continue operating as a motor common Ccar- 
rier of new busses, new chassis and parts therefor, from Rich- 
mond, Ind., to points in Oklahoma, by the driveaway method, 
over irregular routes. He proposed, also, that on further hear- 
ing in MC 71902, Sub. No. 2, United Transports, Inc., as suc- 
cessor in interest to applicant in MC 43164 as to part of the 


| operation, be authorized to continue operation as a motor com- 


mon carrier of new trucks and new chassis, restricted to orig- 
inal movements, from Springfield, O., to Joplin, Mo., and points 
in Oklahoma, by the driveaway method, over irregular routes, 
and that the application be denied in all other respects except 
to the extent granted by the prior report as now proposed to 
be modified. 

In MC 71902, Sub. No. 8, the examiner said the Commission 
should authorize operation by applicant as a motor common 


Fcarrier of new trucks, new gommercial cars and new chassis 


and parts thereof, restricted to original movements, from places 
of manufacture and assembly in Fort Wayne, Ind., on the one 


}hand, to points in Oklahoma, on the other, by the driveaway 


method, with the right to return defective or rejected ship- 
ments and to stop in transit for installation of bodies or parts. 
In that proceeding, he recommended also that applicant be 
authorized, in connection with the driveaway rights from 
Springfield, O., to points in Oklahoma, to return rejected or 
defective shipments and to stop in transit for installation of 
bodies or parts. 


Motor Purchase and Competition 


It appeared that the vendees would be more likely to suc- 
ceed in their efforts to maintain profitable operations if their 
efforts and financial resources were concentrated on their pres- 
ent operations and on discharging their present obligations 
rather than on assuming additional obligations to the extent 
here proposed, said Examiner C. R. Engelhart in a proposed 
teport in MC F-1813, Clarence Moland et al—-Purchase—J. W. 
Saunders and J. R. Welty. He recommended denial of the ap- 
plication of Clarence, Howard, Lothard and H. T. Moland, part- 
ners dba Moland Brothers Trucking Co., of Duluth, Minn., for 
authority to purchase, for $27,000, operating rights of J. W. 
Saunders and J. R. Welty, partners dba Flambeau Freight 
;Lines, of Park Falls, Wis., as a motor common carrier of gen- 
eral commodities over regular and irregular routes serving 
Many points in Minnesota and Wisconsin, with St. Paul, Minne- 
apolis and Duluth, Minn., among the principal termini. 


The applicants, or vendees, had authority to operate as a 
‘common carrier of general commodities and their operations 
generally covered three principal routes between Chicago, IIl., 
and Duluth, and connecting routes between points on those 
routes, said the examiner. He said eleven motor carriers op- 
posed the application, and that seven of them contended that to 
approve the transaction without imposition of service restric- 
tions under the unified operation would enable vendees to in- 
stitute a new through service between the Twin Cities, on the 
One hand, and Chicago and Milwaukee, on the other. They con- 
tended, he added, that existing carriers already provided an 
adequate service between those points. He cited their claims 
that the movement of traffic was becoming increasingly unbal- 
anced, the heavier movements being westbound out of Chicago, 
While the higher-rated and more profitable less-truckload traffic 
fastbound was diminishing to the vanishing point. He cited 1940 
and 1941 revenue figures of eight of the protesting carriers, 





showing that the percentage relationship of net income to gross 
revenues ranged from less than 1 per cent for three of those 
protestants to about 5 per cent for one carrier, “second-best” 
in the list, and about 12 per cent for another, apparently the 
most successful of the carriers listed. 


In a footnote, the examiner said: 


Protestants attribute the unbalanced movements and loss of less- 
than-truckload traffic eastbound to a number of factors among which 
are: Removal of manufacturers, a number of which are instanced of 
record, from the Twin Cities to points in the east nearer the source 
of their raw materials and markets; movements of raw materials to 
the Twin Cities by truck where they are manufactured and moved 
out by rail carriers; processing of eggs, formerly moved by truck, 
but which commodity is now dried and shipped in barrels by rail; 
and milk which was formerly manufactured into butter and is now 
being condensed or dehydrated and moved eastward by rail. 


“Considering vendees’ financial condition generally, recent 
results of their operations, and traffic conditions in the consid- 
ered territory,” said the proposed report, “the examiner is of 
the opinion that consummation of the proposed purchase would 
be likely to impair vendees’ ability adequately to perform their 
duties as a common carrier, and would not foster sound eco- 
nomic conditions in motor-carrier transportation.” 





Columbus-Chicago Motor Rates 


Examiner Allan F. Borroughs, in a proposed report in MC 
C-245, Aller & Sharp-Ready Truck Lines Minimum Rates and 
Charges, embracing I. and S. M-1792, Aller & Sharp Minimum 
Charges Columbus to Chicago, has recommended, in MC C-245, 
that minimum rates of the respondents on many items in the 
packing house list between Columbus, O., and Chicago, IIll., be 
found unreasonable to the extent of their excess over minimum 
rates proposed by him, and has recommended discontinuance 
of the proceeding in I. and S. M-1792. 


The examiner said the proceeding in MC C-245 was an 
investigation instituted by the Commission, division 2, respect- 
ing the reasonableness and lawfulness otherwise of minimum 
rates and charges, and the rules, regulations and practices 
affecting such rates and charges applicable to the transporta- 
tion of advertising matter, butter, cocoanut oleine, frozen eggs, 
oleomargarine, salad dressing, sandwich spread, animal and 
vegetable oil, vegetable stearine, lard substitutes, cheese, may- 
onnaise and vinegar from Columbus to Chicago, and in the re- 
verse direction, maintained by Aller & Sharp, Inc., of Colum- 
bus, Ready Truck Lines, Inc., of Chicago, and proposed to be 
put into effect by Joseph Budreck and Frank Budreck, dba 
Budreck Truck Lines, of Chicago. He said that in I. and S. 
M-1792, by schedule filed to become effective September 3, 1941, 
Aller & Sharp proposed to establish reduced minimum rates on 
advertising matter, butter, cocoanut oleine and related com- 
modities, minimum 15,000 pounds, and on a large list of pack- 
ing house products and supplies, minimum 18,000 pounds, be- 
tween Chicago and Columbus, as well as a split-delivery rule 
in connection with the proposed minimum charge on advertis- 
ing matter, butter, cocoanut oleine, and related commodities. 
On protest of Central Freight Association railroads and the 
Central States Motor Freight Bureau, Inc., operation of the pro- 
posed schedules was suspended until April 3, 1942, he said. He 
stated that after the close of the hearing, held in Columbus 
on October 14, 1941, Aller & Sharp, under proper authority, 
canceled the schedules suspended in I. and S. No. M-1792, and 
that, since no further action was necessary in that case, it 
should be discontinued. 


Respondent Ready Truck Lines, Inc., did not participate 
in the proceeding and canceled its minimum rates on the com- 
modities here involved on April 7, 1942, he said. An appendix 
to the report showed that Aller & Sharp had in effect rates of 
35 cents, 30 cents and 25 cents a hundred pounds on minima 
of 10,000 pounds or less, 10,000 to 15,000 pounds, and 15,000 
pounds and over, respectively, while Budreck Truck Lines pro- 
posed a rate of 25 cents, minimum 20,000 pounds, on all the 
commodities involved. Rates of the Central States Motor 


Freight Bureau were substantially higher on several items and 
3 or 4 cents higher on other items, the report showed. The 
examiner said the mere fact that respondents’ rates were less 
than the rates of competing common carriers did not establish 








ad 


530 


that the involved rates were unreasonably low or that their 
maintenance by the contract carriers would constitute an un- 
fair or destructive competitive practice. 

He recommended a finding that the present rates of the 
respondents on the considered commodities from Columbus to 
Chicago were and for the future would be unjust and unrea- 
sonable to the extent they were less than 29 cents, minimum 
20,000 pounds; 33 cents, on quantities from 10,000 to 19,999 
pounds, inclusive, and 40 cents, on quantities less than 10,000 
pounds; and that the present rates of respondents on the con- 
sidered commodities from Chicago to Columbus were and for 
the future would be unjust and unreasonable to the extent they 
were less than 32 cents, minimum 15,000 pounds. 


Consolidated Freightways Routes 


Examiner R. J. Olentine, in a proposed report on further 
hearing in MC 42487, Consolidated Freight Lines, Inc., Common 
Carrier Application, has recommended that the Commission 
authorize the applicant, Consolidated Freightways, Inc., of 
Portland, Ore. (formerly Consolidated Freight Lines, Inc.), to 
continue operation as a motor common carrier of general com- 
modities, with exceptions, (1) between points in Montana over 
a described route, serving intermediate and off-route points, 
subject to specified limitations, and (2) in off-route service in 
conjunction with two designated routes in Oregon, by reason 
of the applicant and its predecessor having been in bona fide 
operation on and continuously since June 1, 1935. 

The examiner noted that the prior reports were in 11 
M. C. C. 131 and 27 M. C. C. 697, that the report in the latter 
case embraced not only MC 42487 but also five other applica- 
tions of this applicant, but that those five applications were 
not here in issue. He said that after division 5 had issued 
a report on reconsideration (27 M. C. C. 697), it reopened the 
application, for further hearing, on petitions filed by certain 
protestants and applicant solely with respect to applicant’s 
right to continue operations (1) between points in Montana over 
a route described in that report as route 15; (2) in off-route 
service in connection with route 1 as designated in that report, 
and (3) in off-route service as described in route 2 of that 
report. The latter two routes involved service to points in 
Oregon, including Eugene and Klamath Falls, the proposed 
report showed. 

While applicant and its predecessor operated over the Mon- 
tana route in question, certain Montana intrastate certificates 
as to that route or combination of routes were under attack 
as to their validity in the Montana courts, the examiner ob- 
served. However, he said, the record affirmatively showed that 
the Montana Board of Railroad Commissioners was aware of 
the manner in which the operations were being conducted and 
made no attempt to compel a discontinuance of the operation 
or method of operation. Protestants, he added, contended that 
applicant’s predecessor was not in bona fide operation over 
route 15 on the “grandfather” date because, they said, the 
Montana certificates involved were not lawfully issued by the 
Montana board. The examiner told about a complaint filed by 
applicant’s predecessor assailing a certificate issued by the 
state board to another carrier and about a cross-complaint filed 
by the latter assailing state certificates held by applicant’s 
predecessor. All the contested certificates of the latter subse- 
quently were declared valid, as the state supreme court re- 
versed a lower court’s decision holding some of the certificates 
invalid, according to the proposed report. 

“Notwithstanding the decision of the Montana court,” 
said the examiner, “protestants question the propriety of the 
action of the Montana board and its orders granting the cer- 
tificates. No useful purpose would be served in discussing the 
arguments advanced by protestants with respect to this ques- 
tion since the validity of such certificates has, as heretofore 
explained, been adjudicated.” 


Joint Barge-Truck Rates 


In a report in I. and S. M-1822, Water-Motor Rates be- 
tween New Orleans and Houston, Examiner Allan F. Borroughs 
has recommended that the Commission find unreasonably low, 
and therefore unlawful, new joint barge-truck class and com- 
modity rates on a large number of commodities between New 
Orleans; La., and other Louisiana points, on the one hand, and 
Houston, Tex., and other Texas points, on the other. He said 
the suspended schedules should be ordered canceled and the 
proceeding discontinued. 

The rates, proposed by respondent Red River Barge Line, 
of Plaquemine, La., a water common carrier operating a barge 
service on the intracoastal canal between New Orleans and 
Beaumont, and concurred in by the Southern Motor Lines, a 
motor common carrier operating between Beaumont and Hous- 
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ton, serving intermediate points, were filed to become effectiy 
September 30, 1941, but were suspended until April 30, 1949 
on protest of the Houston Port and Traffic Bureau, Southern 
Water Carrier Conference, Southwestern rail carriers and 
Southwestern Motor Freight Bureau, Inc. The effective date 
was postponed indefinitely by respondent. The Port of Beau. 
mont appeared in support of the suspended schedules. 

The barge line and the motor line, according to the report 
proposed to establish joint barge-truck rates between New 
Orleans and Houston substantially the same as all-water rates 
or 80 per cent of all-rail rates between such points. The sched. 
ules comprise a scale of class rates ranging from first class to 
class 30 and commodity rates on 69 groups of commodities in 
less-truckloads or any-quantity lots or subject to minima rang. 
ing from 7,000 to 40,000 pounds. The suspended rates were 
established with relation to rates maintained by two water 
carriers, DeBardeleben Coal Corporation, doing business as 
Coyle Lines, and River Terminals Corporation. The proposeq 
rates reflected differentials under the all-water rates and the 
joint service would save two days in transit, the report pointed 
out. But, it said, respondent and the truck line had not made 
any joint study as to the operating costs involved via the 
water-motor route nor did they submit any individual cos 
studies in connection therewith. Both, however, it addeq 
contended that the proposed rates would be compensatory on a 
60 per cent water and 40 per cent motor division. In his con. 
clusions, the examiner said: 


For many years depressed rates on commodities have been main. 
tained along the Gulf of Mexico by rail carriers because of actual or 
potential water competition. All-water rates between New Orleans and 
Houston on carload and less-than-carload freight which are for the 
most part 80 per cent of the contemporaneous rail rates necessarily 
reflect this depressed level. While there is no convincing evidence that 
the present all-water rates represent reasonable and lawful rates for 
the service performed, neither does it appear that the proposed motor. 
water rates are at a reasonable minimum level. There is no question, 
however, that to a certain extent, the water-motor service under con- 
sideration is superior to and of more value than the all-water service 
in view of the reduction in transit time of 2 days. It necessarily 
follows, therefore, that some differential in rates in favor of the all- 
water carriers should be established to reflect the difference in service. 
The question of what differentials should be established is difficult of 
decision as the evidence submitted in this proceeding does not provide 
any real basis for such finding. 


Proposed Oil Rate Revision 


A few rates on crude petroleum and so-called low grade 
products, that is, below kerosene, are proposed to be condemned 
as unduly prejudicial in a report written by Examiner William 
A. Disque in No. 28760, Midland Cooperative Wholesale vs. 
Abilene & Southern et al., and the cases joined with it. The 
complaints cover rates from Kansas, Oklahoma, Arkansas, 
Louisiana and Texas to destinations in western trunk line and 
central territories and from points in Montana and Wyoming 
to destinations in the northern part of western trunk line terri- 
tory. The cases joined with this are: 

No. 28760, Sub. No. 1, Illinois Petroleum Marketers Asso- 
ciation vs. Abilene & Southern et al.; Sub. No. 2, Iowa Inde- 
pendent Oil Jobbers Association vs. Abilene & Southern et al.; 
Sub. No. 3, Wisconsin Petroleum Association vs. Abilene & 
Southern et al.; Sub. No. 4, Iowa Farm Service Co. et al. vs. 
Abilene & Southern et al.; Sub. No. 5, Missouri Independent 
Oil Jobbers Association vs. Abilene & Southern et al.; No. 
28782, Petroleum Shippers’ Association vs. Abilene & Southern 
et al.; No. 28793, Indiana State Chamber of Commerce Vs. 
Algers, Winslow & Western et al.; No. 28801, Standard Oil Co. 
(Indiana) vs. Abilene & Southern et al.; No. 28811, Highway 
Emulsions, Inc., vs. Atchison, Topeka & Santa Fe et al.; and 
No. 28817, Yale Oil Corporation of South Dakota vs. Chicago 
& North Western et al. 

In No. 28760 and Sub. Nos. 1 to 5, inclusive, and No. 
28782, Examiner Disque said the Commission should find rates 
on the so-called low grade products from points in Kansas, 
Oklahoma, Arkansas, Louisiana and Texas to destinations 
western trunk line territory and Illinois not unreasonable. He 
recommended dismissal of all the cases covered by that phase 
of the report except No. 28782, Petroleum Shippers Association 
vs. Abilene & Southern et al. 

As to No. 28782, he said rates on the like commodities from 
the same origin territory to destinations in Indiana should 
found not unreasonable except where and to the extent that 
the rates on asphalt exceeded those on other low grade 
products. 

In No. 28793, Indiana State Chamber of Commerce ¥ 
Algers, Winslow & Western et al., he said the Commissld! 
should find the rates on crude and low grade products, excep! 
asphalt, from the same origin territory to destinations in In- 
diana not unreasonable but that they were and for the futur 
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would be unduly prejudicial where and to the extent that the 
rates in effect from the Tulsa group (Oklahoma Group 3) to 

ints in Indiana and points grouped therewith exceeded rates 
from the Tulsa group to Effingham, Ill., and points taking the 
same rates by more than: to Terre Haute, Ind., 3 cents; In- 
diaznapolis, 6 cents; Muncie, Ind., 9 cents, and Fort Wayne, 
Ind., 12 cents. Examiner Disque said the Muncie rate needed 
not to be extended east of North Vernon, Greensburg, Rush- 
yille, Dunreith, and Hagerstown. He said rates from the other 
southwestern origin groups covered by the complaint should be 
revised accordingly. pige 

Examiner Disque recommended the dismissal of No. 28801, 
standard Oil Co. of Indiana vs. Abilene & Southern et al., on 
a finding that the. rates on low grade petroleum products from 
Whiting, Evansville and Indianapolis, Ind., Wood River, Il. 
Sugar Creek and Cape Girardeau, Mo., Green Bay and Superior, 
Wis. Winona, Minn., Sioux Falls, S. D., and Bettendorf, Des 
Moines and Council Bluffs, Ia., to destinations in Indiana, Mich- 
igan, Illinois, Wisconsin, Iowa, Kansas, Missouri, Nebraska, 
Minnesota, and the Dakotas were not unreasonable or unduly 
prejudicial. A like recommendation was made in respect of No. 
99817, Yale Oil Corporation of South Dakota vs. Chicago & 
North Western et al., as to rates on low grade products from 
points in Montana and Wyoming to destinations in the Da- 
kotas, Minnesota, Iowa and Nebraska. 

Examiner Disque recommended the dismissal of No. 28811, 
Highway Emulsions, Inc., vs. A. T. & S. F., as to rates on 
asphalt from points in Arkansas, Louisiana and Texas to Day- 
ton, O., via Memphis, Tenn., and Cincinnati, O. 

These eleven proceedings, Examiner Disque said, col- 
lectively embraced carload rates on products below the grade 
of kerosene from points in the so-called midcontinent field to 
destinations in western trunk line and central territories and 
from points in Montana and Wyoming to destinations in the 
northern part of western trunk line territory. 

Examiner Disque said that complainants in No. 28760, five 
sub-numbers thereunder, and No. 28782, referred to as the orig- 
inal complaint, were organizations composed, in the main, of 
more than 100 distributors of petroleum products in the destina- 
tion territory involved, including farmer cooperatives. Among 
their membership, he said, were also about ten independent re- 
finers, that is, not so-called integrated refiners having their own 
sources of crude, operating in Arkansas, Oklahoma and Texas, 
the products of which the distributors handled. Complainants 
alleged the rates on fuel oil, residuum and/or distillate not 
suitable for illuminating purposes; heating oil, furnace oil, 
burning oil, Diesel fuel, tractor fuel, gas oil, coal spraying oil, 
road oil, and asphalt were unreasonable and unduly prejudicial; 
and, except in No. 28782, that the estimated weight of 7.4 
pounds a gallon on all the commodities, except road oil and 
asphalt, was unreasonable, but that allegation, the examiner 
said, was abandoned. 


Independent refiners operating in Kansas, namely, Derby 
Qil Co., Eldorado Refining Co., Kanotex Refining Co., National 
Refining Co. and Vickers Petroleum Co., together with the State 
of Wisconsin, Public Service Commission of North Dakota, and 
the Waterloo and Cedar Falls Traffic Association, actively sup- 
ported the complaints, said Examiner Disque. Others, he said, 
such as the Standard Oil Co. (Indiana), Yale Oil Co. of South 
Dakota, Empire State Oil Co., Husky Refining Co., Home Oil 
& Refining Co., and Independent Refining Co., operating out- 
side the midcontinent field, generally asked only for reductions 
if reductions were accorded the midcontinent refineries. 


The Commission approved exclusion by the examiner of a 
compilation of costs made by its Bureau of Transport Eco- 
nomics and Statistics. The complainants asked that the econ- 
omist who had made the cost study appear as a witness and 
submit his data. Examiner Disque said the request was refused 
and that the complainants’ principal witness offered an exhibit 
purporting to show what the economist had concluded were 
the costs by the hundred pounds of handling tank car traffic for 
various distances in the territory here involved.” The offer, 
ting objected to by defendants, the examiner excluded the 
exhibit on the ground that it was hearsay and incompetent be- 
Cause the economist was. not available for cross-examination. 
he complainants excepted. Examiner Disque said the Com- 
mission should hold that the ruling was correct. 

The complainants urged that, as a matter of economic 
hecessity, something must be done to help the independent re- 
finers in their competition with the major refiners who used low 
— forms of transportation, such as pipelines. Examiner 
isque pointed out that a similar contention was made in Pe- 
troleum Rail Shippers’ Association vs. Alton & Southern, 243 
icc 589, but that the Commission had rejected the argu- 
ment, saying the rates it might prescribe must conform to the 
usual standards, including compensation to the carriers re- 
quired to maintain them for the cost of rendering this service, 
and a reasonable profit. In that case the Commission said the 
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cost of transporting refined petroleum products by pipeline did 
not afford a measure of reasonable rates for rail transportation. 


Limiting Track Contract Rights 


In a proposed report in a proceeding he described as a test 
case covering the question whether the so-called “Keystone 
restrictions” on services of motor contract carriers operating 
under contracts with chain grocery companies should be modi- 
fied or removed, Examiner C. F. Croft recommended that the 
Commission, in the instant case, adopt without revision the 
restrictions it imposed as to such carriers in its report in Key- 
stone Transportation Co. Contract Carrier Application, 19 
M. C. C. 475 (see Traffic World, Feb. 7, p. 365). 

Examiner Croft made that recommendation in a proposed 
report in MC 60058, Simon McAteer and Simon McAteer, Jr., 
Hawthorne, N. J., Contract Carrier Application. He proposed 
that the Commission find the applicants entitled, under the 
applicable “grandfather” clause of the motor carrier act, to a 
permit authorizing operation as a contract carrier by motor 
vehicle “for the transportation under individual contracts 
with persons who operate retail stores, the business of which 
is the sale of food, of such merchandise as is dealt in by 
wholesale, retail, and chain grocery and food business houses, 
and in connection therewith, equipment, materials, and supvlies 
used in the conduct of such business,” over irregular routes be- 
tween points in specified areas and counties of New York and 
New Jersey. 

“In the Keystone case,” said Examiner Croft, “the Commis- 
sion, division 5, considered at length the question as to what 
terms, conditions and limitations, if any, could and should be 
imposed in cases such as this to insure that the authorized 
operations shall be no greater than, or essentially different from, 
those actually conducted by the respective applicants on July 
1, 1935. The permits ultimately granted authorized operations 
as contract carriers of the commodities already indicated be- 
tween specified points ‘under special and individual contracts 
or agreements with persons (as defined in section 203(a) 
of the act) who operate retail stores, the business of which is 
the sale of food.’ Whether this so-called Keystone restriction 
is within the Commission’s power to impose, consistent with 
applicant’s past operations, and required by the facts, are the 
principal issues in this proceeding.” 


History of Proceeding 


The report in the Keystone case, said the examiner, cov- 
ered applications of 122 motor contract carriers serving the 
American Stores Co. or the Great Atlantic & Pacific Tea Co., 
designated subsequently by the examiner as A&P. He said the 
Keystone case restriction was not acceptable, either to the 
carriers specifically named in the report or to many other 
carriers who, though not named, were almost as directly 
affected, and he noted that the Commission had implied in the 
Keystone proceeding that permits theretofore granted in such 
proceedings or thereafter granted in similar proceedings, 
when actually issued, would include the newly approved re- 
striction with respect to persons who might be served. 


“Steps were taken to obtain reconsideration by the entire 
Commission as a condition precedent to review by the courts, 
should the entire Commission sustain the conclusions of division 
5,” he said. “However, doubts arose as to whether any of the 
applications covered by the Keystone decision were suitable to 
take to court, in view of the fact that most of such applications 
had not been formally heard, and in none of them was there 
a satisfactory record respecting particularly the scope and 
details of the tea company’s business. Accordingly, the appli- 
cation herein considered, which was not among those specifically 
covered by the report in the Keystone case, was selected as 
suitable on which to build a test case and a petition was filed 
therein which recited the fact of the Keystone decision and 
requested, if the compliance order theretofore issued was to 
be changed by addition of the Keystone restriction, that such 
order be vacated and the proceeding assigned for formal hear- 
ing at which a proper foundation might be laid for a test of 
the restriction in court should the Commission, in the face of the 
additional facts to be presented, adhere to it. This petition 
was granted, and the application has been heard. . . . Petitions 
for reconsideration in the Keystone case have been withdrawn 
pending the outcome of this proceeding, which is now looked 
to by all interested persons as a test case.” 

Examiner Croft said that, indisputably, the principal or 
primary business of A&P was the operation of a chain of 
retail stores for the sale of food and related household items. 
He noted that that company, on October 4, 1941, operated 
6,400 retail stores in the United States, but that at that time 
it also operated many other enterprises, including bakeries, 
canning plants, warehouses, and a laundry, and that, in addi- 








532 


tion, it wholly owned five subsidiary corporations—Quaker Maid 
Co., Whitehouse Milk Co., Nakat Co., American Coffee Co., and 
the Atlantic Commission Co. Each, whether a department or 
subsidiary, had its own management and set of account books 
and each had to “stand on its own feet” and justify its con- 
tinuance by showing a successful operation, he observed. The 
transportation service involved, so far as the instant case was 
concerned, was essentially local in character, “such as that 
from, to or between the terminals of line-haul carriers, A&P 
warehouses, plants of A&P departments or subsidiaries, local 
supply sources, and retail outlets of A&P,” he added. Con- 
tinuing, he said: 


For such operations, A&P employes in the territory adjacent to 
each distribution unit a number of contract carriers by motor vehicle 
who devote themselves, or at least certain equipment, which is 
prominently marked with A&P’s name, to its service exclusively. 
Because of their greater interest and dependability, A&P prefers, for 
such services, contract carriers who operate only one or at most a 
very few units of equipment which they, themselves, drive. Con- 
sequently, a great number are employed. At the time of the hearing, 
A&P had contracts with 350 such carriers, 23 to 25 of which, owning 
approximately 42 trucks, were engaged in the New York area working 
out of the Paterson, N. J., unit. These carriers and their equipment 
are at all times at the beck and call of A&P, as much so as if they 
were operating company-owned trucks. For certain purposes, or at 
certain points, A&P also operates 2 or 3 equipment fleets of its own. 
Among other things, the maintenance of these fleets supplies cost-of- 
operation data by which A&P to some extent gages compensation paid 
independent carriers. 

. . The various A&P enterprices . .. are operated as independent 
units with independent accounting systems. In the matter of trans- 
portation, the same relationship prevails. When merchandise, equip- 
ment or supplies are furnished by a department or subsidiary to A&P, 
the transaction may be made f. o. b. the plant of the department or 
subsidiary, or it may be made on a delivered basis. . . . Transporta- 
tion of goods or supplies sold by the subsidiary to A&P on a delivered 
basis may be performed either by the subsidiaries’ own contract car- 
riers, or it may be performed by a carrier employed by A&P and the 
cost thereof charged back to the subsidiary. . . 


“Unusual” Agreement 


The examiner described as “somewhat unusual” the ar- 
rangement between the McAteer firm and A&P with respect 
to compensation for services of the former. 

“Applicant,” he said, ‘‘was promised neither a fixed com- 
pensation nor a percentage over his expenses, but he was, 
however, assured that his operation would be profitable and was 
required to turn in a weekly report of his trips, the miles 
operated, the wages paid, and his total expenses. He was, and 
apparently still is, paid an amount equal to his expenses, plus 
a sum arbitrarily fixed by A&P based in part on its cost ex- 
perience in operating its own equipment. On occasions the 
amount paid has not been satisfactory, and in some instances 
adjustments have been made, but generally the arrangement 
has been satisfactory and appears to be that in effect between 
A&P and its contract carriers generally.” 

Since 1931, the McAteer partnership had not performed any 
for-hire transportation for any shipper other than A&P, said 
the examiner. Since 1934, he added, applicant had operated 
only one truck, A&P lettered, and that operation had been 
exclusively in the A&P whole distribution service. He noted 
that, responsive to the Commission’s regulations, applicant 
and A&P in 1937 reduced their oral agreement to writing, and 
that the agreement included, among other things, a guarantee 
of a minimum tonnage of 2,200,000 pounds a year for applicant. 

The examiner said that the large variety of commodities 
that applicant had transported for A&P might readily be 
designated as “general commodities.” 


“On the other hand,” he said, “the description heretofore 
used is somewhat more precise and despite any assertion to 
the contrary, is broad enough to include every commodity which 
applicant has transported. In the circumstances it appears 
most practical to adhere to it without, however, any attempt to 
say how it shall be construed. No doubt in most instances it 
will be equivalent to a general-commodity grant. In others it 
may not be. There is no occasion to explore here how it may 
be construed in every possible case. The impropriety of using 
one description with the express understanding that it means 
something else, which it would be simpler to say in the first 
instance, is apparent.” 


Service Only for A&P 


As to contentions by the applicant that he had trans- 
ported products delivered by one or another of the A&P sub- 
sidiaries, and that his service, therefore, should not be re- 
stricted to that performed “under contract with persons who 
operate retail stores, the business of which is the sale of food,” 
the examiner said: 


The record is definite and unequivocal that every transportation 
service rendered by applicant has been rendered for A&P, at A&P’s 
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direction, and has been paid for by A&P. Applicant has no co 


ntr; 
with anyone other than A&P, neither A&P subsidiary or independent 
supplier. .. . The mere fact that . . . A&P, in making settlement with 


the subsidiary, charges back to it the cost of the transportation which 
it, the subsidiary, undertook to supply but which was in fact supplied 
by A&P using applicant, does not mean that applicant was perfor 
any service for the subsidiary. On the contrary, its service was sup- 
plied for A&P at its direction, under its contract. . . . Applicant has 


never had any direct dealings with any subsidiary or independent 
supplier. ... 


ming 


With respect to the claim that the Keystone restriction 
would impinge on applicant’s right under section 209 of the 
act “to substitute or add contracts within the scope of the per. 
mit, that there were no others than A&P in the considereg 
territory with whom applicant could contract, and that the 
Keystone restriction in effect placed applicant at the mercy of 
A&P, the examiner said there was still no basis for a grant of a 
permit authorizing an operation broader than or different from 
that conducted by applicant on the statutory date. 

“The act is not a guarantor of employment,” he added, 
“nor does it contemplate that if a carrier’s employment in his 
chosen field fails he may, regardless of whether or not there jigs a 
need for his service, invade the field of others.” 

Applicant asserted, said the report, that the Keystone 
restriction had been “overruled” since the Keystone decision 
by a differently constituted division 5, in Lee Wilson & (Co, 
Contract Carrier Application, 29 M. C. C. 525. The examiner. 
after discussion of the cited case, said “the lack of paralle| 
between that case and the instant case is readily apparent,” 


A&P Contentions 


Counsel for A&P opposed the Keystone restriction, said the 
examiner, with contentions that it would preclude A&P, if it 
gave up the operation of retail stores, from using any of the 
carriers it now employed, and that, if similar restrictions should 
be imposed on carriers who had served other types of shippers 
in the past, A&P could not in the future enter into contracts 
with such carriers. The examiner stated his views on those 
arguments as follows: 


If the restriction in question is valid and required by the attendant 
circumstances, then the fact that it limits somewhat the future avail- 
ability to A&P of any particular carrier or carriers, is beside the 
point. Every limitation upon a carrier’s operating authority is a 
corresponding limitation upon his availability to some shipper. A&P 
is no more entitled to the use of a particular carrier, regardless of the 
scope of his past operations, than any other shipper. The act provides 
an adequate means by which any genuinely needed service may be 
authorized. In this, a ‘‘grandfather’’ clause proceeding, speculation as 
to the future adequacy of a now satisfactory transportation system and 
testimony as to a speculative future need for additional carriers, has 
no proper place. ... 

A&P admits that applicant, now operating within the terms of the 
restriction, is giving satisfactory service. The record warrants the 
conclusion that applicant, too, is presently satisfied. In the final 
analysis, his arguments here are not against the Commission’s con- 
struction of the act, but against those provisions of the act itself by 
which motor carriers are restricted in their ‘‘grandfather’’ clause 
operating rights to the types of operations they were conducting on 
the statutory date. This, of course, is a matter beyond the Con- 


mission’s power to change even if a need were shown, though none 
has been. 


U. S. Court Decision Cited 


The examiner cited a decision of the federal court for the 
Minnesota district, July 22, 1942, in Civil No. 281, Noble vs. 
United States, including the following: 


The Commission has ample authority under the act to designate 
the classes of shippers that may be served in addition to the classes of 
property that may be transported, in specifying the business and the 
scope thereof, if it is necessary to do so. The business of the shipper 
may be described in the permit if it thus can be made more accurately 
to define the limitations of the business of the carrier. 


The proposed report noted that among those who intel- 
vened in support of the applicant were the National Industrial 
Traffic League and the Contract Carrier Division of the Amel 
ican Trucking Associations, Inc., that rail carriers in official 
classification territory opposed the applicant, and that the 
Regular Common Carrier Conference of the American Truck: 
ing Associations, Inc., intervened in opposition to applicant. 


FEED, ROOFING, AND SEED 


I. and S. M-1993, Feed, Roofing, Seed—Baltimore, Md., ‘0 
Pennsylvania Points. By Examiner Carmine Garofalo. Proposal 
of Edgar F. Lehman, Chambersburg, Pa., motor common Cal 
rier, to establish reduced rates of 12.5 and 6.25 cents, respec: 
tively, from Baltimore and Hagerstown, Md., on animal a! 
poultry feed, roofing, and seed, to points in specified tow™ 
ships in Franklin county, Pa., and points within radius of 
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5 miles thereof, minimum 10,000 pounds, not sustained, because 
of failure of respondent to show that the proposed rates are 
iyst and reasonable. Cancelation of schedules filed to become 
effective April 1, 1942, and later, and suspended on protest of 
Truck Line Association rail carriers until November 1, and dis- 
continuance of proceeding proposed. The examiner sa‘d the 
respondent was without authority to transport animal and poul- 
try feed and that the tariff should be promptly corrected. 


ALCOHOLIC LIQUORS, ETC. 


I. and S. M-1841, Wire, Liquor, and Wine from Illinois, 
Indiana, Kentucky to Oklahoma and Texas. By Examiner John 
Cunningham. New and reduced rates on wire from Chicago, 
Waukegan, and Joliet, Ill., to Oklahoma City, Okla., and on 
alcoholic liquors and wine from Louisville, Ky., and Lawrence- 
burg, Ind., to Dallas, Fort Worth, Waco, Austin, and San 
Antonio, Tex., proposed by the Barbour Transportation Co., 
Inc., of Oklahoma City, Okla., a motor coramon carrier, proposed 
to be found unjust and unreasonable. The examiner said the 
suspended rates should be ordered canceled and the proceeding 
discontinued. The report said the suspended rates as to wine 
and liquor were subject to a minimum weight of 40,000 pounds, 
which minimum respondent admitted it could not carry on a 
single vehicle. The examiner pointed out that the Commission 
had repeatedly found that rates subject to minimum weights 
that could not be loaded in the equipment ordinarily used by 
motor carriers were improper. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-aay 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type 
uith name of town or city following.) 


Kansas (Glasco)—-MC 88353, Sub. No. 2, Charles Gehrke 
and Elmer Gehrke. Certificate proposed. Specified commodities 
over applicants’ presently authorized routes, serving North Kan- 
sas City, Mo., as off-route point. 

Missouri (Kansas City)—-MC 76829, Sub. No. 5, Wichita 
Forwarding Co. Certificate proposed. General commodities, 
with exceptions, in off-route service to and from all points in 
Kansas City, Mo.-Kan., commercial zone, in connection with 
applicant’s presently authorized operations. 

Kansas (Wetmore)—MC 72763, Sub. No. 1, Glyn T. McCall 
and Wayne W. Zabel. Certificate proposed. Specified commodi- 
ties over applicants’ presently authorized routes, serving North 
Kansas City, Mo., as off-route point. 

Nebraska (Omaha)—-MC 70451, Sub. No. 8, Watson Bros. 
Transportation Co., Inc. Certificate proposed. General com- 
modities, household goods, and, with exceptions, commodities 
requiring special equipment because of size or weight, in off- 
route service to and from all points in Kansas City, Mo.-Kan., 
commercial zone, in connection with applicant’s presently au- 
thorized operations. 


Kansas (Oskaloosa)—-MC 70432, Sub. No. 1, Waldo Shultz. 
Certificate proposed. General commodities over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 

Kansas (Olsburg)—-MC 70082, Sub. No. 1, Ruber E. Mel- 

gren. Certificate proposed. Specified commodities over appli- 
cant’s presently authorized routes, serving North Kansas City, 
Mo., as off-route point. 
_ Kansas (Beagle)—-MC 66027, Sub. No. 1, Clyde Day. Cer- 
tificate proposed. Specified commodities over applicant’s pres- 
ently authorized routes, serving North Kansas City, Mo., as 
off-route point. 

Kansas (Wakefield) —-MC 61734, Sub. No. 1, Roland More- 
land. Certificate proposed. General and specified commodities 
over applicant’s presently authorized routes, serving North 
Kansas City, Mo., as off-route point. 

_, Kansas (Palmer)—MC 59731, Sub. No. 1, Veva Otwell. Cer- 
tificate proposed. Specified commodities over applicant’s pres- 
rd er routes, serving North Kansas City, Mo., as off- 

e point. 


Kansas (Paola)—-MC 59279, Sub. No. 1, Floyd Edward 
limont. Certificate proposed. Specified commodities over ap- 


Plicant’s presently authorized routes, serving North Kansas City, 
0., aS off-route point. 


.. Missouri (Kansas City)—-MC 52385, Sub. No. 11, Kansas 
City-Ilinois Express, Inc. Certificate proposed. General com- 
modities, with exceptions, in off-route service to and from all 
Points in Kansas City, Mo.-Kan., commercial zone, in connec- 
tion with applicant’s presently authorized operations. 
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Kansas (Hutchinson)—-MC 46599, Sub. No. 6, J. W. Healzer. 
Certificate proposed. General commodities, with exceptions, in 
off-route service to and from all points in Kansas City, Mo.- 
Kan., commercial zone, in connection with applicant’s presently 
authorized operations. 

Kansas (Agricola)—-MC 37994, Sub. No. 1, Guy Robbins. 
Certificate proposed. Specified commodities over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 

Arkansas (Fort Smith)—-MC 29910, Sub. No. 5, Arkansas 
Motor Freight Lines, Inc. Certificate proposed. General com- 
modities, with exceptions, in off-route service to and from all 
points in Kansas City, Mo.-Kan., commercial zone, in connection 
with applicant’s presently authorized operations. 

Massachusetts (Seekonk)—-MC 46365, Philip W. Lincoln. 
Certificate proposed. Race horses, show and saddle horses, and 
polo ponies, and stable supplies and equipment, stable dogs and 
pets, and personal effects of attendants in the same vehicle with 
such horses, between points in N. H., Vt., Mass., Conn., R. L, 
N. Y., N. J., Md., Del., Pa., Va., W. Va. and D. C., over irreg- 
ular routes. 

Missouri (Kansas City)—-MC 43215, Sub. No. 3, Boyd Truck 
Lines, Inc. Certificate proposed. General commodities, with ex- 
ceptions, in off-route service to and from all points in Kansas 
City, Mo.-Kan., commercial zone, in connection with applicant’s 
presently authorized operations. 

Missouri (St. Louis) —-MC 89913, Sub. No. 15, Frisco Trans- 
portation Co. Certificate proposed. General commodities, with 
exceptions, over specified routes, between St. Louis, on the one 
hand, and Blytheville, Leachville, and Datto, Ark., on the other, 
serving specified intermediate and off-route points that are sta- 
tions on the parent rail line, the St. Louis-San Francisco Rail- 
way Co., subject to conditions, including one that the service 
by applicant be limited to service auxiliary to or supplemental 
of rail service of the St. Louis-San Francisco, and another that 
no shipment be transported by applicant as a motor common 
carrier between the following points: St. Louis, Chaffee, and 
Hayti, Mo., and Blytheville, Ark. The joint board said that the 
parent railway now employed about 600 rail cars a month to 
take care of the 1. c. 1. traffic being transported throughout the 
considered territory and that, by substituting truck for rail 
service, it was expected that operation of between 450 and 470 
of these cars a month would be saved. 

Kansas (Salina)—-MC 53965, Sub. No. 2, William H. Graves. 
Certificate proposed. Specified commodities, over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 

Kansas (Marquette)—-MC 51744, Sub. No. 2, Clarence Rit- 
ter. Certificate proposed. General commodities over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 

Kansas (Bennington)—-MC 50849, Sub. No. 3, Ralph Wes- 
sel. Certificate proposed. Specified commodities over appli- 
cant’s presently authorized routes, serving North Kansas City, 
Mo., as off-route point. 

New Jersey (Pittstown)—-MC 103538, Little, Wilson & 
Deats, Inc. Denial of permit proposed. Fertilizers and animal 
and poultry feed from Philadelphia, Pa., to Pittstown, N. J., 
over specified route. 

West Virginia (Clarksburg)—-MC 59155, Sub. No. 5, Rey- 
nolds Transportation Co. Denial of certificate proposed. Pas- 
sengers and baggage between Franklin, W. Va., and Harrison- 
burg, \a., over U. S. Highway 33. 

Kansas (Baldwin)—-MC 50039, Sub. No. 1, Pearl West 
Jones. Certificate proposed. General and specified commodities 
over applicant’s presently authorized routes, serving North Kan- 
sas City, Mo., as off-route point. 


Kansas (Herington)—MC 48693, Sub. No. 1, Otto C. Rohl- 
off. Certificate proposed. Specified commodities over appli- 
cant’s presently authorized routes, serving North Kansas City, 
Mo., as off-route point. 


Kansas (Emporia)—MC 47301, Sub. No. 1, Fred Lynn. 
Certificate proposed. Specified commodities over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 


Kansas (Burlington)—-MC 40696, Sub. No. 1, Clyde Dall. 
Certificate proposed. Specified commodities over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 


Kansas (Clay Center)—-MC 37440, Sub. No. 2, Warren H. 
Doberer. Certificate proposed. Specified commodities over ap- 
plicant’s presently authorized routes, serving North Kansas 
City, Mo., as off-route point. 

Kansas (Redfield)—-MC 29470, Sub. No. 1, Marion Quick 
and Morris Quick. Certificate proposed. General and specified 
commodities over applicant’s presently authorized routes, serv- 
ing North Kansas City, Mo., as off-route point. 

New Jersey (Jersey City)—-MC 15119, Sub. No. 2, Appel 
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Brothers, Inc. Denial of permit proposed. Meats, packing house 
products and supplies, and meat and dairy products, between 
New York, N. Y., on the one hand, and Fort Dix, Fort Mon- 
mouth, and Fort Hancock, N. J., and Camp Upton, N. Y., on the 
other, over irregular routes. 

Tennessee (Clarksville)—-MC 10173, Sub. No. 2, J. Marvin 
Hayes. Certificate proposed. General commodities, with ex- 
ceptions, between Clarksville and other specified points in 
Tenn., over designated routes, serving specified intermediate 
and off-route points. 

Kansas (Florence)—-MC 9529, Sub. No. 1, Mrs. Earl Jones. 
Certificate proposed. General and specified commodities over 
applicant’s presently authorized routes, serving North Kansas 
City, Mo., as off-route point. 

Kansas (Topeka)—MC 8803, Sub. No. 2, The Topeka Trans- 
fer & Storage Co. Certificate proposed. General commodities, 
with exceptions, in off-route service to and from all points in 
Kansas City, Mo.-Kan., commercial zone, in connection with 
applicant’s presently authorized operations. 

Massachusetts (Boston)—-MC 103442, Esther Mann. Denial 
of certificate proposed. Floor covering between Boston, on the 
one hand, and Phillipsdale and Providence, R. I., on the other, 
over regular routes. 

lowa (Clear Lake)—MC 103246, Martin Loth. Certificate 
proposed. Live stock from Clear Lake and points within 25 
miles thereof to Albert Lea and Austin, Minn., over regular 
and irregular routes. 

Washington (Spokane)—-MC 102946, Los Angeles and Spo- 
kane Motor Freight, Inc. Certificate proposed. General com- 
modities, with exceptions, between Spokane, Wash., and Los 
Angeles, Calif., over a regular route, serving Pasco, Wash., and 
Sacramento, Calif., as intermediate points with service restricted 
to interchange only and serving Yakima, Wash., as off-route 
point. 

South Carolina (Society Hill)—-MC 101391, Charlie Edward 
Bradshaw and Sandy Linton Tucker. Denial of permit pro- 
posed. Brick, between Society Hill and points in N. C. and S. C. 
within 150 miles of Society Hill, over irregular routes. 

Pennsylvania (Waynesboro)—-MC 87723, Sub. No. 1, Amos 
F. Miller. Denial of certificate proposed. Specified commodities 
between specified points in N. J., N. Y., Pa., Md., Mass., Va. 
and W. Va., over irregular routes. 

Missouri (St. Joseph)—-MC 52346, Sub. No. 1, C. L. Han- 
cock. Certificate proposed. General commodities, with excep- 
tions, between Marysville and Concordia, Kan., and between 
junction of Kansas Highways 9 and 15, near Clifton, and Clay 
Center, Kan., serving all intermediate points and Irving, Green- 
leaf and Palmer, Kan., as off-route points. 

Iinois (Rushville)—-MC 40455, C. W. Lotshaw, embracing 
Sub. Nos. 1, 2 and 3, Same. Denial of certificate proposed. 
Property between points in IIll., Ind. and Mo. 

Michigan (Grand Rapids)—-MC 35628, Sub. No. 17, Inter- 
state Motor Freight System. Certificate proposed. General 
commodities, with exceptions, between Milwaukee, Wauwatosa, 
West Allis, West Milwaukee, Shorewood, Whitefish Bay, Car- 
rollville, and points in Lake, Greenfield, Wauwatosa, Granville 
and Milwaukee townships, Wis., over irregular routes. 

New Jersey (Jersey City)—-MC 29133, Sub. No. 3, Weston 
Trucking & Forwarding Co., Inc. Denial of permit proposed. 
Meats and packing house products between New York City, on 
the one hand, and Fort Dix, Fort Hancock and Fort Monmouth, 
N. J., on the other, over irregular routes. 

North Carolina (Raleigh)—-MC 13300, Sub. No. 16, Caro- 
lina Coach Co. Certificate proposed. Passengers, baggage, ex- 
press, mail and newspapers between Raleigh and Benson, N. C., 
over specified route, serving all intermediate points. 

Tennessee (Chattanooga)—-MC 103475, John A. Shropshire. 
Permit proposed. Malt beverages in kegs and cases from Cin- 
cinnati, O., to Chattanooga, via Lexington, Ky., over specified 
route, serving no intermediate point, with return movement of 
empty containers to point of origin. 


Kentucky (Greensburg)—-MC 76436, Sub. 1, James A. 
Skaggs, extension. Certificate proposed. General commodities, 
with exceptions, between Greensburg and Columbia, Ky. 


lowa (Hastings)—-MC 68697, Sub. 1, John Henry Hudson, 
extension. Certificate proposed. Live stock and agricultural 
commodities, between Hastings, Ia., and points within 15 miles 
thereof, on the one hand, and points in Neb., on and east of 
U. S. highway 281, on the other; and sand from Plattsmouth, 
Neb., and points within 5 miles thereof to Hastings and points 
within 15 miles of Hastings. 

New York (New York)—MC 66562, Sub. 429, Railway Ex- 
press Agency, Inc., extension. Certificate proposed, subject to 
conditions. General commodities, moving in express service, 
between specified points in Mich., serving Snover, Mich., as an 
intermediate point. 


New York (Brooklyn)—MC 59291, Sub. 1, Sunrise Truck- 
ing Service, Inc., extension. Dismissal of application for a per- 
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mit proposed at applicant’s request. Specified commodities jp 
N. J., Conn., Mass., and N. Y. 

North Carolina (Raleigh)—-MC 13300, Sub. 17, Caroling 
Coach Co., extension. Dismissal of application for a certificate 
proposed at applicant’s request. Passengers, baggage, news. 
papers, express and mail between Durham and Erwin, N. ¢ 

North Carolina (Charlotte)—MC 13268, Sub. 2, Kilgo 
Transfer Co., Inc., extension. Certificate recommended. Lino. 
leum carpets, linoleum paste, linoleum and other mats and rugs, 
and felt base, between Salem, N. J., and points within one mile 
thereof, on the one hand, and points in Va., N. C., and S. C., on 
the other; from Salem over irregular routes in N. J., and the 
ferries at Chester, Pa., and Wilmington and New Castle, Del. 
to U. S. highway 13, thence over U. S. highway 13 to its junc. 
tion with U. S. highway 40 at State Road, Del., thence over 
U. S. highway 40 to Baltimore, Md., thence over U. S. highway 
1 to Fredericksburg, Va., and thence over irregular routes; also 
from State Road, Del., over U. S. highway 13 to Cape Charles, 
Va., the Cape Charles ferry to Norfolk, Va., and thence over 
irregular routes, returning over the same routes. 

Rhode Island (Providence)—-MC 2281, Sub. 1, G. Alden 
Winter, extension. Certificate proposed. General commodities, 
with exceptions, between Providence and Saylesville (Lincoln), 
rR. 5. 

Washington (Spokane)—-MC 1924, Sub. 1, Roy Gingerich 
and Arthur Gingerich, extension. Certificate recommended, 
General commodities, with exceptions, between Dishman, Op- 
portunity, and Greenacres, Wash., over U. S. highway 10, and 
intermediate and off-route points within 3 miles of Burke, Coeur 
d’Alene, Kellogg, Mullan, and Wallace, Ida., and those within 
15 miles of the Spokane and Eastern Trust Co. building, 
Spokane, Wash., in connection with applicants’ presently author- 
ized operations. 

Tennessee (Morristown)—-MC 88814, Sub. 1, Winfred T. 
Jenkins, extension. Certificate proposed. Passengers, baggage, 
express, mail and newspapers between Greenville and Morris- 
town, Tenn., and between Tazewell, Tenn., and Middlesboro, 


Ky. 

Idaho (Alene)—MC 90115, Sub. 1, Neal W. Baker, exten- 
sion. Certificate proposed. Lumber, except mill work, in truck- 
loads, points in Bonner county, Ida., to points in specified coun- 
ties in Wash. 

Indiana (Michigan City)—MC 37704, Raymond Brown, 
contract carrier. Permit recommended. Continuance of opera- 
tion, such merchandise as is dealt in by meat packing firms or 
their subsidiaries, for persons who operate meat packing houses 
and subsidiaries, from Chicago, Ill., to La Porte and Michigan 
City, Ind., and Benton Harbor and Saint Joseph, Mich., and 
rejected commodities in the reverse direction. 

Maryland (Tilghman)—MC 5760, Sub. 1, William Pearl 
Cummings, extension. Certificate proposed. Canned tomatoes 
and canned fish roe, points in Talbot county, Md., to Washing- 
ton, D. C., Camp Belvoir, Richmond, Petersburg, and Camp 
Lee, Va., over a specified regular route, with rejected and dam- 
aged shipments on return. 

North Carolina (Charlotte)—-MC 3605, Sub. 4, Greensboro- 
Fayetteville Bus Line, Inc., extension. Certificate proposed. 
Passengers, baggage, express, mail and newspapers between 
Pittsboro and Burlington, N. C. 

Ohio (Columbus)—MC 3602, Lecrone Motor Transport 
Lines, Inc., common carrier. On further hearing, certificate 
proposed as to continuance of operations, general commodities, 
with exceptions, from and to points in the Chicago, IIl., com- 
mercial zone, in connection with presently authorized opera- 


. tions. 


Michigan (Pontiac)—-MC 3107, Sub. 6, White Owl Express, 
Inc., extension. Certificate recommended. General commodities, 
with exceptions, between specified points in Mich., over alter- 
nate routes. 

West Virginia (Charleston)—-MC 1504, Sub. 46, Atlantic 
Greyhound Corporation, extension. Certificate proposed. Pas- 
sengers, baggage, express, mail and newspapers between speci- 
fied points in N. C. 

Wyoming (Buffalo)—-MC 103655, Wyoming Railway Co., 
common carrier. Certificate proposed, subject to conditions. 
General commodities, in coordinated motor-rail service, between 
Buffalo and Clearmont, Wyo., over U. S. highway 16, with 
service at all intermediate points. 


SHARE EXPENSE MOTOR TRAVEL 


The Commission, by Commissioner Lee to whom the mat- 
ter was referred for action, has postponed, from September 1 10 
October 1, the effective date of its order in Ex Parte MC-39, 
Exemption of Casual, Occasional or Reciprocal Transportation 
of Passengers by Motor Vehicle. The postponement was made 
at the request of the federal court in which an order for- 
bidding enforcement of the order has been applied for under 
the title T. A. Drake, et al. vs. United States and Interstate 
Commerce Commission (see Traffic World, August 29). 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. 8 orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Trafic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5145, the Commission has suspended from 
September 2 until April 2 the operation of certain schedules 
as published in Supplements Nos. 66, 67 and 68 to Agent J. R. 
Peel’s tariff I. C. C. No. 3365, and other tariffs. The suspended 


* schedules propose to increase the rates on newsprint paper, 


in carloads, from St. Louis, Mo., East St. Louis, Ill., and Mem- 
phis, Tenn., to destinations in Texas. The following is illustra- 
tive: 


Rates in cents per 100 pounds. From Memphis, Tenn. To: El 
Paso, Tex., present 80, proposed 87; Houston, Tex., present 60, pro- 
posed 68; San Antonio, Tex., present 60, proposed 68. 


In I. and S. 5146, the Commission has suspended from 
September 3 until April 3 the operation of certain schedules 
as published in Supplements Nos. 13, 14 and 15 to Agent L. E. 
Kipp’s tariff I. C. C. No. 1479, and supplements Nos. 3, 4 and 
6 to Agent L. E. Kipp’s tariff I. C. C. No. 1485. The suspended 
schedules propose a terminal charge of 5 cents a 100 pounds 
at Pacific coast ports on export and import traffic. 

In I. and S. M-2088, the Commission has suspended from 
August 28 until March 28 the operation of certain schedules 
as published in supplement No. 13 to United Transporters of 
Petroleum Products, Inc., Agent, Lincoln, Neb. The suspended 
schedules proposed to establish rates on petroleum and its 
products, minimum 3,400 gallons, from Cheyenne, Wyo., to 
points in Nebraska, to alternate with presently effective rates, 
higher in amount, but subject to a minimum of 2,500 gallons. 

In I. and S. M-2089, the Commission has suspended from 
August 29 until March 29 the operation of certain schedules as 
published in tariff MF I. C. C. No. 1 of Gale Sparrow, Burling- 
ton, Ia. The suspended schedules propose to establish com- 
modity rates on canned foods, minimum 20,000 pounds, from 
Lomax, Ill., and Columbus Junction, Ia., to destinations in 
Illinois, Iowa, Minnesota and Missouri. 


In I. and S. 5143, the Commission has suspended from 
August 29 until March 29 the operation of certain schedules 
as published in supplement 4 to Agent R. H. Hoke’s tariff 
I. C. C. No. 770. The suspended schedules propose to increase 
the rates on dried beans, lentils and peas, in carloads, from 
Corinth, Miss., and Jackson, Tenn., to various points in north- 
ern Alabama and Tennessee. 


In I. and S. M-2090, the Commission has suspended from 
August 31 until March 31 the operation of certain schedules as 
published on 3rd revised page 44-A to tariff MF I. C. C. No. 95 
of H. D. Williams, Agent, Seattle, Wash. The suspended sched- 
ules propose to establish proportional commodity rates of 
183%, 133%, 113% and 99% cents a 100 pounds, less-truckload 
and minima 20,000, 25,000 and 28,000 pounds, respectively, on 
cold pack or frozen fruits and vegetables, from Tacoma and 
Seattle, Wash., when originating at points in the state of Wash- 
ington other than Tacoma or Seattle, to Cheyenne, Wyo., and 
Denver, Colo. The rate of 99% cents is increased by 1% cents 
for refrigeration when such service is requested. 


In I. and S. No. M-2091, the Commission has suspended from 
September 10 until April 10 the operation of certain schedules 
published in tariff MF-I. C. C. No. 15 of Century System, Inc., 
Chicago, Ill. Without change in the minimum weight of 20,000 
pounds, the suspended schedules propose to reduce from 27 to 
24 cents a 100 pounds the rate on iron and steel articles from 
Detroit, Mich., and points taking same rates, to Chicago, III., 
and points taking same rates, and to include armor plate in 
the list of such articles. A higher class rate of 34 cents a 100 
pounds now applies on armor plate. 


In I. and S. No. M-2092, the Commission has suspended 
from September 1 until April 1 the operation of certain sched- 
ules as published in Supplements Nos. 68 (issued July 14, 1942) 
and 69 to MF-I. C. C. No. A-6, and tariff MF-I. C. C. No. 86 of 
Agent A. R. Fowler, St. Paul, Minn. For the account of Mercury 
Motor Freight Lines, Inc. (lessee and operator of Joe Cher- 
neske, doing business as Cherneske Motor Transport) the sus- 
pended schedules propose to establish new rules which provide 
for two or three split pick-ups and deliveries without additional 
charges for the services, in connection with a commodity rate 
of 46 cents a 100 pounds on “all articles,” minimum 20,000 
pounds, from Chicago, Ill., to the Twin Cities, Minn. 

In I. and S. No. 5144, the Commission has suspended from 
September 1 until September 21 the operation of certain sched- 
ules as published in Supplement No. 6 to Agent L. E. Kipp’s 
I. C. C. No. A3411, and other tariffs. The suspended schedules 
Propose to reduce the rates on cotton piece goods within west- 


ern trunk-line territory, and between that territory and south- 
western and southern territories. 

In I. and S. 5147, the Commission has suspended from 
September 4 until April 4, the operation of certain schedules 
as published in supplements Nos. 30 and 34 to Agent R. H. 
Hoke’s tariff I. C. C. No. 788. The suspended schedules propose 
to increase the rates on crude petroleum oil, carloads, from 
points in Mississippi to various points in Illinois, Indiana and 
Missouri. The following is illustrative: 


From Tinsley, Miss. To: St. Elmo, IIll., present 18; proposed 21; 
To Hartford, Ill., present 18; proposed 21. 


In I. and S. M-2093, the Commission on its own motion, has 
suspended from September 3 until April 3, the operation of 
certain schedules contained in supplement No. 32 to Tariff 
MF-I. C. C. No. 2 of Academy Storage and Warehouse, Inc., 
Jersey City, N. J. The suspended schedule proposed to estab- 
list a commodity rate of 15 cents a 100 pounds on tri-sodium 
phosphate in lots of 100,000 pounds from Claymont, and N. 
Claymont, Del., and Marcus Hook, Pa., to Jersey City, N. J. 


South Buffalo Rail Practices 


The detailed and critical proposed report made by Ex- 
aminers William J. Koebel and Ernest A. Burslem in Ex 
Parte No. 128, Investigation of South Buffalo Railway Co. (see 
Traffic World, April 8, p. 1033), has been matched by the 
respondent switching common carrier line with exceptions 
thereto. The carrier, in a printed volume of 202 pages, has 
filed 123 exceptions. 

For the convenience of the Commission, the South Buffalo 
said, it had divided its many exceptions into two classes, 
namely, exceptions to purported statements of fact, and ex- 
ceptions to conclusions of law and recommendations for spe- 
cific findings or orders. The carrier said the misstatements 
of fact referred to were, in large part, the basis for the find- 
ings and conclusions recommended by the examiners. It added 
that some of the misstatements of fact were immaterial but 
that nevertheless it had called attention to both sorts so as 
to emphasize two problems to which the Commission, in de- 
ciding the case, must give serious attention. 

“In the first place,” says the carrier in an introductory 
statement, “the innumerable errors of fact in the proposed 
report (particularly the insinuations in which the examiners 
indulge without evidence to justify such insinuations) show 
clearly that the examiners have approached this investigation 
with a fixed and unalterable belief that there is some iniquity 
in the relations between South Buffalo Railway Co., on the 
one hand, and the Bethlehem Steel Co. and the Bethlehem 
Steel Corporation, on the other. That was the obvious attti- 
tude of the examiners and of the Commission’s investigators 
at the hearings, and the proposed report is colored and dis- 
torted by that same fixed idea. Every point, however minor, 
which might count against South Buffalo or an associated 
company has been played up and stressed. Insinuations of 
misconduct are made without any evidence to support such 
insinuations. For example, the examiners insinuate, without 
the slightest basis in the record, that Bethlehem Steel Co. 
may have deliberately detained the cars (and paid increased de- 
murrage thereon) solely for the purpose of increasing South 
Buffalo’s reclaim rate. That is an accusation of deliberate 
fraud, made without any supporting evidence. Similarly, the 
examiners that the evidence ‘strongly indicates’ that South 
Buffalo failed to assess its published charges on all cars 
weighed for the steel company. There is no such indication 
in the record. Even if there were an ‘indication’ of such 
failure, the examiners and the Commission’s investigators 
should have confirmed or dispelled their suspicions by check- 
ing South Buffalo’s records, instead of making unfair and 
unwarranted assumptions. We can understand, of course, 
that the Commission’s employes, having embarked on a long 
and expensive investigation into the affairs of the South 
Buffalo, were eager that the investigation should result in 
some action which might justify the time and effort expended. 
We are confident, however, that the Commission will not 
approach the matter from that point of view and that it 
will realize that the proposed report evidences a type of ap- 
proach to an investigation of this character which is not con- 
sistent with the Commission’s established reputation for judi- 
cious and open-minded consideration of matters coming before 
it for decision.” 

The second subject for the Commission’s consideration, 
the carrier said, was illustrated by many of its exceptions to 
statements in the proposed report to the unsoundness of recom- 
mending action by the Commission in matters of importance 
of those here involved (which not only affected the South 
Buffalo and its connections), but might affect also many other 
railroad companies all over the country on the basis of evidence 
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largely out of date at the time when the proposed report was 
filed. The carrier said that a large portion of the evidence 
relied on by the examiners related to conditions existing prior 
to 1939 which no longer existed. The company pointed out 
that the hearings were closed in the fall of 1940, eighteen 
months before the proposed report was filed. The company 
said it recognized that time must elapse between the taking of 
testimony and the decision of the Commission but that it was 
not fair or proper that action by the Commission in a matter 
of this sort should be based (as the examiners would base it) 
on evidence of conditions existing many years ago, many of 
which were shown by the record to have been changed, and 
others of which had in natural course been changed since the 
record was closed. 

The South Buffalo, to emphasize its point about the re- 
liance of the examiners on evidence as to conditions that 
existed long ago as a foundation for their recommendations, 
observed that the correspondence to which the examiners 
referred at length in their proposed report dated as far back 
as 1924 and that none of it was later than 1938. 

Because of the examiners’ tendency to state as present 
facts conditions that had long since been changed, the carrier 
said it had, when necessary, stated, in its brief, the facts as 
they now existed, even when such facts were not shown by 
the record. 

The trunkline railroads devoted attention in their excep- 
tions to the assertions of the examiners about the detention 
of cars by the industries served by the industrial railroad, 
on which the examiners based their conclusion that practices 
were not in conformity with efficient and economical manage- 
ment, cast an undue financial burden on interstate commerce 
and were not in the public interest. The trunklines observed 
that the practices condemned by the examiners were permitted, 
or at least recognized, by the demurrage tariff and by the 
Code of Car Service and the per diem rules published by the 
Association of American Railroads and subscribed to by prac- 
tically all railroads. They said that unless it was proposed 
to revise those documents for general application, which was 
beyond the purview of this proceeding, those recommendations 
had no place in this report. 


Pennsylvania Auxiliary Service 


“In the name of efficiency, expedition and economy grant 
it authority over the seven routes sought herein and then the 
Pennsylvania Railroad will render, in conjunction with one car- 
rier, rather than many, a unified, supplemental, coordinated 
rail-truck service one hundred per cent efficient,’’ says The 
Willett Company of Indiana, Inc., MC-2815, Sub. No. 6, in a 
brief in support of its application for a certificate to operate 
as a common carrier by motor vehicle, of general commodities 
over routes in Indiana and Michigan, serving cities and towns 
on the Pennsylvania. That assertion was by way of answer to 
protesting independent motor carriers that had suggested they 
could perform the auxiliary service. 

In further support of its application the company said it 
now operated twenty-five routes paralleling the railroad and 
covering practically the whole of it in Ohio, Indiana and IIlli- 
nois. This application, the company said, sought to extend the 
station-to-station service by truck to the entire lines of the 
railroad north of Fort Wayne, Ind., on the Grand Rapids divi- 
sion, thus establishing a unified operation under one single 
carrier—the applicant. 


Independent motor carriers objected to grant of authority. 
The great burden of the protestants in their cross examination 
and in their testimony, the applicant said, was to the effect 
that the applicant must employ them as they were in the field. 
It was obvious, said the applicant, that not one of the inde- 
pendent operators could handle the business in its entirety. 
Not one of them, it added, could cover all of the seven routes. 
Very few of them, it added, even served all of the intermediate 
points along their respective routes. The applicant said it was 
its judgment that if the Pennsylvania employed these operators 
it would be necessary for them to employ four or five different 
operators in order to obtain operators with authority and ability 
to carry on the operation even in a half-hearted way. 

Among the points made by the protesting carriers, as set 
forth in a brief filed on behalf of the Inter-State Motor Freight 
System and Parker Motor Freight, was the one that the appli- 
cant did not propose to charge rates on the basis fixed for 
other motor carriers. None of its rates, the brief declares, are 
based on the things required of other motor carriers. Instead, 
rates charged by the railroad on a wholly different basis and 
determined by a wholly different manner will be applied. 

“We contend,” says the protestants’ brief, “that no motor 
common carrier can violate the plain rate provisions of the 
stature and then use that fact of violation as an added reason 
why it should obtain a certificate. Much less does the Com- 
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mission have the power to create an exception in favor of q 
carrier serving a railroad. Yet that is precisely what we fing 
here involved. We do not believe these things have been con- 
sidered by the Commission. We advance them seriously be. 
cause we are thoroughly convinced that the Commission has 
been persuaded into the commission of errors that promise 
wholesale destruction of independent motor carriers. These 
sorts of orders will undermine the entire motor carrier industry 
and are infinitely worse than the evils which led to the adop. 
tion of the motor carrier act.” 


To illustrate their point the protesting motor carriers ob- 
served that a railroad might operate over a right of way in 


some portions of the country that would be only a fraction the | 


distance of the highway mileage the motor trucks had to travel, 
The freight originating at far away points, the protestants’ 
argument continued, might command a rate that, when divided 
on the usual basis prevalent in the motor truck industry, would 
be completely out of line. These two things combined, ran the 
argument, could and undoubtedly would result in a condition 
where the railroad would offer truck service at rates far below 
the actual truck operating cost. 


“Since the railroad could handle the long distance freight 
in large volume and perhaps offset in large measure the losses 
it must take on both the long and short haul freight, it would 
be in a position to completely wreck all motor carrier competi- 
tion,” says the brief. “We doubt that the Commission has given 
any thought to this phase of the matter. Wholly aside from the 
legal point that the Commission cannot lawfully do this, this 
practical destructive possibility should not be ignored.” 


The independent carriers said the facts in this case dif- 
fered materially from those in other cases in which the Com- 
mission had authorized railroads to establish auxiliary, coordi- 
nated service to supplement their rail service or to fill the gap 
caused by discontinuance of some of it. They submitted that 
on account of the difference in facts this application should be 
denied in its entirety. They also submitted the thought that 
under prevailing orders of the O. D. T. a grant of the authority 
could not be used in the circumstances prevailing in this case. 
It said that even if those orders were not bars to its issuance 
they would prevent any practical use being made of the au- 
thority. 


Field Agent Reports in Motor Cases 


A declaration made by Director Blanning, of the Bureau 
of Motor Carriers, in correspondence between him and B. W. 
LaTourette of St. Louis, has attracted attention on account 
of an idea created by it that the field men of the Bureau of 
Motor Carriers were collecting information about applicants 
for certificates or permits that was used by the Commission 
in making decisions but not made a part of the record. Mr. 
LaTourette was inquiring about hte substitution of parties in 
MC-68715, which resulted in the grant of a certificate to Sum- 
mit Fast Freight, Inc., of Akron, O. Director Blanning said 
that on September 28, 1937, Summit Fast Freight was sub- 
stituted as the applicant in lieu of the estate of W. H. Peters, 
dba Summit Fast Freight, the original applicant. 


Director Blanning said that after the examination of affi- 
davits bearing on the services that had been rendered it was 
the view of the bureau’s section of certificates and insurance 
that the substitution should be authorized, leaving the question 
of cessation of operations for final determination by the Com- 
mission when the grandfather application was considered. 
Then he added the language that caused the query to arise 
as to whether the Commission, in making its final decision, 
was acting on information gathered by the field force that was 
not a part of the record. That language is: 


Meantime, our field staff will submit such additional information 
as it is felt will assist the Commission in properly passing on the 
question of basic rights and, obviously, if you desire to make a further 
submission in the premises, the Bureau will be glad to accord same 
full consideration. 


At the bureau’s section of certificate and insurance it was 
said that the additional information obtained by the field staff 
was made a part of the record in its entirety. But it was also 
said that at the end of each report by the field force the latter 
attached a recommendation as to what should be done in vieW 
of the facts transmitted by it. That recommendation, it was 
said, was not made a part of the record. The recommenda- 
tion, it was said, was regarded as in the nature of an inter- 
office communication and not as information properly a patt 
of the record. For that reason, it was said, it was detached 
from the information submitted by the field staff and not to 
be classed as additional information for assisting the Com- 
mission in making a decision. 
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Live Stock Exhibits Rates 


The International Association of Fairs and Expositions, 
the Agricultural Marketing Administration, various southern 
state commissions and many other organizations have filed peti- 
tions with the Commission requesting suspension of a proposal 
of southern rail carriers to cancel special rates for exhibits for 
fairs and expositions, carried in supplement 4 to Southern 
Freight Tariff Bureau’s I. C. C. No. 458, issued by R. H. Hoke, 
effective September 12. 

Some of the protestants say that the cancellation would 
cause payment in full tariff rates on exhibit materials, includ- 
ing livestock shipped by rail for exhibition at fares in the south 

is year. 

™ at is true this war which is being fought requires con- 
servation of transportation facilities, and that the director of 
the Office of Defense Transportation has discouraged the hold- 
ing of fairs and has cited the need for conserving railway 
equipment, and it is also true that a great many fairs will not 
be held this year or perhaps for the duration of the war,” says 
the International Association of Fairs and Expositions. “That 
seems to have given the rail carriers an excuse for the cancel- 
lation of all such special rates which they have had in effect 
for many years. Some of the fairs are held rather early in the 
season and had progressed to a point where it was not con- 
sidered feasible to black them out for 1942, but there seems to 
be a general impression that the fairs for the future duration 
of the war, if held at all, will be more in the nature of local or 
county affairs.” 


The association said it was not proposed merely to with- 
draw the special rates for the duration of the war, but it 
seemed clear that the purpose of the carriers was to get them 
out of the tariffs permanently and either discourage the move- 
ment or to change it to other forms of transportation when 
normal conditions returned. It submitted that the rates should 
be suspended as well as similar cancellations to be made in 
other areas, that the entire subject should be set down for 
hearing and the railroads of the country should be required 
to show what rates and charges would result from the can- 
cellation. If the rates and charges were found to be unreason- 
able, it said, the Commission should prescribe a comprehensive 
rate adjustment on exhibits for fairs and expositions and for 
educational purposes that would be just and reasonable and 
that would permit the mixing of various kinds of exhibits at a 
reasonable rate with stop-over and other transit privileges 
thereon. Perhaps, it added, proportional rates might be justi- 
fied as many of the exhibits moved several times. 


Texas Intrastate Grain Rates 


The Texas Industrial Traffic League and three other Texas 
commercial organizations have asked the Commission, in a 
brief in No. 28770, Intrastate Rates on Grain and Grain Prod- 
ucts in Texas, embracing No. 28787, The Texas Industrial 
Traffic League vs. Abilene & Southern et al., to find, among 
other things, that the present intrastate rates on grain, grain 
products, and articles taking the same rates, between Texas 
points, have not been shown to be less than reasonable or 
otherwise unlawful, and that it has not been shown that an 
increase in the intrastate rates proposed by Class I railroads 


of the western district would result in additional revenue to 
the Texas carriers. 


Joining The Texas Industrial Traffic League in the brief 
were the Amarillo Grain Exchange, El Paso Freight Bureau, 
and Fort Worth Grain and Cotton Exchange. 


The parties to the brief said the Commission should make 
the findings, other than those heretofore stated, that there 
were no transportation conditions existing in the territory 
formerly known as Texas differential territory that justified 
higher rates in that territory than applied generally through- 
out the southwestern states, and that the present rates as- 
sessed and collected for interstate transportation within Texas 
of grain and grain products to, from arfd between Texas dif- 
ferential points were unreasonable to the extent that those 
rates exceeded the rates contemporaneously assessed and col- 
lected for transportation of like commodities within so-called 
Texas common-point territory. They asked the Commission 
to issue a cease and desist order requiring the defendant 
Tailroads in No. 28787 to cancel the interstate differentials 
assailed in that complaint. 


The brief noted that the complaint in No. 28787 alleged 
that the rates for transportation of grain in interstate com- 
merce between Texas points on grain, grain products and arti- 
cles taking the same rates were unreasonable to the extent 
that defendants published, assessed and collected so-called dif- 


ferentials or arbitraries ranging from 1 cent to 9% cents a 
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hundred pounds for hauls within so-called Texas differential 


. territory, specifically outlined in a map exhibit. 


The brief said the proceeding in No. 28770 was a section 
13 investigation instituted by the Commission, on request of 
the Class I railroads operating in the western district, con- 
cerning the intrastate rates on grain and grain products pre- 
scribed by the Railroad Commission of Texas for application 
between points within Texas. 

The brief averred that to the extent that the intrastate 
rates were not made by the Commission under the provisions 
of section 13 of the act, the Texas commission had the sole 
power to prescribe them. It said the carriers and shippers could 
cooperate in working out a properly-related adjustment on in- 
terstate traffic to be published by the carriers, but that that 
could not be done insofar as Texas intrastate traffic was con- 
cerned. The railroads’ contention that the present Texas intra- 
state rates were too low were based, it added, on “erroneous 
assumptions” that the entire grain production of Texas was 
located in “the Panhandle,” that the flow of grain traffic was 
the same within Texas as from Oklahoma and Kansas to Texas, 
and that the value of service would permit the carriers to in- 
crease their rates and contemporaneously to increase their 
revenues. 

The Oklahoma Corporation Commission, by its transporta- 
tion rate department, also has filed a brief in these proceedings, 
on behalf of producers and handlers of grain and grain prod- 
ucts in Oklahoma. 

“Our sole interest in this case,” said the Oklahoma brief, 
“with the issues narrowed as they are, is to emplore your 
Commission to issue no order which will directly or indirectly 
say that the interstate rates applicable from Oklahoma to Texas 
are reasonable and just rates. . . . The pleadings, or the issues 
involved, were solely as to rates, points to points, in the com- 
monwealth of Texas. We respectfully submit that without a 
review of the transportation and commercial conditions from 
Oklahoma to Texas, we are at a loss to know how you can fix 
reasonable rates to hereafter apply from Texas to Texas.” 

The brief said that, in the cases of two cars “hooked to- 
gether,” one loaded in Oklahoma, the other loaded in Texas, 
following identically the same route, hooked together from 
origin to destination, the Oklahoma car would pay either 8 cents 
a hundred pounds or 16% cents a hundred pounds greater 
freight rate for the identical transportation, interstate or intra- 
state, than would the car loaded in Texas. 


Cotton Piece Goods to Chicago 


Inauguration of a rate war as to rates on cotton piece 
goods from the south to Chicago, the Southern Motor Carriers 
Rate Conference declares, will result if certain rates proposed 
by carriers members of that organization who took independent 
action when the conference refused to approve them, are per- 
mitted to become effective in I. and S. M-2029, Cotton Piece 
Goods, North Carolina and South Carolina points to Chicago. 

According to the conference the motor carriers published 
rates the same as the rail lines by reducing the minimum from 
30,000 pounds to 20,000 pounds and at the same time publishing 
a rate on a volume minimum weight of 10,000 pounds 5 or 6 
cents higher. 

In its brief the Southern Motor Carriers Rate Conference 
asked the Commission to find that the rates based on a mini- 
mum of 20,000 pounds were too low, not compensatory, and 
would place a burden on other traffic, and that the rates based 
on the 20,000-pound minimum, if permitted to become effec- 
tive, would cause a rate war between the rails and motor car- 
riers which would be disastrous to »%oth and contrary to the 
national transportation policy. Another allegation was that if 
rates based on the 20,000-pound minimum were allowed to 
become effective they would disturb the present reasonable 
relationship with rates to and from other territories. Another 
declaration was that rates based on the 10,000-pound minimum 
were less-than-truckload rates, in effect, and that there was 
no compelling commercial necessity for their establishment. 
The final declaration was that the earnings on the rates would 


be unreasonably low and in violation of section 216 of the motor 
carrier act. 


EXPLOSIVES-TRUCKING HAZARDS 


The Commission has issued a notice to motor carriers en- 
gaged in the transportation of explosives, calling attention to 
an accident, involving a tractor-semi-trailer combination trans- 
porting explosives, in which six persons were killed and 40 in- 
jured as a result of explosion of the contents of the semi-trailer, 
following a collision. The notice said every carrier engaged in 
the transportation of explosives should take special care in the 
instruction of his drivers in the regulations of the Commission 
applying to the transportation of explosives by motor vehicle. 

“In the event of fire or of collision or both,” it said, “drivers 
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should be instructed by the various carriers to inform all per- 
sons in the vicinity of the accident of the probable hazard and, 


as soon as opportunity affords, police officers should be sought ° 


out and impressed with the gravity of the hazard and warned 
of the imperative need for: (1) the warning of persons in the 
vicinity; (2) the prevention of the congregation of vehicles or 
persons; (3) the prevention of the movement of traffic past, 
near or toward the burning or entangled vehicle, at least in its 
vicinity, and more particularly in the event of fire. Similar 
information should be given to fire departments so that they 
may have proper facts upon which to base a judgment as to 
whether to abandon the vehicle or whether to attempt to ex- 
tinguish the fire, and to use the proper method in the latter 
event. In many instances fire may be extinguished by the use 
of sand or dirt... .” 


Citrus Fruit Minima Impractical 


Transcontinental railroads have asked the Commission to 
modify its order in I. and S. No. 4786, Package Rates on Citrus 
Fruits, and cases joined with it, so as to provide minimum 
weights on citrus fruits from California and Arizona of 39,200 
pounds on oranges, 35,100 on grapefruit and 35,300 on lemons. 
The present minimums as ordered are not more than 40,000 
pounds on oranges and 36,000 pounds on grapefruit and lemons. 
Those weights, the carriers declare, are entirely impractical. 
They are so for the reason that the standard refrigerator cars 
will not permit them without loading that requires bracing of 
the cargo. That, they say, would result in damage to the cars 
and bruising the fruit by the super-imposed weight, caused by 
nine additional boxes of oranges, twelve additional boxes of 
grapefruit and eight additional boxes of lemons on top of the 
solid load. Coincident with the filing of the petition the effec- 
tive date of the order was postponed from October 1 to Octo- 
ber 15. 

The railroads say they appreciate that the Commission’s 
order says the minimums shall be not more than the weights 
mentioned, but they desire a recognition of the actual loadings 
possible in the cars used. The increases in loadings mentioned 
by them, the railroads say, would be necessary if the shippers 
were to avoid paying on weight of oranges not shipped. 

The cases joined with this one are: 

I. and S. No. 4787, Package Rates on Citrus Fruits; I. and 
S. No. 4511, Estimated Weights on Citrus Fruits; No. 28501, 
Alturas Packing Co., Inc., et al. vs. Akron, Canton & Youngs- 
town et al.; No. 28547, Associated Anaheim Growers, Inc., et al. 
vs. Akron, Canton & Youngstown et al.; No. 27741, Waverly 
Growers Cooperative et al. vs. Akron, Canton & Youngstown. 

In a letter to L. E. Kipp, tariff publishing agent, Trans- 
continental Freight Bureau, Secretary Bartel, of the Commis- 
sion, has advised that establishment of the minimum weights 
sought “would not appear to be in violation of the Commis- 
sion’s order, and amendment of the order, therefore, is not 
considered necessary.” As pointed out in the petition on be- 
half of the transcontinental railroads, said he, ‘the rates, 
charges, and carload minimum weights named in the Com- 
mission’s report and order were prescribed as maxima.” 

The California Citrus League, in reply to the Kipp peti- 
tion, urged that the petition be granted and that the carriers 
be advised by the Commission that its order permitted them 
to publish carload minimum weights for application to Cali- 
fornia-Arizona citrus fruit in the amounts proposed by the 
petition. 


NEW HAVEN REORGANIZATION 


Harry W. Harrison, chairman, David W. McKnight and 
Joseph B. Russell, constituting the protective committee for 
holders of preferred stock of the New Haven, have filed a peti- 
tion in Finance No. 10992, New York, New Haven & Hartford 
Railroad Co. Reorganization, asking the Commission for au- 
thority to solicit additional contributions from authorizing 
stockholders. The petitioners ask for authority to request a 
voluntary contribution of an additional 10 cents a share and a 
service fee of one dollar from each authorizing holder of pre- 
ferred stock and from holders of such stock not represented in 
the proceeding, so as to provide funds for, among other things, 
analyses of current revenues and expenses and effect thereof 
on income and liabilities of the debtor line. 


TOWAGE OF FLOATING OBJECTS 

The Mirene Co. and the Leach Tug & Towboat Co. have 
filed with the Commission a brief in opposition to the petition 
of Arrow Tug & Barge Co. et al. in Ex Parte 147, Towage of 
Floating Objects (see Traffic World, Aug. 29, p. 486). The 
parties to the brief, saying that they believe that they, “together 
with other towboat companies in this area,” are contract car- 
riers, aver that special findings should be made exempting the 
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towing of logs and rafts from regulation by the Commission 
that the order of December 3, 1941, in Ex Parte 147, should 
be set aside, and that the order of October 29, 1941, in that 
proceeding should be reinstated. 

“Section 303(e),” says the brief, “specifically exempts any 
commodity which, by reason of its inherent nature or the re. 
quirement of special equipment and not actually and substan. 
tially competitive with transportation by other common car. 
riers; the evidence conclusively shows that the inherent nature 
of the logs and piling in rafts is such that they cannot be trans. 
ported by any other common carrier in this area; that special 
equipment is required as shown conclusively by the petitioners’ 
witnesses. 

“Ex Parte 147 as amended exempts from the operation of 
part III derricks, dredges, tanks, caissons, pontoons and other 
‘floating objects of varying shapes, sizes and drafts which are 
not designed or used for the carrying of passengers or prop- 
erty.’ The inherent nature of the logs and rafts cannot be 
distinguished from the other exempt tows... .” 


LOCOMOTIVE TESTING CONFERENCE 


The Commission, by Commissioner Patterson, to whom the 
matter was assigned for action, has extended until October 1 
the time within which the Texas & New Orleans shall comply 
with Rule 157 of the rules and instructions for inspection and 
testing of steam locomotives and tenders. 

In connection with that order, Secretary Bartel of the 
Commission announced that a conference had been called be- 
fore Commissioner Patterson for September 10, at 10 a. m, 
at the Hotel Morrison, Chicago, Ill. At that conference there 
will be discussed the necessity, if any, for a further post- 
ponement of the effective date within which applicants may 
comply with Rule 157, and, if so, what form any additional 
proceedings in the matter should take. 

The Commission, by Commissioner Patterson, has issued 
an order extending to October 1 the time within which Rule 
157 may be complied with by the Lehigh Valley Railroad. 


ALLOWANCES AT STEEL PLANT 


. In a brief in Ex Parte No. 104, Practices of Carriers Affect- 
ing Operating Revenues and Expenses; Part II, Terminal Serv- 
ices, the Republic Steel Corporation, taking exception to the 
proposed report of Examiner McGrath in that proceeding, says 
the record does not contain a single thread of evidence to sup- 
port a finding that the payment by the respondent railroads of 
an allowance to the Republic Steel Corporation for plant switch- 
ing is in any way unlawful or in violation of the act. 

The corporation asks the Commission to find: (1) That 
respondent carriers can enter the plant of Republic Steel Cor- 
poration with their own power and crews and perform all 
spotting services; (2) that this spotting service would involve 
no greater degree of complexity nor greater difficulty in opera- 
tion than spotting on team tracks at the larger terminals or at 
industrial plants where such service is regularly performed as 
a matter of obligation and duty and is no less an obligation 
and duty in respect of this plant; (3) that this spotting service 
could be performed by respondent carriers free from inter- 
ference from the steel plant; (4) that performance by the in- 
dustry of the spotting service is a convenience and economy 
to the respondent carriers for which the allowance made is not 


more adequate, and (5) that the proceeding should be dis- 
missed. 


M. & B. R. REORGANIZATION FEES 
__ By an order in Finance No. 10020, Meridian & Bigbee River 
Railway Co. Reorganization, the Commission, by division 4, 
has modified its report and order of July 9, 1941, 247 I. C. C. 
259, so as to approve as reasonable, additional maximum com- 
pensation of $5,000 to be paid J. C. Floyd, as trustee of the 
debtor, for extraordinary services rendered by him from the 

date of his appointment as trustee to July 23, 1942. 


EQUIPMENT DEPRECIATION RATES 


_In sub orders Nos. SE 714, Aransas Harbor Terminal 
Railway Co., and SE 109-B, Great Northern Railway Co., the 
Commission has prescribed depreciation rates applicable to 
equipment of the carriers named. 


CENTURY SYSTEM REORGANIZATION 


Judge J. P. Barnes in the federal court at Chicago has post- 
poned from September 1 to October 12 hearing on the request 
by officials of the Century System, motor haulers, for 4p 
pointment of a trustee in reorganization proceedings, and on the 
motion by David Axelrod, a creditor, for appointment of 4 
trustee under bankruptcy provisions of the Chandler act (seé 
Traffic World, Aug. 22, p. 422). 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Cempany.) 


(Digests 





(Circuit Court of Appeals, Fifth Circuit.) Evidence sus- 
tained denial of recovery for damages to tea from ship’s sweat 
on ground that sweating resulted from peril of sea rather than 
from defendant’s negligence. Carriage of Goods by Sea Act, 
Sec, 4(2) (c, p), 46 U. S. C. A. Sec. 1304(2) (c, q). (Eppens, 
Smith Co. vs. Silver Line, 128 Fed. Rep. 2d 882.) 


Motor Act Prosecutions 


: Digests of statements issued by the Secretary of the Commis 
ston concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules wd regulations thereunder, appear below.) 


Southern California district, at Los Angeles, Huntington 
Rubber Co., and Service Tire Co., shippers of retreaded and 
rebuilt tires, at Los Angeles, were fined a total of $1,950 
August 24 on pleas of guilty to informations charging the 
former with accepting rate concessions and charging both with 
fraudulently seeking to evade and defeat regulation provided 
for motor carriers. The Huntington company entered a plea 
of guilty to all counts of an information filed against it and 
was fined $1,875. The Service Tire Co. entered a plea of guilty 
to one count of a 10-count information and was fined $75 on 
the one count, the remaining 9 counts not having been disposed 
of. Both the fines were required to be paid. Informations were 
not disposed of as to the defendant Anthony Castaneda. 

New Jersey district. Celia Berkowitz, of Monticello, N. Y., 
was fined $1,000 on her plea of guilty to an information charg- 
ing her, Jerome Diamond and Herbert Diamond, as executrix 
and executors of the estate of David Diamond, deceased, with 
aiding and abetting the acceptance of rate concessions from 
Allen Bros., Inc., a motor common carrier which previously 
had been fined $1,700 for granting the concessions and for other 
violations of the interstate commerce act. The case against the 
— Jerome Diamond and Herbert Diamond remained 
pending. 

New Jersey district. Armour & Co. of Delaware, of Chi- 
cago, Ill., was fined $1,100 on conviction before the court and 
a jury on an information charging it with accepting rate con- 
cessions from a motor common carrier. 


PACKERS’ OVERCHARGE SUITS 

Disputes between carriers and meat packers, over the 
proper application of tariffs on fresh meats from Missouri River 
packing points, used in making combinations of rates to destina- 
tions east of Chicago, have resulted so far in the filing of 63 
suits by the packers in federal court at Chicago for total over- 
charges of more than $700,000, and the filing of 17 suits by the 
railroads for undercharges totaling approximately $64,000 (see 
Traffic World, July 11, p. 85). 

The first packer suits were filed early in May by Armour 
and Company, and additional suits have been filed from time 
to time by Swift and Company, Wilson and Company, John 
Morrell and Company, and Cudahy Packing Company. The lat- 
ter company filed 9 suits August 28. The railroads have asked 
the Commission to institute an investigation in the matter, 
Which involves tariffs in effect in the period from May 1, 1939, 
to July 31, 1940, only. The packers have replied that the dis- 
putes are for the courts to decide. Counsel for the railroads, 
In replies filed in answer to a number of the earlier packer 
Suits, said the cases should be dismissed because the interpreta- 
tion of tariff questions require technical knowledge which only 
the Commission has. The cases have been assigned to the docket 


of Judge W. H. Holly. Hearing date has not yet been set by 
the court. 


SHARE EXPENSE MOTOR TRAVEL 


_ A number of Texas travel bureau operators have filed peti- 
tions as intervenors in support of a suit brought in federal 
court at Chicago by T. A. Drake et al. against the Commission 
and the United States. The plaintiff seeks an injunction en- 
joining enforcement of the.Commission’s order in Ex Parte MC 
35, Exemption of casual, occasional, or reciprocal transportation 
: passengers by motor vehicle (see Traffic World, Aug. 29, 
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The intervenors, William Levin et al., say the Commis- 
sion’s order should be enjoined for the following reasons: 
First, the order discriminates against casual carriers of pas- 
sengers who seek travel bureau aid in obtaining passengers and 
unduly favors similar carriers who do not seek aid from the 
bureaus; second, the order denies to the bureaus the right to 
engage in legitimate business; third, the proper remedy against 
“regular drivers” who violate the motor carrier act is court 
prosecution, rather than rigid regulation by the Commission; 
fourth, the order, which removed casual carriers from exemp- 
tion under the act, was made under a delegation of legislative 
power to the Commission by Congress, which had no authority 
under Article 1 of the Constitution to delegate that power, and 
fifth, the services of travel bureaus are necessary in the period 
of war. 

Preliminary hearing will be held before a three-judge court 
September 8. 


All Freight to Pacific Coast 


An unusual litigation has been started in the federal court 
for the western district of Washington in Civil No. 431, Pacific 
Inland Tariff Bureau and Consolidated Freightways, Inc., vs. 
United States. They ask the court to enjoin the enforcement 
of the Commission’s decision in I. and S. No. 4648, All Freight 
to Pacific Coast, with which is joined I. and S. No. 4670, All 
Freight from Chicago, etc., to Salt Lake City, 248 I. C. C. 73. 

In that report the Commission, on further hearing, affirmed 
the finding in the prior report, 238 I. C. C. 327, that proposed 
all-commodity rates, also referred to as all-freight rates, repre- 
senting reductions on freight in general, subject to some ex- 
ceptions, from western points to Pacific coast terminals and 
interior points, including Salt Lake City, were not shown to 
be unlawful, and discontinued the proceedings. 

The motor carrier and the motor carrier tariff publishing 
bureau allege that the Commission’s order in these cases is 
null and void and should be set aside, for the reason that the 
findings and order are not supported by the evidence, are con- 
trary thereto and contrary to law; that the Commission erred 
in interpreting the law applicable to the facts; that the findings 
are insufficient to support the conclusion reached; that the find- 
ings are directly contrary to many recent decisions of the Com- 
mission in other cases involving facts and issues identical with 
those in this proceeding and contrary to the decisions of the 
Supreme Court of the United States; that the Commission mis- 
construed and exceeded its statutory powers and authority by 
usurping legislative powers in exercising discretion as to what 
extent violations of the interstate commerce act might be 
sanctioned;. and finally that the conclusion reached and order 
made were not supported by any valid findings of fact and were 
contrary to such findings as were made. 


Anti-Trust Laws and Rate Making 


The Department of Justice, in its study of practices of 
rate bureaus and other cooperative or joint action of carriers 
in connection with the making of rates, has asked a number 
of the bureaus or associations to submit detailed information 
about the organizations, their procedures, policies governing 
participation in rates and publication of rates. 

The anti-trust division of the department, headed by Thur- 
man Arnold, Assistant Attorney General of the United States, 
has had the joint rate-making practices of carriers under 
scrutiny for more than a year. From time to time he has spoken 
of the practices as to which detailed information is being sought. 

Discussing the activities of the anti-trust division before 
the Consumers Cooperative Association at North Kansas City, 
Mo., October 16, 1941 (see Traffic World, Oct. 18, 1941, p. 
1008), Mr. Arnold said a form of obtaining control of trans- 
portation services for the benefit of a few, was the conference 
or bureau method of making railroad rates and adjusting com- 
petitive transportation practices. 

“Within these conferences usually one carrier is dominant,” 
said he. “The others merely fall in line. All initiative in rate 
making is severely controlled. Motor carrier rate and tariff 
bureaus are patterned after these rail associations. The motor 
trucking industry has been highly competitive, not only with 
the railroads and other transportation agencies but also within 
itself. These rate bureaus are being used as a systematic effort 
to establish a uniform rate structure which will be noncompeti- 
tive with railroad rates. Individual carriers are here also denied 
freedom to initiate rate changes or to inaugurate new trans- 
portation practices. 

“This method of controlling transportation rates and prac- 
tices has, of course, no warrant in law. It should not be 
tolerated.” 


A year ago Frank J. Coleman, special assistant to the 











540 


Attorney General, said the rate making practices of carriers 
would be investigated to determine whether there were viola- 
tions of the anti-trust laws in connection therewith (see Traffic 
World, Sept. 20, 1941, p. 696). At that time he said the investi- 
gation would be carried on in light of the fact that the Commis- 
sion had approved in general the system of rate making through 
rate bureaus of the carriers. Complaints against rate-making 
practices of the carriers had been made to the department, 
he said. 

Representatives of the Department of Justice have already 
made investigations at the offices of a number of rate bureaus 
and are in the process of making such investigations at others. 
The investigators appear to be particularly interested in min- 
utes of meetings of the boards of directors of the bureaus and 
of their standing rate committees. In some instances they have 
made extensive abstracts of such minutes. In at least one in- 
stance, minutes of joint meetings of executives of bureaus meet- 
ing to discuss interterritorial rate matters came under close 
scrutiny. In a number of cases, the investigators singled out 
matters involving individual rate matters and carried their in- 
vestigations into the field, interviewing interested shippers and 
carriers. One such, it was reported, was the truck iron and 
steel rate adjustment in Central Territory, a matter in which 
at least two truck rate bureaus are involved and concerning 
which there have been conferences of interested truckers and 
shippers. 

The approach of the department to the bureaus has varied. 
In some cases, the appearance of the investigators was the first 
notice that the affairs of the bureau were under scrutiny. In 
others, a letter from the department asking for a description 
of the form of the organization and its functions preceded the 
visit of the investigators. Still another group has received a 
questionnaire, asking for information, under nine heads, about 
the bureau’s articles of incorporation and its membership agree- 
ment; its rate-making procedure; the identity of its officers, 
committee members, and carrier members; the territory in 
which the rates it publishes are effective and the extent to 
which it overlaps the territories of other bureaus; its affilia- 
tions with other bureaus and national organizations and the 
organization and procedure of any interterritorial activities in 
which it participates; its policies as to the participation by its 
members in tariffs of other bureaus and of other carriers, and 
as to the publication by members of individual tariffs; and, 
finally, “anything further relating to your own or other or- 
ganizations which you believe will be of assistance to the divi- 
sion in completing this study.” 

There appears to have been no particular plan on the part 
of the department in the selection of the bureaus to which it 
sent and did not sent the questionnaire. Its distribution among 
railroad rate bureaus seems to have been fairly general but 
not complete. As to truck rate bureaus, it was said at the office 
of the Central States Motor Freight Bureau that the depart- 
ment asked for less extensive information in a letter to the 
managing director, but that no questionnaire had been received. 
On the other hand, it was known that the American Trucking 
Associations, Inc., received the questionnaire, although its rate- 
making functions were confined to the compilation and publica- 
tion of the National Motor Freight Classification. 

Rate bureau executives profess themselves at a loss to 
understand the reasons behind the broad inquiry. They point 
out that the bureau system of rate-making is not only neces- 
sary as a practical matter, but that it has had at least the 
tacit approval of the Commission and other regulatory bodies 
who have not hesitated to use the bureaus as points of contact 
with the carriers and as sources of information. As to the rail- 
road rate bureaus, specifically, it is pointed out that the War 
Department and Army and Navy transportation men have used 
them freely to bring about emergency adjustments that could 
not have been handled promptly by dealing with individual rail- 
roads. Those officials have expressed satisfaction with the work 
of the bureaus, it was said. 


It was recalled that a somewhat similar investigation took 
place in 1922 and 1923, when the Commission went into the 
affairs of the Transcontinental Freight Bureau in response to 
a Senate resolution. After exhaustive inquiries in the field and 
long hearings, the Commission held, in No. 13425, in re Trans- 
continental Freight Bureau, 77 I. C. C., 252-299, that it had 
been shown that the operation of the bureau tended to obviate 
or remove discrimination as between persons and localities, and 
that it published rates only on authorization of its members 
and was not, thus, in restraint of competition. 


SUBNORMAL RATE ELIMINATION 
A. F. Cleveland, vice-president, in charge of traffic, Asso- 
ciation of American Railroads, said he had no comment to make 
on the statement of A. W. Vogtle, manager, traffic and sales, 
DeBardeleben Coal Corporation, that subnormal rates and un- 
economic services adopted by the railroads in the depression 
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years should be discontinued, when the statement was called 
to his attention (see Traffic World, Aug. 29, p. 475.) 


Competition in Transportation 


The amount and evils of competition among various Amer. 
ican transportation systems has been greatly exaggerated and 
such competition as exists is for the public welfare, according 
to conclusions reached by a board appointed by the Nationa] 
Highway Users Conference to study and report on the national] 
transportation situation as it related to the public interest, says 
the conference in announcing the results of the study. 

The board, appointed in November, 1941, was composed of 
Grover C. Dillman, president of the Michigan College of Min. 
ing and Technology; H. E. Stocker, professor of transportation 
New York University; and John S. Worley, professor of trans. 
portation engineering, University of Michigan. The conference 
said the board constituted “an impartial three-man committee 
of transportation experts.” The study, it said, was made to 
cooperate with the Board of Investigation and Research. 

The committee said that approximately 98 per cent of 
total ton-miles of railroad freight traffic consisted of carload 
lots, much of which was not subject to motor vehicle competi- 
tion and stated that between 50 per cent and 60 per cent of 
railroad traffic measured in ton-miles was non-competitive. 
These figures were used in support of the conclusion that each 
transportation agency had definite services that, under certain 
conditions, it was better fitted to perform than any other. 

““The people are entitled to the best and cheapest trans- 
portation they can get, and they must decide what is best 
and what is cheapest, all things considered,” the report declares 
in rejecting the theory that there are well-defined fields in which 
each type of transportation has continuous inherent advantages 
over all others. 

The committee agreed that it was not in the public inter- 
est for legislative bodies or administrations to attempt to estab- 
lish inherent advantages and then confine each type of trans- 
portation to a fixed sphere of operations. 

Claiming sufficient existing transportation facilities for 
ordinary commerce, the report takes issue with conclusions of 
a recent study by the National Resources Planning Board that 
the national transportation system is inadequate and needs 
reorganization. The committee decided it would be contrary 
to the public interest to ‘adopt new and untried schemes’ of 
transportation. 

“Highways, rural roads, streets and alleys are responsibili- 
ties of municipal, state and federal governments and are neces- 
sary and integral parts of the present land economy,” the com- 
mittee stated. 

In declaring that highways of all nations had been built 
primarily to facilitate the conduct of business, the board said: 


From the very inception, the individual has had free use thereof 
to meet his transportation needs, whether they be the movement of 
merchandise for himself or family, or raw materials or finished prod- 
ucts used by him in his business. 


Commenting on public aids to transportation, the report 
says: 

It is very difficult to see where there have been any public aids 
to transportation through the construction, maintenance and improve 
ment of our highways, since they are a necessary and integral part 
of our society. . . A comprehensive study of public aids leads to the 
conclusion that public funds, federal, state or municipal, have as a 
rule been judiciously spent and in the public interest. 


The committee denied that highway transportation had 
been subsidized and presented information to disprove such 
charges. It declared that highway users paid more than their 
fair share of highway taxes and in support of this statement 
cited the “Public Aids to Transportation” study by Joseph B. 
Eastman, as Federal Coordinator of Transportation. 

The report concluded that if equality of regulation of 
transportation was to be adopted as a standard, then all carriers 
must be regulated in the full public interest and that identical 
regulatory measures must not be applied to each type of car- 
rier regardless of the public interest. 


MONEY FOR T. P. & W. 

The letter sent by George P. McNear, Jr., president of the 
Toledo, Peoria and Western Railroad, to Director Eastman, of 
the O. D. T., asking for the return to the railroad corporation 
of $300,000 of its funds (see Traffic World, August 29, p. 491), 
was referred by the director to the office of J. W. Barriget 
federal manager of the railroad. Mr. Barriger returned to his 
office August 31 from a trip in the west. He said the letter had 
not yet been answered. He had no statement to make, sal 
he, before a reply to Mr. McNear’s letter had been made. He 
indicated a reply would be sent in the near future. 


Sept 


ee Ea 


cher EPS nates ress 
pabareerene Ta ete ens 2 ent ae oa Ee Te 


vee 


Brot 
man 
addi 
pute 
were 
and 

increé 
tions 


cont 
brot! 
carr} 
road 
at tl 
“sev 
curt 
and 

posa 
Eno¢ 


Y 
rates 
incre 
eral | 
only 
sity 
locor 
dema 
less . 


sonat 
mutu 
carric 
creas 
of Le 
unde! 

V 
are V 
basis 
the F 


~ the 


requ 
He ¢ 
by tl 
man 
appr 
nied. 
prop 
inco} 
out ¢ 
tion 
chan 
the 

satis 
siste 


that 
medi 


engi 
ilar 
and 


ment 
betw 
was 

Rail) 
Atki 
labo. 
gani: 
the | 


2405 
of Li 
Loco 
Et A 
8, 19 
28, 1 
certé 
shal] 


- of th 


tion 


RLD 


called 


Amer. 
d and 
ording 
itional 
itional 
t, Says 


sed of 
. Min- 
tation, 
trans- 
erence 
mittee 
ade to 
h 


ent of 
‘arload 
mpeti- 
ent of 
etitive, 
it each 
certain 
er. 

trans- 
is best 
eclares 
| which 
intages 


: inter- 
. estab- 
trans- 


ies for 
ions of 
rd that 
needs 
ontrary 
nes” of 


ynsibili- 
» neces- 
1e com- 


n built 
‘d_ said: 
thereof 


ment of 
ed prod- 


- report 


blic aids 
improve 
zral part 
is to the 
ave as a 


ion had 
ve such 
an their 
atement 
seph B. 


ation of 
carriers 
identical 
. of car- 


it of the 
tman, 0 
poration 
p. 491), 
3arriger, 
2d to his 
‘tter had 
ike, said 
ade. He 


SAA Ee Net ge NU ce Sak gO 


ER RTE SEE 


September 5, 1942 


Railroad Wage Dispute 


Eastern railroads have broken off negotiations with the 
Brotherhood of Locomotive Firemen and Enginemen over de- 
mands for reclassifications of rates of pay and demands for 
additional firemen on certain types of locomotives. The dis- 
pute extends back to May, 1941. By agreement, negotiations 
were postponed pending the settlement of the general wages 
and rules dispute later in that year, which resulted in a wage 
increase of 76 cents a day for train service workers. Negotia- 
tions were resumed in June of this year. 

Notification of the termination of those negotiations is 
contained in a letter of September 2 to D. B. Robertson of the 
protherhood, signed by H. A. Enochs, chairman of the eastern 
carriers’ conference committee. It says that, although the rail- 
roads viewed the demands “as being particularly inappropriate 
at this time,” they agreed to the negotiations and advanced 
“several compromise proposals” so that “there should be no 


. curtailment of the essential cooperation between management 
' and employes in the railroad industry.” The compromise pro- 


posals were rejected by the brotherhood. Continuing, Mr. 
Enochs’ letter says: 


Your wage demands, although denominated ‘reclassification of 
rates of pay,’’ actually would result in varying and substantial wage 


+ increases and are untimely, particularly coming so soon after the gen- 


eral wage increase of 76 cents per basic day granted to such employes 
only nine months ago. Also, we cannot agree that there is any neces- 
sity for the employment of additional firemen on certain types of 
locomotives. Neither from a safety standpoint nor otherwise is this 
demand justified and certainly as a ‘‘make-work’”’ proposal it has even 
less justification now than when first proposed. 

Under the circumstances of our inability to work out some rea 
sonable compromise, notwithstanding our protracted conferences and 
mutual efforts, we regret being compelled to advise that the eastern 
carriers, represented by this committee, must decline the wage in- 
creases requested as well as the other proposals of the Brotherhood 
of Locomotive Firemen and Enginemen accompanying its notice served 
under date of May 10, 1941. 

Without prejudice to our position in respect to your proposals, we 
are willing, as stated to you in conference, to join you on a regional 
basis in requesting the services of the National Mediation Board under 
the Railway Labor Act. 


Replying to Mr. Enochs’ letter, Mr. Robertson confirmed 


the concurrence of his organization in the matter of a joint 


request for the services of the National Board of Mediation. 
He expressed regret at the “unfortunate impression” conveyed 
by that letter, that the brotherhood was “prosecuting wage de- 
mands and make-work proposals which are untimely and in- 
appropriate.” Those allegations, he said, the brotherhood de- 
nied. The conference committee knew, he continued, that the 
proposals of the brotherhood were “intended to remove glaring 
inconsistencies in working conditions and rates of pay arising 
out of technological developments with relation to the construc- 
tion and operation of locomotives.” These rules and wage-rate 
changes were needed, he said, “in order to assure the public of 
the safest and most efficient transportation service, and to 
satisfy the employes that their working conditions are con- 
sistent with such transportation service.” 

The National Mediation Board announced, September 3, 
that it had received the joint request for mediation and that 
mediation proceedings would begin at Chicago September 22. 

Western and southeastern railroads and their firemen and 
enginemen will be included, negotiations over differences, sim- 
ilar to those in the east, having been broken off in the west 
and southeast before the general wage case last year. 


RAIL LABOR AND O. P. A. 
The Office of Price Administration has announced appoint- 
ment of Glenn R. Atkinson, of Covington, Ky., as liaison officer 
between O. P. A. and the railroad brotherhoods. Mr. Atkinson 


_ Was formerly legislative representative for the Brotherhood of 
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Railway Clerks. He is a lawyer. The appointment of Mr. 
Atkinson and of two others representing other branches of 
labor was in line with the O. P. A. policy of seeking “or- 
ganized labor’s cooperation and of keeping fully informed on 
the interests of labor groups,” said the announcement. 


POWER REVERSE GEARS 


The Northern Pacific Railway Co., by a petition in No. 
24050, A. Johnston, Grand Chief Engineer of the Brotherhood 
of Locomotive Engineers, and B. B. Robertson, President of the 
ative Firemen and Enginemen, vs. Atlantic Coast line, 
. is has asked the Commission to modify its order of June 
3 937, in this proceeding, as amended by its order of February 
, 1938, by extending to March 1, 1943, the date before which 
am locomotives used by the petitioner in road service 

quipped with power-operated reverse gears, in lieu 
anually operated reverse gears now in use. The peti- 
the petitioner has installed power reverse gears in 51 


rnd 
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of its locomotives since January 1, 1942, but has been unable 
to install such gears in seven other locomotives requiring them, 
“for the reason that the heavy demands imposed upon its freight 
and switching power by the requirements of the war have made 
it impossible to withdraw these seven locomotives from service 
for application of the gears.” The petitioner says it will be 
unable to install the gears in those seven locomotives prior to 
September 1 and that it will reasonably require an additional 
six months to complete the work. 


Short Line Labor Disputes 


Efforts of a three-man emergency board at Chicago to 
effect settlements, through mediation, of wage and vacation 
disputes on a number of short line railroads ended, at least 
temporarily, September 2, after three days of closed sessions. 
The board reconvened September 3 to resume its open hearing 
as to the merits of some of the disputes (see Traffic World, 
August 29, p. 490). 

The board’s mediation efforts were without fruit. No settle- 
ments were announced at the open hearing September 3, and 
Chairman Stacy, urging the parties to continue trying to reach 
agreements among themselves, said he still hoped ‘‘to catch a 
fox’”’ in one or more of the disputes. He indicated that the board 
would continue to seek outside settlements following the close 
of the further hearing, which was expected to end September 4. 

Representatives of the maintenance of way and clerical 
brotherhoods and the Atlanta, Birmingham and Coast said they 
hoped to reach an agreement by the end of the week as to all 
wage disputes on that line. Clarence A. Miller, vice-president 
and general counsel for the American Short Line Railroad 
Association, who represented a number of lines at the hearing, 
said the mediation efforts had broken down as to the lines he 
represented. 

Testimony at the further hearing, September 3, was entered 
respecting piece-work wage rates established by the Burlington 
Refrigerator Express, Western Fruit Express and Fruit Grow- 
ers Express companies. Union representatives attempted to 
show that those companies had lower piece-work rates than 
those in effect on the New York Central. 

R. C. Stovall, president, Columbus and Greenville Railway, 
referring to a news report captioned “No Gasoline by Rail,” 
appearing in the Traffic World (see August 22, p. 447), testified 
his company would be unable to transport automobile gasoline 
on his line. 

George Wright, Chicago, vice-president, International 
Brotherhood of Firemen and Oilers, testified concerning a wage 
dispute between the union and the Addison Miller Company of 
St. Paul, Minn. He said the company performed coaling serv- 
ices for the Northern Pacific and Soo Line, paying its employes 
less than railroad companies paid their employes for perform- 
ing similar work. He said a suit had been brought by the 
federal wage-hour administration to determine whether or not 
the company was performing a transportation service subject 
to Commission regulation. Mr. Mulholland asked the board to 
consider the company as a railroad service company and to 
make recommendations in the dispute. 

Chairman Stacy asked why Mr. Mulholland used the word 
“recommendations.” Mr. Mulholland said he was aware that 
there were rumors that some parties considered the board to 
have the authority not only to make recommendations but to 
arbitrate in the disputes, adding that he thought the board 
had authority only to make recommendations. 


Midwest Truck Wage Dispute 


A three-man National War Labor Board panel September 
1 concluded a closed hearing begun the previous day in the 
dispute between the International Brotherhood of Teamsters, 
Chauffeurs, Stablemen and Helpers of America and truckers 
operating in six mid-western states over the question of whether 
or not the operators’ employes should be paid lower wages than 
truck drivers in other mid-western states (see Traffic World, 
Aug. 29, p. 491). 

The hearing was held at the request of the Central States 
Employers Negotiating Committee following a short-lived strike 
by 10,000 employes in Minnesota, Missouri, Iowa, Nebraska, 
Kansas, and Oklahoma. The panel was composed of the 
following: 


Dr. Harry Shulman, professor of law, Yale University, New Haven, 
Conn., chairman; Dale Purves, vice-president, Stetson Hat Company, 
Philadelphia; Richard Gray, general secretary of the American Federa- 
tion of Labor’s bricklayers and masons union. 


Dr. Shulman said that “other technical” questions, as well 
as the question of wage differentials, were discussed at the 
hearing. He declined to say what the other matters were. He 








542 


said the panel would meet in executive session at Washington, 
D. C., to determine the issues and make a decision. 

The board said last week the strike centered on the retro- 
active date for pay increases established in January under an 
earlier board decision. 

Dexter Lewis, Chicago, regional director for the teamsters 
union; I. E. Goldberg, Milwaukee, counsel for the union, and 
John L. Keeshin, chairman of the operators’ committee, declined 
to say what issues were discussed at the hearing. 


STRIKE SERVICE ORDER VACATED 


Labor trouble on the Meridian & Bigbee River having been 
settled the Commission, by division 3, has vacated Service 
Order No. 83 which was issued August 21. By authority of 
the now vacated order railroads connecting with the Meridian 
& Bigbee River were authorized to divert traffic routed via 
the affected railroad so as to avoid delay and congestion on 
the rates and divisions that were applicable over the routes 
designated by shippers and connecting carriers. 


FREIGHT HANDLERS’ STRIKE 


A representative of the conciliation service of the Depart- 
ment of Labor had been sent to Philadelphia, Pa., to attempt 
to obtain settlement of a strike involving approximately 400 
waterfront freight handlers, not including stevedores, according 
to information obtained at the War Labor Board September 3. 
It was stated that the strikers demanded an increase in pay to 
95 cents an hour and that their present wage scale was 75 cents 
an hour. 


TRUCK STRIKES 


More than 500 drivers of trucks engaged in delivery of 
coal to about 9,500 beehive coke ovens in the Connellsville, Pa., 
coke region, who had gone on strike August 28 in sympathy 
with 5,000 striking timbermen were returning to work Sep- 
tember 3, it was stated that day at the War Labor Board. 
Chairman Davis of the board and an official of the striking 
truckers’ union had advised them to return to work, it was said. 
The board did not make public the message Chairman Davis 
had sent to the strikers. 

With respect to a threatened strike of 15,000 truckmen in 
New York, the War Labor Board said it had been informed 
that representatives of the truck drivers involved had agreed 
to confer with John R. Steelman, director of the Labor De- 
partment’s conciliation service, September 8, in Washington. 


NATIONAL MEDIATION BOARD 


Representatives of organized railroad labor have asked 
President Roosevelt to appoint a member of the National Media- 
tion Board in place of Otto S. Beyer, director of the division 
of transport personnel of the Office of Defense Transportation. 
The board granted to Mr. Beyer a leave of absence to serve 
on the staff of Director Eastman. His salary as a member of 
the board has been continued and he has not otherwise received 
compensation for his services with the O. D. T. 

The request of railroad labor was submitted to the Presi- 
dent by George Harrison, of the railway clerks; T. C. Cashen, 
of the switchmen, and J. G. Luhrsen, executive secretary, Rail- 
way Labor Executives’ Association. The position taken by rail- 
road labor is that absence of Mr. Beyer from his work on the 
— has resulted in lack of expeditious handling of the board’s 

usiness. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and ter- 
minal companies, reported a total of 1,293,270 employes as of the 
middle of June this year and total compensation for that month 
of $244,236,935, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of wage statistics 
of those roads for the month of June. 

The employment was an increase of 137,386, or 11.89 per 
cent, over the number reported for June last year. The total 
number of hours paid for was 15.87 per cent greater and the 
total compensation was 30.01 per cent greater in June, 1942, 
than in June, 1941. As of the middle of May this year the em- 
ployment totaled 1,270,178 while the compensation for that 
month amounted to $240,480,894. 

Compensation for “time paid for but not worked” for June 
this year was reported as follows: Executives, officials, and 
staff assistants, $58,099; professional, clerical and general, 
$1,974,043; maintenance of way and structures, $845,351; main- 
tenance of equipment and stores, $3,056,027; transportation 
(other than train, engine, and yard), $747,248; and transporta- 
tion (yardmasters, switch tenders, and hostlers), $131,506. 

In the train and engine service, compensation for June was 
reported as follows: Straight time actually worked, $51,765,- 
856; straight time paid for, $62,373,191; overtime paid for, 
$5,945,973; constructive allowances, $2,195,741; total, $70,514,- 
905. Miles actually run totaled 503,573,824 and miles paid for 

but not run totaled 61,433,487. 
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Railroad Earnings 


Class I railroads in the first seven months of 1942, had an 
estimated net income, after interest and rentals, of $376,500,009 
according to reports filed by the carriers with the Bureay of 
Railway Economics of the Association of American Railroads 

For the corresponding period in 1941, net income of those 
roads, after interest and rentals was $233,521,909. 

Net railway operating income, before interest and rentals 
of the Class I carriers in the first seven months of 194) 
amounted to $681,512,258, compared with $540,203,909 in the 
same period in 1941. 

In the twelve months ended July 31, 1942, the rate of 
return earned on property investment averaged 4.33 per cent 
compared with a rate of return of 3.49 per cent for the twelve 
months ended July 31, 1941, said the association, adding: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies ang cash, 
The earnings reported above as net railway operating income, repre. 
sent the amount left after the payment of operating expenses ang 
taxes, but before interest, rentals, and other fixed charges are paiq, 

This compilation as to earnings for the first seven months of 194 
is based on reports from all Class I railroads, representing a total of 
231,437 miles. 

Total operating revenues in the first seven months of 1942 amounteg 
to $3,945,940,567, compared with $2,909,870,122 in the same period in 
1941, or an increase of 35.6 per cent. Operating expenses in the seven 
months of 1942 amounted to $2,547,739,387, compared with $1,988,383, 849 
in the corresponding period in 1941, or an increase of 28.1 per cent, 

Class I railroads in the seven months of 1942 paid $617,295,042 in 
taxes, compared with $304,471,406 in the same period in 1941. For 
the month of July alone, the tax bill of the Class I railroads amounted 
to $125,838,406, an increase of $68,643,241 or 120.0 per cent above July, 
1941. 

Eighteen Class I railroads failed to earn interest and rentals in 
the seven months of 1942, of which seven were in the Eastern District, 
one in the Southern District and ten in the Western District. 

Class I railroads in July, 1942, had an estimated net income, after 
interest and rentals, of $89,900,000 compared with $63,528,176 in July, 
1941. Those same roads in July of this year, had a net railway operat- 
ing income, before interest and rentals, of $133,001,365, compared with 
a net railway operating income of $106,381,904 in July, 1941. 

Operating revenues for the month of July totaled $665,181,540 
compared with $485,446,306 in July, 1941, while operating expenses 
totaled $390,476,945 compared with $310,034,946 in the same month in 
1941. 


Eastern District 


Class I railroads in the Eastern District in the first seven months 
of this year had an estimated net income, after interest and rentals, 
of $162,600,000 compared with $143,456,782 in the same period last year. 

Those same roads in the first seven months of 1942 had a net rail- 
way operating income, before interest and rentals, of $284,034,932, 
compared with $273,325,908 in the same period in 1941. 

Operating revenues of the Class I railroads in the Eastern District 
in the seven months of 1942 totaled $1,878,473,919, an increase of 
twenty-nine per cent compared with the same period in 1941, while 
operating expenses totaled $1,239,435,950, an increase of 26.3 per cent 
above 1941. 

Class I railroads in the Eastern District for the month of July 
alone had an estimated net income, after interest and _ rentals, of 
$36,900,000 compared with $29,054,813 in July, 1941. Net railway op- 
erating income before interest and rentals in July amounted to $54. 
173,469 compared with $47,395,415 in July, 1941. 


Southern District 


Class I railroads in the Southern District in the first seven months 
of this year had an estimated net income, after interest and rentals 
of $70,300,000 compared with $41,966,784 in the same period last yeal. 

Those same roads in the seven months of 1942 had a net railway 
operating income, before interest and rentals of $107,328,861 compared 
with $79,105,378 in the same period of 1941. 

Operating revenues of the Class I railroads in the Southern Dis- 
trict in the seven months: of 1942 totaled $556,501,865, an increase of 
forty-four per cent compared with the same period in 1941, while 
operating expenses totaled $342,201,428, an increase of 31.6 per cent 
above 1941. 

Class I railroads in the Southern District for the month of July 
alone had an estimated net income, after interest and rentals, o 
$12,400,000 compared with $7,992,269 in July, 1941. Net railway operat- 
ing income, before interest and rentals in July, amounted to $16,262,1% 
compared with $11,745,515 in July, 1941. 


Western District 


Class I railroads in the Western District in the first seven months 
of this year had an estimated net income, after interest and rentals of 
$143,600,000 compared with $48,098,343 in the same period last yeal. 

Those same roads in the first seven months of 1942 had a net rail- 
way operating income, before interest and rentals, of $290,148,465 com 
pared with $187,772,623 in the same period in 1941. 

Operating revenues of the Class I railroads in the Western District 
in the seven months of 1942 totaled $1,510,964,783, an increase of 41. 
per cent compared’ with the same period in 1941, while operating & 
penses totaled $966,102,009, an increase of 29.4 per cent above 1%. 

Class I railroads in the Western District for the month of July 
alone had an estimated net income, after interest and rentals, of 
$40,600,000 compared with $26,481,094 in July, 1941. Net railway operat: 
ing income, before interest and rentals, in July amounted to 
565,697 compared with $47,240,974 in July, 1941. 
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Public Looks at Railroads 


National Survey of Public Opinion for A. A. 


R. Records Majority Opposed to Government 


Operation—Only Half Those Interviewed Knew of Ex Parte 148 Increases—Few Referred 
to Record Oil Shipments—Coaches Overcrowded, Said Many—Four Out of Five 
Said Railroads Had Done Good Job 


The Association of American Railroads has obtained 
® the report of the Opinion Research Corporation, of Prince- 
the results of the second national survey of 


public opinion on “The Public Looks at Railroads,” made for 


/ the association. The first survey was made in the summer of 
> 1941 and the results became known early in 1942 (see Traffic 
» World, Jan. 17, p. 140). 


Among the findings of the corporation are the following: 


More than four out of five people say the railroads have done a 
good job since the United States entered the war. 
More than four out of five people say the railroads are being oper- 


ated better today than they were in the last war. 


Two-thirds of the people are opposed to the government taking 
over operation of the railroads for the duration of the war. 

Public is tolerant of late trains and other inconveniences 
passenger service. 

Even more is expected of the railroads than was the case a year 


in 


ago. 
' More than three out of four are of the opinion that railroads will 


' be called on to handle a great deal more traffic before the end of 
' the war. 


Three-fifths of the people believe the railroads will be able to 


' meet all demands for transportation as the war goes on. 


More than seven people in ten either have not heard that govern- 
ment has considered travel rationing on railroads or do not think this 
will be necessary. 


How Survey Was Made 
“This survey presents the views of 2,610 people—a repre- 


sentative cross section of the country’s voting population—as 
' gathered in personal interviews between July 10 and July 22, 


_ 1942,” says the research corporation in a foreword. ‘On some 
' issues the intent has been to gauge the trend of public opinion 


- since the first national survey for the Association of American 
- Railroads was conducted by Opinion Research Corporation in 
' the summer of 1941. However, this study is not strictly the 


second half of a ‘before-and-after’ survey in the sense that its 
essential purpose is to measure trend. Rather it is keyed to 


| new public relations problems faced by the railroads as a re- 
| sult of our active participation in the war.” 


Of the 2,610 “respondents,” said the corporation, 66 per 
cent were men and 34 per cent were women. As to income 15 
per cent were in the upper income group, 51 per cent in the 
middle income group and 34 per cent in the lower income group. 
Forty per cent of those interviewed lived in rural communities, 
17 per cent in communities of 2,500 to 25,000; 11 per cent in 


_ communities of 25,000 to 100,000, and 32 per cent in communi- 


ties of 100,000 and over. By geographical sections, 35 per cent 


| of those interviewed lived in the east; 39 per cent in the middle 
_ west; 13 per cent in the south, and 13 per ‘cent in the far west. 


Eighteen per cent were under 30 years; 36 per cent, 30 to 44 


_ years, and 46 per cent were 45 and over. 


“If the opinions of a relatively small number of people are 


_ to reflect the views of the total voting public,” said the corpo- 


ration, “the interviews must be with a truly representative 
sample of the larger public, including men and women, rich 


| and poor, urban and rural residents, etc., in about the same 


Proportion as they occur in the larger population. Certain 


Standard adjustments are made in the population cross section 


5 to allow for the political weight of various groups. For ex- 


» lows: 


i with the Ame 
§ time responsibilities. 


» ample, interviews with men and women are allocated in a 2-to-1 
/Tatlo, since experience has shown that this is approximately 
_ the proportion in which the two sexes vote.” 


Summary of Findings 
The research corporation summarized its findings as fol- 


I 


gest thing in the public mind today is winning the war. 
eason, the railroads and all industry have been on trial 
rican public in meeting their enormously increased war- 


The big 
For that r 


- The current survey supplies manifold evidence that the railroads 
ri met this test. In the eyes of the public, the railroads have 
: € an even better job in the war emergency than a confident public 
xpected a year ago. Here is a summary of the evidence: 


1. More than four out of five people (82%) say the railroads have 


done a good job since the United States entered the war. This is a 
substantial increase over the number who said a year ago the railroads 
had done a good job of getting ready to meet the defense emergency. 


1941 
How well have 
railroads prepared? 


1942 
How well have 
railroads done? 


Per cent Per cent 
They’ve done a good job......... 56 82 
They’ve done just a fair job..... 36 17 
They’ve done a poor job......... 8 yt 
PUR NIN So icdkuwksascsandseenine 23 12 


2. More than four-fifths of the people (83%) say the railroads 
are doing the best they can to give good service at the present time. 

3. More than four out of five (84%) say the railroads are being 
operated better today than they were during the last war. 

4. About seven out of ten (69%) believe the railroads have been 
able to handle without delay all freight offered to them since the 
United States entered the war. 


A year ago, somewhat less than this number (61%) said that as 
defense production increased, they expected the railroads would be 
able to move all freight promptly. 


Five per cent of all people interviewed say they have been affected 
personally by delays in freight service, but analysis of the reasons 
shows that in many cases this belief is due to excuses offered by mer- 
chants or others for delays in delivery or shortages in goods which 
they attribute to transportation difficulties. 


5. Despite the unprecedented task that has faced the railroads 
in wartime operation, two-thirds (67%) of the people in the country 
today are opposed to the government’s taking over operation of the 
railroads for the duration. 

This is a sharp change in public sentiment since the 1941 survey, 
when 50% of the people said they would favor government operation 
in event of war. 

The main reason offered for favoring government operation in event 
of war remains the same in the 1942 survey as it was in 1941—that 
complete control by government would permit quicker movement of 
men and supplies. (Mentioned in each survey by 27% of those who 
favor government operation in wartime.) 

In the 1941 survey, almost the same proportion (23%) gave the 
reason, ‘‘Government could keep down strikes better than private man- 
agement.’’ In 1942, only 12% of those favoring government operation 
offer this as a reason, 

It is worth noting that in neither survey have the principal rea- 
sons for government operation implied criticism of railroad manage- 
ment or belief that operations were inefficient. 

All important subdivisions of the population and all sections of 
the country vote strongly against government operation. 

Even the lower income group, young people (unde” 30), and 
southerners—each of which groups was 3 to 2 in favor of wartime 
operation by the government in last year’s survey—are now against it. 

6. To date, the public is tolerant of late trains and other incon- 
veniences in passenger service. 

Almost one-third of the people (30%) and virtually half (48%) 
of those who have recently traveled on trains have heard complaints 
lately about railroad passenger service. 

Most serious criticism relates to overcrowded trains, 
by half the people who have heard complaints. 


However, there is widespread understanding of the difficulties in- 
volved, and so far there is only slight criticism of railroad manage- 


ment. For example, people give the following explanations for present 
‘‘poor’”’ service: 


39% say, ‘‘Troop movements,’’ or ‘‘So many soldiers are traveling.’’ 

27% say, ‘‘Passenger trains are being sidetracked for freights carry- 

ing war materials.’’ 

20% say, ‘‘The sudden increase in business has overtaxed existing 

passenger facilities.’’ 

18% say, ‘‘Railroads lack cars and locomotives to handle all the traffic.’’ 
9% say, ‘‘More pople are riding because of the gas and tire shortage.’’ 
3% say, ‘‘Railroads haven’t enough employes,’’ or ‘‘Too many ex- 

perienced men have been drafted.’’ 


Only 2% make comments that imply direct criticism of railroad 
management, such as, ‘‘Railroads don’t care about handling passenger 
business,’’ or ‘‘Railroads know they don’t have to give good service to 
hold passenger business today."’ 


This is one item in the mounting evidence that the public is will- 
ing to make many sacrifices and endure much inconvenience without 
complaint as long as it believes this is necessary to winning the war. 
To date, the public accepts curtailment of passenger service as neces- 
sary. As long as people continue to believe this and have confidence 
that the railroads are doing their best under the circumstances, it is 
logical to assume the railroads’ public relations will not suffer. 

7. Further evidence of the public’s tolerance and understanding 
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ithyophagist ? 


In CASE you’ve forgotten, ichthyophagist simply means “‘fish eater”. 
And if that describes you, here’s good news: 

Out of the waters of the blue Pacific and the rivers of the Pacific 
Northwest, fishermen are pulling ’em in by the boatload ...salmon— 
halibut—cod—tuna—sea bass—swordfish—and dozens of other species. 

Fresh, frozen and canned, Pacific seafood will reach your plate in 
perfect condition via Northern Pacific Railway—which annually hauls 


hundreds of carloads of seafood East from Oregon and Washington. 


This year, a big new customer for seafood shipped by Northern 
Pacific 1s Uncle Sam. To fill his orders and yours promptly, we'll 
be working ’round the clock to maintain the service that has made 
this railway “The Main Street of the Northwest”. 
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of the railroads’ wartime problems, as well as their willingness to 

overlook minor inconveniences, is shown in the following: 

More than a third of the people who have recently traveled 25 
miles or more by train say that the last time they made such a trip 
the train was late. Yet, 

Only 9% of these people say they felt needlessly inconvenienced. 
Ninety-one per cent say they felt the delay was unavoidable, most of 
them ascribing reasons for the delay which indicate understanding 
of the railroads’ current problems and a sympathetic appreciation that 
the railroads are operating under abnormally difficult conditions. 

8. About a third (34%) of the people who have traveled by rail 
recently say the train was overcrowded on their last trip. 

Part of the public’s tolerance of this condition is undoubtedly 
due to the large number of soldiers observed riding on trains. 

Nearly three-fifths (58%) of all people who report that the train 
was overcrowded on their last rail trip also estimate that 30% or more 
of the passengers were soldiers. 

Conversely, of the people whose last trip was on a train that was 
not overcrowded, only 26% estimate that an equally high proportion 
of passengers were soldiers. 

9. The public’s appreciation of the job the railroads have done is 
not a generalized or vague one. People are acutely conscious of many 
of the railroads’ wartime accomplishments, 

For example, when the 82% who say the railroads are doing a 
good job are asked to name what has impressed them most: 

35% voluntarily mention the railroads’ success in carrying so much 
war material and keeping civilian shibments moving also. 

34% comment favorably on the railroads’ determination to transport 
military supplies even when this means sacrificing the railroads’ 
regular business. 

The public is quick to approve putting vital war work first, and 
believes the railroads have done this. 

Twenty-four per cent comment on the tremendous job the railroads 
have done in moving troops. 

Only 7 per cent of those who say the railroads have done a good 
job (4% of all respondents) make any reference to the phenomenal 
achievement in moving more than seven hundred thousand barrels 
of oil a day to the east by tank car. Even in the east, only 6% of 
all respondents refer to it. 


While probably a larger proportion actually applaud this achieve- 
ment, it is significant that the other things the railroads have done 
which are more directly associated with the war effort have won more 
public acclaim. Perhaps this record had not had time to filter through 
to much of the public in July when this survey was taken. But it may 
also be that the story of this huge oil-moving job deserves more tell- 
ing to the public. 


10. In giving credit for handling ‘‘a job that has grown more 
than 100% since the low depression years of the 1930’s,’’ the public 
does not feel that the railroads are being overpaid. 


Eighty-two per cent of those with opinions on the question say 
the railroads are making a profit. 


But only 9% of these (5% of the total public) think the railroads 
are making too much profit. 


11. Exactly half the people are aware that railroad rates were 
raised last winter; but only 6% of the total public, or 12% of those 
who realize that rates were raised, are critical. 


Forty per cent of the total understand that there has been a pas- 
senger fare increase. Thirty-one per cent are aware that freight rates 


went up. Only 9% feel that rates of either sort have gone up a whole 
lot. 


Thirty-eight per cent of all people interviewed (or 76% of those 
who are aware of increased rates and fares) believe the increase was 
justified. 


Of those who know about the increases, 43% attribute them to the 
increase in wages, 12% to increases in the cost of materials and fuel, 
6% to rising taxes, and 28% to rising costs ‘‘all along the line.’’ 


II 


All the foregoing is heartening evidence of public understanding 
of railroad difficulties and public appreciation of railroad performance 
to date. Other findings in the survey, set out below, give equal em- 
phasis to the fact that the public looks to the railroads to keep up 
the godd work, 

1. For one thing, even more is expected of the railroads than was 
the case a year ago. 

Currently, 83% say railroads are more important in the war effort 
than either trucks or barge lines (1941 survey, 68%). 

In addition, 74% now say that railroads carry more of the nation’s 
freight than either trucks or barge lines (1941 survey, 59%). 

On several questions in this survey, a substantial number of re- 
spondents stress the country’s growing dependence on railroads. For 
example: 

Seventeen per cent of the people who say railroads are the most 
important carrier point out that trucks and automobiles can’t get 
tires; and 

Thirty-nine per cent of the people who say the railroads will be 
called upon to handle even more traffic than at present say this will 
be caused by the shortage of tires, gasoline, and new highway vehicles. 

2. More than three out of four (77%) are of the opinion that the 
railroads will be called upon to handle a great deal more traffic before 
the end of the war. This is due principally to the following: 

50% say, ‘‘War production will increase.’’ 

~— “There is a growing shortage of gasoline, tires, autos, and 
rucks.”’ 

19% say, ‘The railroads will have to carry more troops.”’ 

12% say, ‘‘People will need the railroads more than ever.” 

7% say, ‘‘More people are riding trains all the time.’’ 
3. Nevertheless, three-fifths of the people (61%) say they believe 
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the railroads will be able to meet all demands for transportation as 
the war goes on. 

4. More than seven people in ten (72%) either have not hearg 
that the government has considered travel rationing on the railroads 
(47%) or do not think this will be necessary (25%). 


III 


While the preceding findings show that people generally are in- 
formed of the good job the railroads are doing, and appreciate it, tha 
survey also indicates some potential danger points in the public rela- 
tions of the railroads. For example: 

1. Almost the worst thing that could happen to railroad public 
relations would be for the public to start taking the railroads’ achieve. 
ments for granted. And this could happen. In some ways, it may be 
happening already. 

Although not alarming, there is certainly no reason for gratifica- 
tion in the fact that only 4% of the people (6% in the East) mention 
— job of the railroads in transporting oil to the eastern 
seaboard. 


2. It cannot be overlooked that one-third of the people are sti} 
favorable to government operation of railroads in wartime. 

Even a fourth (24%) of those who think the railroads have done a 
good job favor government operation. 


Principal reasons offered by these people for favoring government 
operation despite belief that the railroads have done a good job are the 
following: 


More than half of them say, ‘‘The government should have com- 
plete control and be in position to cope with any emergenecy.”’ 

Nearly a third say, ‘“‘The government could do a more efficient 
job.”’ 

About a fifth say, ‘‘Government operation would forestall strikes 
and labor trouble.”’ 


A sixth believe the government could provide lower rates and fares 
‘‘by eliminating profit.’’ 

3. While much credit is given to the railroads for their wartime 
accomplishments, apparently only a small minority of the people con- 
sciously attribute these achievements to the fact that railroads are 
being privately managed rather than run by the government. For 
example: : 

Of the 84% who believe the railroads are being run better in this 
war than in the last, only 13% mention private management as a 
reason for the improvement. 

4. There is not much awareness of the railroads’ desire to buy 
additional equipment, and only nominal realization of the effect of 
government priorities, ‘‘freezing’’ and allocation of orders. 

Seventeen per cent of the people say that an equipment shortage 
will prevent the railroads from fulfilling all demands for transportation. 
It is significant that of this 17%, only 21% (4% of all respondents) 
mention the various government orders allocating materials as the 
reason they believe that the railroads will not have enough equipment. 

Another 21% say that the railroads did not begin their expansion 
soon enough, while 60% (10% of all respondents) simply say that ma- 
terials and facilities are needed for producing arms and munitions, 
without mentioning any government orders preventing railroads from 
getting delivery of the equipment they sought. 


Apparently there is no wide realization of efforts made by the 
railroads to secure additional cars and locomotives, and the reasons 
why they have not been able to do so—a situation which might easily 
result in censure from the public in the event a major car shortage 
develops before the end of the war. 


5. In terms of popular good will, the railroads are also vulnerable 
if the public should begin to doubt that they are doing a good job— 
either in freight or passenger handling. 

Eighty-two per cent think the railroads are doing a good job today, 
but only 

Fifty-six per cent gave them credit for a good job of preparation 
a year ago; so there is evidence that the public can easily change its 
mind on this point. 

One of the key factors in this problem is to convince the public 
more fully that freight is not being seriously delayed. 

Twenty-seven per cent of the people have no informed opinion on 
this question today, and of the pepole who do, 

Thirty-one per cent think there have already been serious delays in 
freight handling. 

The strongest sentiment for government operation is found among 
those people who believe there have been delays in freight handling. 
Virtually half (49%) of these people favor government operation, while 
only 23% of those who do not believe there have been delays are 
favorable to government operation. Even 39% of the people who have 
no opinion as to whether freight delays have occurred say they favor 
government’s taking over. 

6. It will also be a hazard to the railroads’ public relations if 
people should begin to think the railroads are not able to meet all 
future wartime demands that may be made on them. 

Twenty-one per cent of the people have formed no opinion on this 
question so far, and of those who have, 

Thirty-nine per cent now have doubts of the railroads’ ability to 
meet the increased demands that will be made on them. 

Of those who hold these doubts, 42% favor government operation 
as the solution. By contrast, of those who believe the railroads able 
to cope with all future demands, only 27% favor government operation. 
Their reasons obviously relate to factors other than quality of 
performance. 

7. A basic element in sound public relations which the survey 
shows to have special importance to the railroads at this time is the 
personal treatment received by the public on trains and at stations. 

Eight per cent of all recent train travelers say they had experi- 
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ences on their trips which caused them to be critical of the personal 
treatment received. 

While 8% is a small proportion of the total, yet it amounts to more 
than one and one-half persons per average coach load, and approxi- 
mately one person per average Pullman car, which indicates that there 
is room for improvement in the personal service afforded train travelers 
by the railroads and their employes. 

8. The greatest hazard to the railroads would arise if the public 
should ever begin to doubt that the railroads were doing the best they 
could under the circumstances. 

Only 17% of the people have such doubts at present. But half 
of this group are favorable to government operation of railroads for 
the war’s duration. 

Of course, despite broad public tolerance, there is still more than 
nominal criticism of regular service for civilian purposes. Much future 
criticism can probably be allayed: 

(a) By constantly emphasizing the popular policy that war traffic 
always has right of way with the railroads, and 

(b) By keeping the public convinced that the railroads are sin- 
cerely doing everything they can to serve their regular patrons along 
with handling war transportation. 

9, On most issues studied in this survey, there are only small dif- 
ferences between various sections of the country, between men and 
women, various income groups, age groups, and size of community. 
This is in sharp contrast to the results of the survey in 1941. 

However, the differences in awareness of the facts and approval 
of the railroads’ achievements that do exist today show that the least 
informed groups are still women, lower income people, young people, 
and residents of the south. 


Price Control and Transportation 


Appointment of Robert A. Nixon, member of the Wisconsin 
Public Service Commission, as director of the newly-created 
transportation and public utilities division of the Office of Price 
Administration, was announced September 2 by Administrator 
Henderson. 

“The new division, which will be responsible for taking all 
necessary action relating to transportation and public utility 
matters on behalf of O. P. A., will be under the jurisdiction of 
Dexter M. Keezer, deputy administrator in charge of general 
services,” said the O. P. A. 

John H. Eisenhart, Jr., will head the transportation branch 
of the new division and also will act as transportation counsel. 
Harry R. Booth, until recently chief counsel of O. P. A.’s fuel 
branch, will head the public utility branch and similarly will 
be public utilities counsel. Continuing, the O. P. A. said: 


Mr. Nixon, a native of Viroqua, Wis., comes to O. P. A. from 
the Wisconsin Public Service Commission, of which he has been a 
member since March 1, 1937. Much of his adult career, which began 
with a position as secretary to Congressman Beck of Wisconsin in 1922, 
has been spent in public service, with emphasis on public utility 
matters. He was elected to the lower house of the Wisconsin legis- 
lature when only 28 and served three successive terms. During his 
legislative service, which extended from 1928 to 1933, Mr. Nixon 
was both majority and minority floor leader and was a member of 
the informal gubernatorial committee named to redraft Wisconsin’s 
laws relating to the regulation of all public utilities. He had charge 
and piloted through the lower house the legislature prepared by 
this committee. While city attorney of Washburn, Wis., an elective 
position, Mr. Nixon negotiated the purchase by the city in 1933 of 
the privately owned waterworks and handled financing of the transac- 
tion. He resigned from this position, as well as from the post of 
district attorney of Bayfield County, Wis., on March 1, 1937, to accept 
a six-year appointment to the Wisconsin Public Service Commission. 
Mr. Nixon is a member of the executive committee of the National 
Association of Railroad and Utilities Commissioners and chairman of 
a special committee of state commissioners named to work with the 
Federal Communications Commission in development of uniform policies 
in connection with regulation of telephone rates. He attended Vernon 
County, Wis., public schools and was graduated from the law school 
of George Washington University in 1925. 

Mr. Booth, head of the new public utilities branch, comes from 
Chicago, where he was associated with the Illinois Commerce Com- 
mission from 1933 through 1940, latterly as assistant attorney general 
in charge and general counsel. Before joining O. P. A. as chief coun- 
sel of the fuel division in 1941, Mr. Booth was chief of the rate section, 
law department, Federal Communications Commission. He is a grad- 
uate of the University of Chicago and of the university’s law school. 

Mr. Eisenhart has been handling transportation matters for O. P. A. 
for more than a year. He was an examiner for the Maritime Commis- 
sion from 1934 to 1941 and, shortly before joining O. P. A., acted 
as an examiner for the Interstate Commerce Commission. He is a 
graduate of Princeton University and Harvard Law School, and holds an 
gl sa from Georgetown University. He is a native of Jersey 

y; N, : 

Stevedoring, Etc. 


In order to facilitate dispatch of essential war materials, 
the Office of Price Administration has exempted from price 
control the rates and charges for stevedoring and for car load- 
ing and car unloading when these services are supplied under a 
contract for any war procurement agency. 

The exemption is contained in amendment No. 1 to revised 
supplementary regulation No. 11, effective September 1. 
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“Stevedoring and car loading and unloading when per- 
formed other than under a contract with a war procurement 
agency remain subject to price regulation,” said the O. P. A. 


Tank Truck Rates 


The O. P. A. has issued amendment No. 18 to supple- 
mentary regulation No. 14, effective September 1, providing that 
the maximum price for transportation of property in tank trucks 
by any carrier other than a common carrier shall be either 
(a) the maximum price established by the general maximum 
price regulation or (b) a price agreed to by the carrier and 
shipper and reported to the O. P. A. by the carrier within 10 
days of the agreement or the effective date of the amendment, 
whichever is later. Prices agreed to as provided are subject 
to O. P. A. adjustment and a maximum price adjusted by 
O. P. A. may be increased only on authority of O. P. A. Without 
the amendment, said O. P. A., tank truck rates would be held 
to the levels of last March. The amendment was issued to meet 
situations resulting from shifting of tank trucks to new routes 
and territories to meet emergency transportation needs. Per- 
sons paying the transportation charges agreed to must state 
that the increase will not be made the basis of a commodity 
price increase or petition to O. P. A. to raise the ceiling of any 
commodity under price control. The O. P. A. said the plan was 
worked out after conferences with the O. D. T. and was de- 
signed to aid that office in obtaining the fullest utilization of 
all types of tank equipment. 


Freight Rate Increases 


The railroads have no plan for obtaining any general in- 
crease in rates but will proceed with respect to proposed 
changes in rates as they have heretofore, ‘following usual 
rules of procedure,” the National Industrial Traffic League 
has been advised by A. F. Cleveland, vice-president, traffic, 
Association of American Railroads. 


E. F. Lacey, executive secretary of the League, said sev- 
eral communications had been received from members re- 
cently “regarding an alleged attempt on the part of the rail 
carriers to increase various rates, and particularly export 
and import rates of the transcontinental lines.” 

“This presented a rather serious situation to many mem- 
bers, particularly in connection with those commodities on 
which price ceilings have been established by the Office of 
Price Administration and where there is no room to make 
absorption of additional transportation charges,” said he. 

W. H. Day, chairman of the League’s special committee 
on emergency transportation matters, and members of the 
committee, discussed the matter first with Mr. Cleveland, 
and the chairman of the eastern, western and southern rail 
committees, and later with the railroads’ chief traffic officers. 
As a result of these discussions, Mr. Cleveland, under date of 
August 31, wrote the following letter to Mr. Lacey: 


Chairman Burgess, Farmar and Kerr join me in extending to you 
and your associates, Messrs. Day, Trust and Hollopeter, our most 
sincere appreciation of the friendly spirit and kind thought in ar- 
ranging for a conference with us and bringing to our attention certain 
matters that had been received by your group from various sources. 

It appears that you have received a considerable correspondence 
from scattered points covering the whole country complaining as to the 
alleged evident rate policy of the rail carriers. These letters were 
rather general in character and can perhaps best be summarized by an 
expression of fear that the railroads have generally adopted a policy 
of seeking so many increases in rates as to constitute almost a general 
program for rate advances. Some of them were not so broad and 
were limited to complaints with regard to advances in export and 
import rates and many of them indicated the belief that the railroads 
were taking undue advantage of present conditions and particularly 
with reference to situations where carrier competition, due to present 
exigencies, was disappearing. 


The feeling that something was wrong in the present practices of 
the carriers was so pronounced that we were all agreed it would be 
highly desirable to let you know in writing that which you were told 
verbally, in order that you could use what we have told ‘you in re- 
lieving the very apparent anxiety and fear that exists in many quarters. 

We are all agreed that this is no time in which to permit any 
misunderstanding to exist as between our shipper friends on the one 
hand and the railroads on the other. The present situation is one 
which should have to the fullest extent possible a friendly and proper 
cooperation as between the shippers on the one hand and the carriers 
on the other. We have a mutual job to do and neither side can ac- 
complish the desired purpose by itself, as proper results are only 
attainable through the closest kind of cooperation and mutual under- 
standing. It is in the hope that these fears may be allayed and for 
that reason only that this letter is written. The facts are as follows: 

There is not any plan for obtaining any general increase in rates. 
This subject has not even been discussed and there are no present 
indications that it will be discussed. What may occur in the future 
or what the conditions in the future may be, none of us knows, but 
presentiy there is no such plan as your correspondents appeared to 
think exists. However, it should not be understood that the carriers 
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will not. in the ordinary course of business, undertake to propose 
changes in existing rates, whether in the nature of advances or re- 
ductions, following usual rules of procedure, including public docketing, 
and to actually revise such rates in the light of the views presented 
by interested shippers and others. In other words, there is no purpose 
to ‘‘freeze’’ existing rate adjustments. 

I want to assure you and your group that the agreement between 
The National Industrial Traffic League and the railroads will be 
scrupulously followed. 


Orders vs. Cooperation 


In conclusion, I wish to repeat that we 
friendly and cooperative spirit shown by you and your associates in 
bringing this matter to our attention. We also want to express our 
full appreciation of the marvelous cooperation that has been exhibited 
by the shippers of this country over the last few years and the fine 
spirit that has been developed as between the users and the suppliers 
of rail transportation. We express the hope that this will be continued 
and strengthened and we welcome the opportunity of having you 
bring to us any evidences of misunderstanding that may arise, to the 
end that such situations will not be allowed to develop and can be 
taken care of at their inception. We believe the railroads have been 
blamed for many things for which in no manner they have been 
responsible and I want you to know that we have opposed in many 
instances the issuance of orders, as we firmly believe better results 
will be attained through mutual cooperation than through any manda- 
tory requirements, 

This letter has been reviewed at a joint meeting of the chief traffic 
officers, and I am authorized to state that what has been said has 
been unanimously endorsed and approved by the chief traffic officers of 
the eastern, southern and western districts. 


greatly appreciate the 


Pan American Mail Pay Cut 


Finding that the traffic of the trans-Atlantic routes of 
Pan American Airways, Inc., has increased to such an extent 
that a postal subsidy is no longer necessary for the operations, 
the Civil Aeronautics Board has issued an order directing the 
company to show cause why rates now in effect for the trans- 
portation of mail on its routes from New York to Europe and 
from New York to Bermuda should not be reduced. In a state- 
ment about its action the board szid: 


Under existing mail rates for the trans-Atlantic service Pan Amer- 
ican has been receiving approximately $21,600 per trip for a maximum 
load of 1,600 pounds of mail and $4 per pound per trip for mail in 
excess of this amount. These rates have been paid for two trips per 
week. 

The mail rate now proposed by the Civil Aeronautics Board for all 
Pan American’s trans-Atlantic services to Europe, including certain 
additional services now being operated, and for the service to Bermuda, 
is .44 mill per pound mile, to be effective from and after December 13, 
1941. There have been numerous changes in the carrier’s operations, 
which have been substantially expanded. 

Withdrawal of surface craft from normal ocean service due to the 
war has resulted in greatly increasing passenger and mail loads on 
Pan American’s Atlantic routes. This increase far exceeds that which 
was anticipated when the board fixed the existing mail rates in 1939. 

The board found that Pan American’s operations over the Atlantic 
have been on a commercially self-sustaining basis since December 13, 
1941, and the new rate proposed is therefore on a compensatory basis 
for service rendered because postal subsidy is no longer necessary in 
view of the increase in the carrier’s commercial revenues. 

Concerning the mail rates received by Pan American during the 
period of the pendancy of this proceeding, from June 1, 1940, to 
December 12, 1941, the board pointed out that under these rates the 
carrier had realized a higher profit than that which might reasonably 
have been expected if a fair and reasonable rate had been fixed in 
the beginning, on June 1, 1940. The board concluded, however, that 
it would not order a reduction in the rates paid during this period. 

This conclusion is in accord with the board’s decision, based on 
economic considerations and considerations of policy, set forth in the 
Panagra mail rate case, decided by the board on July 30, 1942 (see 
Traffic World, August 8, p. 330). The board held at that time that 
retroactive reductions in rates requiring a refund to the government 
for mail compensation paid over an extensive period of time would be 
inconsistent with the public interest as envisaged by the civil aero- 
nautics act. 

The board found that portions of the findings and conclusions in 
the trans-Atlantic case may contain secret information effecting the 
national defense and ordered that the statement be withheld until 
publication is deemed proper by the military authorities. 


Cc. A. B. VICE CHAIRMAN RESIGNS 


The Civil Aeronautics Board has announced the resigna- 
tion of Dr. George P. Baker, its vice-chairman. The resigna- 
tion, it said, was effective September 1. It said Dr. Baker had 
been appointed chief of the requirements branch of the military 
planning division, Office of the Quartermaster General, War 
Department. 

Dr. Baker, prior to his appointment to membership of the 
board on August 14, 1940, was associate professor of trans- 
portation at the Harvard Business School. The announcement 
noted that he was the author of “The Formation of the New 
England Railroad System.” 
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Air Routes Hearings Policy 


The Civil Aeronautics Board announced September 3 that 
it would carry to decision all proceedings in connection with 
applications for certificates of public convenience and necessity 
for new airline routes or for the amendment of existing certifi- 
cates of public convenience and necessity in which hearings had 
been completed. The board issued the following statement as 
to the change in new route hearings policy: 


On December 12, 1941, the Civil Aeronautics Board announced that 
no further action would be taken in proceedings involving applica- 
tions for new air carrier certificates of public convenience and neces- 
sity or for the amendment of existing certificates. Such action was 
taken in order that the immediate and maximum attention of air 
carriers and their personnel and of the board, as well as of other 
government agencies concerned would be available for the most effi- 
cient discharge of the emergency demands growing out of the war, 
and that the new policy would remain in effect for such period of 
time as may appear to be appropriate in the light of existing condi- 
tions and their future development. 

Applications involving special considerations of national interest 
requiring early inauguration of the services involved were excepted 
and, since December 12, such applications have been handled on the 
basis of temporary authorizations. Rate cases were not affected. 

The board has now determined to carry to decision those pro- 
ceedings in which the hearings have been completed, and its staff has 
been instructed to confer with the parties and arrange for assignment 
of dates for the various steps which remain to be completed. At the 
same time, it has been decided to assign hearings and proceed to 
disposition of applications to include additional stops on existing 
routes, where no controversial issues are involved. 

Certificates issued will contain a proviso that the service authorized 
may not be inaugurated until national defense requirements have 
been met. 

Pending or new applications involving special considerations of 
national interest will continue to be handled on a temporary basis 
and, with rate cases, will be given precedence over other proceedings. 

The policy as announced on December 12 will remain in effect 
for all other cases until such time as the circumstances referred to 
make further relaxation of the restrictions appropriate. 


Latin-American Air Mail Rates 


The Civil Aeronautics Board has announced a reduction 
in mail rates payable to Pan American Airways, Inc., over that 
carrier’s Latin-American divisions from Brownsville, Tex., to 
Trinidad, via Mexico City and Balboa, Canal Zone, and from 
Miami, Fla., to Buenos Aires, Argentina, via Rio de Janeiro, 
Brazil. The proceeding was docketed as No. 298. 

The board said that, “considering the need of the carrier's 
Latin-American routes as a unit instead of separately,” it 
ordered a new rate of 17.83 cents a revenue mile, effective 
September 1. The 1941 mail rate for these combined routes, 
it added, was 81.99 cents a revenue mile. That rate, it said, 
yielded about $6,910,000 for Pan American for the transportation 
of U. S. mail in 1941. Under the new rates, the board esti- 
mated, Pan American would receive $1,771,000 for such trans- 
portation in the year beginning September 1. It said that in 
the future the carrier would receive payment direct from foreign 
governments for the transportation of foreign mail, in an 
amount estimated at $1,773,000, with the result that the total 
reduction in U. S. mail pay to Pan American would be ap- 
proximately $3,366,000. 

Increased war traffic in express, mail and passengers was 
resulting in constant heavy pay loads on Pan American’s Latin- 
American divisions, said the board. While this proceeding was 
pending, it said, Pan American earned excess profits of about 
$4,356,000 on an average investment of approximately $8,442,000. 
= = not order the excess profits recaptured, however, it 
stated. 

“Instead,” said the announcement, “as in the recent Pa- 
nagra mail rate case decision, the board expects the carrier to 
place certain restrictions on the use of such earnings found to 
be excessive, emphasizing that these excess funds should be 
used to serve and develop public air transportation and should 
not be devoted to the personal interest of the stockholders 
through the payment of dividends. Accordingly, the board 
suggested that in addition to maintaining its capital stock ac- 
count, Pan American establish a special reserve account to 
which shall be credited an amount equal to the excess earn- 
ings, or transfer such earnings to the capital account, or both.” 

In the period from January 1, 1929, to May 31, 1942, on an 
average net investment of $7,192,202 Pan American had earned, 
on its Latin-American routes, an average annual net of 20.75 
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er cent before federal taxes and 15.32 per cent after taxes, 
and paid out an average annual dividend of 7.82 per cent, the 
poard said. It said it found that as of September 1 the carrier’s 
“recognized investment” was $14,204,895 and that reasonable 
earnings on that amount under war conditions would be $1,- 
420,490 a year after payment of federal taxes. 


Air Express Anniversary 


Regularly scheduled air express service observed its fif- 
teenth anniversary September 1. The first attempt at such 
service was made in 1919, when the express company char- 
tered a rebuilt war bomber to fly express between New York 
and Chicago. It was not until September 1, 1927, however, that 
scheduled service on a nationwide scale was inaugurated. 

At that time single-motored biplanes carried only small 
packages on schedules that included transcontinental flying time 
of 36 hours with 16 stops for refueling. Since then, improve- 
ments have brought about the use of the modern airliner, 
carrying as much as 4,000 pounds of express and making the 
transcontinental flight in 16 hours, with four stops for refuel- 
ing. Flight time on most intercity trips has been cut in half, 
and air express rates are today about one-third what they were 
in 1927. 
ys The modest growth of air express traffic suffered a setback 
in the early years of the depression. In 1933, the total number 
of shipments moved by air express was only 25,000. Since then, 
however, the increase has been rapid, the 1941 total being more 
than 1,300,000 shipments, and that for the first six months of 
1942, 677,147 shipments. Coordination of rail and air express 
services has brought 23,000 express offices into the scope of the 
service. Other important developments include the linking of 
the foreign schedules of the Pan-American Airways with the 
domestic services in 1934; the addition of eight airlines to the 
service in 1936, and the institution of non-stop air express 
pick-up and delivery services in 1940. 


Aireraft Production 


Five and one-quarter billion dollars’ worth of warplanes, ° 


engines and propellers have been produced by the American 
aircraft manufacturing industry in the three years of World 
War II, Col. John H. Jouett, president of the Aeronautical 
Chamber of Commerce of America, reported September 1 as 
the conflict entered the fourth year. This was more than eight 
times the total production in the United States in the ten years 
before the start of the war on September 1, 1939, said he, 
adding: 


Production of this equipment by the old-line aircraft companies, 
now recognized as an industrial miracle, has sent more than 30 dif- 
ferent types of combat aircraft into the war on all fronts; and today 
find our machines waging an offensive war against the enemy over all 
continents and over all seas. 

While increasing numbers of combat planes are going to all fronts, 
the industry, working with the air forces of the army and navy is 
carrying on engineering and development of new models which, with 
developments by our allies, will continue to keep us ahead of the 
enemy in both numbers and performance. 

Coming along with a very important contribution in subassemblies 
and other parts, as well as a percentage of completed engines and 
machines, other industries soon will swell aircraft production totals. 

Indicative of the constant acceleration of the monthly production 
rate is the statement by Donald Nelson, W. P. B. chairman, that aircraft 
production increased in July 11 per cent over the June output. This 
follows President Roosevelt’s announcement that 4,000 warplanes were 
produced here in May, 1942. 


Reporting on production and expansion by the aircraft in- 
dustry since the United States entered the war on December 
8, 1941, Col. Jouett said that: 


1. Plant space has been increased more than 25 per cent. 


2. Employment in the industry has been increased by greater than 
50 per cent. 


3. Between Pearl Harbor and July 1, 1942, man-hours of work in 
the industry have been increased around 75 per cent. 


4. Total horsepower of engines produced has been boosted ap- 
proximately 75 per cent. 


5. Pounds of airplanes have been increased 150 per cent during 
the same period. 


BRANIFF AIRWAYS MAIL RATES 


By an order issued September 1, the Civil Aeronautics 
Board has granted to Braniff Airways, Inc., an increase in air 
mail compensation over three routes constituting its system. 
The board said that system extended from the Great Lakes 
to the Mexican border. It fixed the new rate at 29.58 cents 


an airplane mile for a daily mail scheduled mileage of 15,124 


miles for all three routes, ‘‘considering the need of the carrier 
aS a system.” 


This rate, it said, was to be applied only for 
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the period beginning October 9, 1941, when this proceeding was 
initiated, to May 31, 1942. The second new rate was fixed 
at 24.83 cents an airplane mile to an average designated mile- 
age not to exceed 17,812 miles daily. 

“On route No. 9, Chicago, Ill., to Dallas, Tex.,” said the 
board, ‘“‘Braniff formerly received a base rate of 17 cents an 
airplane mile; on route 15, Oklahoma City, Okla., to Amarillo, 
Tex., Amarillo to Dallas, Tex., Dallas to Galveston, T'ex., and 
Dallas to Brownsville, Tex., the carrier received 23 cents an 
airplane mile; and on route 50, from Houston to San Antonio, 
Tex., and Houston to Corpus Christi, Tex., the rate was 28 cents 
an airplane mile. These rates were, in each instance, for the 
first 300 pounds of mail carried, plus 0.7 cent an airplane mile 
for each additional 25 pounds of mail.” 

Explaining its action in establishing a rate of 29.58 cents 
an airplane mile for the eight-month period ending May 31, 
the board said that in May of this year Braniff Airways sold 
some of its planes to the federal government, thus reducing 
its total mileage flown from over 17,000 to about 10,000 miles 
a day. Because of this change, the board said, it decided it 
was necessary to set a second rate beginning June 1, when 
the curtailed schedules became effective. Under this curtailed 
operation pattern, it added, loss of mail compensation resulting 
from mileage deductions would be offset partially by the fact 
that some of the schedules discontinued were among Braniff’s 
less profitable schedules. Moreover, it said, greater concen- 
tration of traffic and the known demand for air transportation 
should result in a substantial increase in non-mail revenue by 
the mile. 


Maximum Rail Loading Order 


Director Eastman, September 3, postponed the effective 
date of general order O. D. T. No. 18 from September 15 to 
October 15. The O. D. T. stated that the purpose was to afford 
additional time for it to take advantage of many suggestions 
that had been received since the order was issued and to en- 
able it to make a number of clarifications deemed desirable. 
Director Eastman expressed the hope that, in the meantime, 
shippers and railroads would continue toward making the 
objective of the order effective. It was the intention, it was 
said, to so draft the revised order that need for many interpre- 
tations would be eliminated. 

Maximum loading provisions of general order O. D. T. No. 
18 will not apply to any freight car containing a shipment, 
or portion thereof, loaded in such car by a common carrier 
by water immediately subsequent to a movement of such ship- 
ment by water, when (1) such loading is a part, or in further- 
ance, of a continuous movement of such shipment by water and 
thence by rail, or by rail, thence by water, and thence by rail, 
and (2) either the total quantity of such shipment is less than 
the quantity necessary to load such car to required capacity, 
as defined in the order, or the freight loaded in such car is a 
portion of such a shipment, the remainder of which is loaded in 
one or more other freight cars to such required capacity. 

The foregoing provisions are contained in suspension order 
O. D. T. No. 18-1. 

The suspension was ordered, said the O. D. T., to facilitate 
transportation ot freight by barge. 

The general order, it pointed out, required that civilian 
freight, with certain exceptions, be loaded to the full visible 
capacity or to the marked load limit of a car (see Traffic World, 
Aug. 15, p. 385). 

A proviso attached to the suspension order follows: 


Provided, That nothing herein shall be deemed or construed to 
suspend the application of the provisions of said paragraph (a) in so 
far as such provisions are applicable to the acceptance for forwarding 
or the forwarding of a car containing freight loaded therein as a part, 
or in furtherance, of a continuous movement by water on the high 
seas and thence by rail. 


Revision of No. 18 


A revision of O. D. T. general order No. 18 will probably 
soon be made by Director Eastman. Such a revision, called a 
correction, however, has been made of general order No. 1, the 
general merchandise order. 

Quirks that are being disclosed as shippers and carriers 
carry out or try to carry out the O. D. T. order are given 
consideration by members of Director Eastman’s staff. They 
are of the character disclosed in comment made on general 
order No. 18 (see Traffic World, Aug. 22, p. 443). Not all 
quirks can be disposed of by correspondence. One such was 
that raised by Lee Quasey, commerce counsel, National Live 
Stock Marketing Association. That resulted in the ultimate 
question, presented to O. D. T. by telegraph, as to whether 
general order No. 18 was intended to abrogate the Commission’s 
service order No. 71. That order suspends the operation of 
tariff provisions and car service rules under which carriers 
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have hitherto furnished follow-lot or trailer cars for the load- 
ing of live stock, and pools live stock equipment so as to make 
cars available in any terminal area served by more than one 
railroad, or by a terminal or switching line (see Traffic World, 
March 14, p. 710). The question asked by Mr. Quasey was re- 
ferred to the law section of the staff. 

Allen Dean, manager of the traffic bureau of the Detroit 
Board of Commerce, in a letter addressed to Director Eastman, 
of the O. D. T., asks questions about the loading of freight 
cars in accordance with General Order No. 18 and makes a 
number of recommendations. The letter has been referred 
to the director’s staff for answer. The communication is of 
such general interest to shippers, it was said at Director East- 
man’s office, that the answer probably would be given to the 
public in the form of a statement by Director Eastman. 

Mr. Dean said that at a meeting of the Detroit Shippers’ 
Council there was a thorough consideration of the many 
phases of O. D. T. order No. 18 by sixty or seventy industrial 
and army traffic men. He said he was instructed to seek the 
director’s advice in connection with the following: 


Questions: Sec. 500.27, paragraph (c). Is all material moving on 
U. S. Government bills of lading exempt? Is vital production material 
for airplanes, etc., moving between sub-contractors and prime con- 
tractors on commercial bills of lading exempt? 

Questions: Sec. 500.27, paragraph (e). Is shipment of a commodity 
manufactured from materials that are allocated by W. P. B. exempt? 
(Example: Milk cans made of steel on which W. P. B. allocates only 
enough to match minimum requirements of each milk producing com- 
munity). 

Questions: Sec. 500.21 (c) and Sec. 500.23. Is a specially equipped 
ear, such as bins for gears or racks for wheels, which permit loading 
only to 2 to 5 feet above the floor, within the exemptions of ‘‘damage 
to loading’’ provision of Sec. 500.21 (c) or ‘‘practical stowage space’’ 
of Sec. 500.23? 

Suggestions: (1) On commodities which are not on the weight- 
agreement with the railroads (such as scrap iron) the shipper cannot 
know until railroads weigh the car whether he is over or under the 
specific load limit stencilled on the car. If it is overweight car must 
be returned to shipper for unloading excess; if it is underweight rail- 
road is prohibited from accepting. We suggest provision permitting a 
25% tolerance so shippers may load between 75 and 100% of the marked 
capacity. This would increase loads and still not delay equipment. 
Equipment register lists ‘‘marked capacity’’ of all cars and shippers 
could quite readily hit within the 25% tolerance. If 25% is not thought 
proper, then whatever percentage is thought just should be authorized. 

Suggestions: (2) On car load shipments of civilian and other non- 
exempt goods, where there is no possibility of assembling a required 
capacity lead, the initial railroad should conduct a clearing office where 
loads of similar nature and movement might be combined as provided 
in Sec. 500.30. The railroads now have extensive solicitation forces in 
their traffic departments which are comparatively unoccupied now that 
Uncle Sam is their principal customer. They have the experience and 
capacity to perform a commendable service under the exigencies of 
this order. 

Suggestions: (3) Sec. 500.27 (e) should be changed to read ‘‘To the 
shipment...... *» instead of ‘‘To a shipment....... ” It is thought this 
would enable a firm to forward a sequence of shipments of allocated 
material which is vital to the war program, in smaller quantities than 
specified by Order No. 18. 

Suggestions: (4) Sec. 500.27 (c) should be amended to include 
“military vehicles.’’ Great quantities of trucks, trailers, tractors and 
other vehicles are ordered by all the armed forces and required with 
dispatch equal to the named implements of war. The section should 
also make clear that ‘‘tanks’’ are included. There seems to be dis- 
agreement as to whether ‘‘tanks’’ are ‘‘armament,’’ presently exempted. 

Since the order becomes effective September 15, 1942, we hope it 
may be possible to have your opinion on these points before that date. 


TRUCK INFORMATION OFFICES 


The Office of Defense Transportation has approved estab- 
lishment of a joint information office at 400 S. W. Ninth St., 
Des Moines, Ia., with John I. Petty as full-time manager. The 
board of governors of the office is composed of G. E. Bruce, 
D. M. Liddle, J. H. Ghrist, R. A. Brown, Pat Morrisey, and 
W. I. Sargent. Carriers will be charged 10 cents for each clear- 
ance statement issued for the movement of an empty truck and 
50 cents for each clearance statement covering the movement 
of a load or a portion of a load, according to the O. D. T. The 
Des Moines office was the second approved by the O. D. T. 

The Chicago Truck Information Office has issued an 
amended circular containing modifications as to the payment of 
charges necessitated by the order of approval of the O. D. T. 
(see Traffic World, Aug. 29, p. 498). Provisions requiring the 
payment of a monthly minimum charge of $1 by participating 
carriers are eliminated. Charges for service, however, remain 
the same as those set forth in the original circular (see Traffic 
World, Aug. 15, p. 388), and there is added a section describing 
credit arrangements. This provides for the mailing of state- 
ments of money due to the office for all transactions on Satur- 
day of each week, payable before Saturday of the following 
week. Failure to remit within that period will make it neces- 
sary for the carrier to transact business in person by cash. 


TRAFFIC WORLD 


The amended circular lists six suburban points at which 
the Chicago Truck Information Office will perform service. 
These points are Aurora, Chicago Heights, Elgin, Joliet ang 
Waukegan, Ill., and Whiting, Ind. It says nothing about the 
establishment of a branch office at the Chicago Union Stock 
Yards, which J. G. Scott, O. D. T. general counsel, in an opin- 
ion, said was of doubtful legality. Members of the board of the 
information office hoped to work out some method of handlin 
matters at the stock yards through conference with interested 
shippers in that area and truckers serving it. 

Establishment of a joint information office at 1424 Sixteenth 
St., N. W., Washington, D. C., to assist truck operators serving 
the District of Columbia and surrounding communities has been 
approved by the O. D. T. John Reed Scott has been named 
manager of the office, and a board of governors composed of 
W. B. Doster, E. Hare!d Tolbert, John W. Slocombe, R. L. 
Tinnin, S. C. Massey, G. M. Cummings, W. C. Woodward and 
L. B. Powell has been appointed. The new office will make a 
charge of $1 for each clearance statement issued to a truck 
operator utilizing the services of the office. This charge, how- 
ever, is subject to change at any time by the O. D. T. 


Oo. D. T. ORDER INTERPRETATIONS 


The Office of Defense Transportation announced, on Sep- 
tember 3, three interpretations of motor conservation orders, 
issued by Jack Garrett Scott, general counsel of O. D. T. 

In an interpretation of general order O. D. T. No. 3, 
revised, the O. D. T. counsel ruled that trucks operated in the 
United States or any of its possessions by a common carrier 
domicled in a foreign country were subject to provisions of the 
order. The order also applied, under the ruling, to trucks 
registered in a foreign country or operated from a terminal in 
a foreign country. 

In another interpretation, Mr. Scott ruled that a person 
owning and operating more than one business establishment 
might make one delivery a day to the same point of destination 
from each such establishment without violating the provisions 
of general order O. D. T. No. 17, according to the announce- 
ment. 

Mr. Scott, the O. D. T. said, also issued an interpretation 
to the effect that oysters were not farm products or agricul- 
tural commodities within the definition of such commodities as 
contained in general orders O. D. T. Nos. 3, 6 and 17 and 
general permits O. D. T. Nos. 3-4 and 17-1. 


Rail Traffie Movement 


Facing the heaviest movement of revenue freight traffic in 
history, “America’s railroads stand ready to meet autumn peak 
demands with more than 200,000 miles of trunk lines virtually 
clear of congestion,” said Director Eastman of the O. D. T., 
September 2. 


As of midnight August 31, reports on car and train move- 
ments of 108 Class I railroads, compiled by the traffic channels 
section of O. D. T.’s division of traffic movement, showed green 
lights burning for the mounting flow:of war freight, said he, 
adding: 


The traffic channels system, which has now been in operation four 
months, has been a helpful factor in keeping the green lights showing. 
Daily studies prepared by the traffic channels section on the basis of 
operating data submitted by the railroads indicate threatened bottle- 
necks, particularly over large areas, long before any serious congestion 
can develop. At the first sign of congestion, cooperative action with 
the railroads involved makes it possible to prevent serious trouble. 
If necessary, traffic can be diverted around the congested area. 

Operation of the traffic channels system has been speeded up in 
recent weeks by the installation of three commercial telegraph circuits 
in O. D. T.’s Washington headquarters. Previously, data submitted 
by the railroads was sent by airmail. 

The improvement in the transmission system has made possible a 
saving of 24 hours in the time required for compilation of car and train 
movements covering a single day. : 

Magnitude of freight traffic at the present time, with the autumn 
peak approaching, is shown by the figures for a single day, picked at 
random during the last week. On this day, for the 24 hours from 
midnight to midnight, the 108 reporting railroads dispatched 23,578 
trains with 1,408,964 cars over all divisions or an avearge of 59 cars per 
train. 

The record of these movements, when broken down by individual 
railroads, operating districts and important gateways, gives O. D. T.’s 
expert analysts the information that enables them to know when and 
where a bottleneck is threatened. 

On each of the reporting railroads, immediately after midnight, 
the railroad telegraph wires hum with the beginnings of the traffic 
channels report. The operating districts and the gateways on each 
road send to a central point on the railroad the story of the number 
of trains dispatched, the number of cars received and moved for 
ward, the number loaded on the district, the number on hand, and 
other operating information. 

The figures are set down on a report form in coded columns. When 
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each district on the railroad has been heard from, the form is turned 
over to the commercial telegraph office. 

Then the transmission to O. D. T. begins. At 11 o’clock each 
morning the transmitters in O. D. T.’s headquarters start feeding out 
the gummed tape. A code letter, then a number or a series of num- 
pers. These are cut and pasted on forms identical with those com- 
piled in the headquarters office of the reporting railroad. 

By 8 p. m. daily the last report from the 108 railroads has been 
completed. By that time 13,000 sets of figures have been handled, 
representing all car and train movements. 

As each report is received it is turned over to a trained railroad 
analyst familiar with the territory in which the railroad operates. 
The analyst reviews the situation on the road by district and gate- 
way and makes a report to the Traffic Channels Chief on any irregu- 
larities revealed by the day’s movements. 

After a tabulation has been made for all railroads, a report is 
prepared for the director of the division of traffic movement and for 
the director of the division of railway transportation. The report in- 
cludes a map on which areas in which congestion is threatened 
are marked by colored shading. 

When a channel, zone or gateway reports more cars received than 
delivered, and more cars on hand than appears to be safe, appro- 
priate action is taken with the Association of American Railroads and 
the individual railroads to restore normal conditions. 

Operation of the traffic channels system makes it possible to pre- 
vent the development of congestion serious enough to offer a real 
impediment to the smooth movement of war freight. 


Revenue Freight Loading 


Loading of revenue freight the week ended August 29 to- 
taled 899,419 cars, according to the Association of American 
Railroads. This was a decrease below the corresponding week 
in 1941 of 13,301 cars or 1.5 per cent, but an increase above the 
same week of 1940 of 130,644 cars or 17 per cent. 


Loading the week ended August 29 increased 30,015 cars 
or 3.5 per cent above the preceding week. 


All districts reported decreases compared with the corre- 
sponding week in 1941, except the Southern, Northwestern, 
Centralwestern and Southwestern, but all districts reported 
increases over 1940. 


1942 1941 1940 
a a 3,858,273 3,454,409 3,215,565 
MW WOEKS Of PERPUATY oc cicsccccvcceises 3,122,773 2,866,565 2,465,685 
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I TOE PMN 5:00 0:00:09 0-0:0:h 60:00 ae 3,351,038 2,793,630 2,495,212 
a ery ern 4,170,713 4,160,060 3,351,840 
I EE NINE 5.0: 4:5:5:0-010.0:608.0,0:016.615 3,385,769 3,510,057 2,896,953 
IRIE RE RMI 5,410, 6:0 50h oo ae 00 08-56 3,321,568 3,413,435 2,822,450 
Co Ss ae 863,528 882,022 717,927 
WCE OF AUBUBE S noice cescecece 849,752 878,505 727,073 
WE OE IN BD 6.55655 ass 0 dedi 868,845 890,337 743,050 
Mek Of AVGURE ZO... os ccccesscius 869,404 899,788 761,108 
Week Ot BUN Se is ccsicc nd seanses 899,419 912,720 768,775 


RMI Lismvsksincseypincaea sata wsidelscll 28,732,521 27,727,539 23,454,918 


Revenue freight loading by districts the week ended Au- 
gust 29 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 7,127 and 7,362; live 

stock, 1,319 and 1,087; coal, 32,826 and 35,789; coke, 3,850 and 3,645; 
forest products, 2,448 and 2,040; ore, 6,915 and 5,807; merchandise, 
L. C. L., 26,487 and 42,988; miscellaneous, 82,513 and 87,745; total, 
1942, 163,485; 1941, 186,463; 1940, 153,689. 
: Allegheny district: Grain and grain products, 4,227 and 4,062; 
live stock, 1,153 and 978; coal, 44,605 and 46,247; coke, 6,259 and 6,028; 
forest products, 1,479 and 1,335; ore, 17,550 and 16,475; merchandise, 
L. C. L., 21,462 and 30,815; miscellaneous, 97,935 and 96,856; total, 
1942, 194,670; 1941, 202,796; 1940, 162,829. 

Pocahontas district: Grain and grain products, 225 and 247; live 
Stock, 283 and 255; coal, 42,217 and 42,959; coke, 905 and 688; forest 
products, 916 and 949; ore, 729 and 378; merchandise, L. C. L., 2,932 
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and 5,097; miscellaneous, 8,326 and 8,460; total, 1942, 56,533; 1941, 
59,033; 1940, 52,253. 

Southern district: Grain and grain products, 2,426 and 2,264; live 
stock, 1,104 and 917; coal, 24,602 and 23,203; coke, 559 and 494; forest 
products, 17,889 and 15,414; ore, 1,836 and 1,531; merchandise, L. C. L., 
14,122 and 25,165; miscellaneous, 61,142 and 53,179; total, 1942, 123,680; 
1941, 122,167; 1940, 103,451. 

Northwestern district: Grain and grain products, 18,598 and 16,129; 
live stock, 3,715 and 2,805; coal, 6,025 and 6,499; coke, 1,939 and 2,150; 
forest products, 14,687 and 12,551; ore, 55,995 and 46,986; merchandise, 
L. C. L., 8,868 and 19,124; miscellaneous, 42,632 and 45,411; total, 
1942, 152,458; 1941, 151,655; 1940, 132,455. 

Central Western district: Grain and grain products, 11,060 and 
10,170; live stock, 6,339 and 4,556; coal, 11,889 and 10,507; coke, 235 
and 295; forest products, 11,442 and 9,881; ore, 5,137 and 5,017; mer- 
chandise, L. C. L., 12,167 and 24,692; miscellaneous, 76,447 and 66,173; 
total, 1942, 134,716; 1941, 131,291; 1940, 113,139. 

Southwestern district: Grain and grain products, 3,800 and 3,302; 
live stock, 2,479 and 1,864; coal, 5,817 and 5,165; coke, 138 and 139; 
forest products, 5,825 and 5,580; ore, 367 and 354; merchandise, L. C. L., 
5,120 and 10,430; miscellaneous, 50,331 and 32,481; total, 1942, 73,877; 
1941, 59,315; 1940, 50,959. 


Railroad Radio Broadeast 


Rationing of unreserved seats in trains was not being con- 
templated, Director Eastman, of the Office of Defense Trans- 
portation, declared in a round-table radio discussion in Wash- 
ington, September 3. 

One of the reasons for this, Mr. Eastman explained, was 
that “it would take an army of employes all over the United 
States to administer and enforce restrictions on travel in un- 
reserved seats in coaches.” 

“However,” he said, “we can and we will, wherever neces- 
sary, establish a system of priorities so that those who must 
travel on war business or on other vital errands will be sure of 
reservations. There is such a system now for airline travel, 
and a similar system could be applied to the railroads.” 

The alternative, Mr. Eastman said, was a voluntary re- 
striction of travel by the public to trips of real necessity or 
importance. Mr. Eastman urged that travel be held down to a 
minimum. 

“By doing this,” he continued, “the public can help our 
armed forces, our railroads and those traveling on war work. 
It will be a distinct contribution to the war effort, and one 
which, in reality, will involve very little hardship. Week ends 
and holidays are particularly bad times to travel.” 

Mr. Eastman disclosed that surveys made by the Office of 
Defense Transportation indicated that 40 per cent of all travel 
today was for pleasure. Pleasure travel, he commented, was all 
right if it did not interfere with necessary travel. 

Shippers and receivers of freight, Mr. Eastman stated, 
could also help the transportation situation by loading cars 
more heavily and more promptly and by unloading them more 
quickly. The great majority were cooperating splendidly, he 
added, but “there is still more for some of them to do.” 

Dr. Julius H. Parmelee, director of the Bureau of Railway 
Economics of the Association of American Railroads, pointed 
out that railroad passenger traffic, as measured by the number 
of passengers carried one mile, and railroad freight traffic, as 
measured by the number of tons hauled one mile, had just 
about doubled since war broke out three years ago. Carload- 
ings so far this year had been approximately 36 per cent more 
than they were in the corresponding period in 1939, he said. 

“There are several reasons why the increase in ton-miles 
is so much greater than that for carloadings,”’ Dr. Parmelee 
went on. “First, more freight is now being carried in each car 
than there was three years ago. Today, the average load per 
car is almost five tons heavier. Second, freight is being hauled 
for longer distances. In 1939, a ton of freight was transported 
351 miles, on the average, while today the average haul is more 





Revenue Freight Car Loading—Week Ended Saturday, Aug. 29 


Grain and Live 
Grain Prod. Stock Coal 
1942 47,463 16,392 167,981 
Total all roads Ba TP: aie n aici {308 43,536 12,462 170,369 
1940 37,333 16,168 138,428 
Preceding week August 22......... 1942 49,672 14,731 160,711 
Per cent increase over..........+-- 1941 9.0 31.5 
Per cent decrease under........... 1941 1.4 
Per cent increase over............. 1940 27.1 1.4 213 
Per cent decrease under........... 1940 
1942 1,401,076 415,189 5,601,744 
Cumulative 35 weeks to Aug. 29 1941 1,357,117 374,236 4,899,733 
1940 1,235,830 393,883 4,498,054 
Per cent increase over............: 1941 3.2 10.9 14.3 
Per cent decrease under........... 1941 
Per cent increase over............. 1940 13.4 5.4 24.5 
er cent decrease under........... 1940 
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Per cent to 15 year average, 109.5. 
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13,885 54,686 88,529 91,157 419,326 899,419 
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than 50 miles longer, an increase of more than 14 per cent. 
The third reason ton-miles have arisen so tremendously is, of 
course, that the number of cars loaded with freight has in- 
creased substantially.” 

The tremendous increase in rail traffic, R. B. White, presi- 
dent of the Baltimore and Ohio Railroad, declared, was due not 
only to military movements of men and materials, but also to 
the diversion of traffic from other carriers to the railroads. 

“The war has forced the discontinuance or curtailment of 
many of our accustomed transportation services,’ Mr. White 
said. “Commercial water service between the coasts of Amer- 
ica through the Panama Canal has been affected. Our fleet of 
coastwise ships has been partly withdrawn from commercial 
service for military purposes or for operation in foreign service. 
Movements which once were taken care of by these vessels are 
now largely made by rail. 

“Then, too, enemy action along the American coasts has 
disrupted other water service. The necessity of shortening the 
turn-around time of ships whenever possible has caused shifts 
of remaining traffic to unaccustomed ports, with a shorter 
voyage for the ships and a longer haul for the railroads. Some 
of the traffic which formerly moved on the highways has also 
had to be taken over by the railroads.” 

These shifts in traffic, according to Mr. White, “put upon 
the railroads a heavy responsibility which they have so far 
been able to meet.” There would be even greater transportation 
demands, he predicted, “but whatever they may be, the railroads 
will endeavor to meet them as completely and as satisfactorily 
as possible.” 

Due to the fact that Director Eastman had laryngitis, his 
part in the broadcast was taken by Henry F. McCarthy, direc- 
tor of traffic movement, division of the O. D. T., and the state- 
ments attributed to Mr. Eastman were made by Mr. McCarthy. 


Eastman and Convention Travel 


Members of Director Eastman’s staff in touch with the 
matter are of the opinion that travel, deemed not essential, to 
and from fairs and conventions, has been reduced about one- 
half since the call by the director, June 19, for postponement 
“for the duration,” of all meetings, conventions, and group tours 
not closely related to the furtherance of the war effort. At 
the same time he requested that all state and county fairs be 
postponed. 

The fact that conventions are being held has given rise to 
reports that Director Eastman has ruled that travel to conven- 
tions is a permissible use of transportation. Director Eastman 
said in regard to that that he had not issued any order respect- 
ing conventions and, therefore, he could not “ease” anything 
respecting them. All he had done, he pointed out, was to call 
for the postponement of conventions not closely related to the 
furtherance of the war effort, leaving the decision as to post- 
ponement to the judgment of those having control over the 
matter. He merely called on the people, voluntarily, to impose 
restrictions on their travel. 

Noting that there was in prospect the highest passenger- 
travel peak since 1920, Director Eastman, August 29, asked the 
public to refrain from holiday travel over the week-end preced- 
ing Labor Day. He said that travel by railroad and bus had 
been growing tremendously, particularly in the east and south, 
due to the great productive activity of the country, the con- 
stantly swelling troop movements and the travel of soldiers and 
sailors on furlough or leave. In the past month, he said, sta- 
tions, trains and busses had often been overcrowded. If travel 
rose to any higher peak, he added, discomforts might be aggra- 
vated to a point where they would be more than discomforts 
and become serious. It was for that reason, he said, he felt it 
necessary to warn the public, not only about the use of public 
carriers but of the private automobile for non-essential travel. 

The War Department announced that not more than 15 
per cent of the personnel of any army command would be 
granted furloughs covering the Labor Day period. Prior to the 
granting of furloughs, commanders would determine the extent 
to which commercial transportation was available, it said. It 
added that commanders of posts, camps and stations had noti- 
fied railroad companies how many men would be furloughed, 
for how long, and what their destinations would be, by states. 
Soldiers granted furloughs for the holiday period must leave 
their stations not later than September 3 and return not earlier 
than September 9, according to the announcement. 


LESS CARLOAD TRAFFIC 
“Already showing a weekly savings of more than 65,000 
closed freight cars in less-than-carload traffic, approximately 
300 railroads were ready for the automatic step-up to a ten- 
ton 1. c. 1. weight minimum September 1,” the Office of Defense 
Transportation said. 
“The step-up on September 1, is the final weight provi- 
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sion in general order O. D. T. No. 1, which established, on 
May 1, a six-ten weight limit for this class of freight loadin, 
The order thereby gave the railroads all of May and June to 
adjust their merchandise car loadings so that on July 1, an 
eight-ton figure per car could be reached. 

“O. D. T. officials paid tribute to the manner in which the 
railroads have worked out their 1. c. 1. car operations. The 
savings in cars brought about by almost doubling the Weight 
of loads carried per car over the weights of a year ago, had 
been of material aid in meeting the demands of war freight 
movement. 

“During May and June the Class I railroads averaged 89 
tons per car of 1. c. 1, and all classes of railroads combine 
averaged 8.1 tons per car. A year ago the average merchandise 
load was about 5.3 tons per car.” 


New York Shippers’ Conference 


Members of the Shippers’ Conference of Greater New York, 
at a meeting this week, discussed the effect of O. D. T. genera] 
order No. 18 on shippers’ carloading practices. Among those 
who spoke on the subject was Ralph Luddecke, general traffic 
manager, Standard Brands, Inc., president of the National In- 
dustrial Traffic League. He said the league had exerted its 
utmost efforts to have the order so drawn as not to be unduly 
oppressive on shippers and gave it as his opinion that there 
would be lenience in the enforcement of the order for at least 
30 days after it became effective. There would be a disposition 
on the part of the railroads to be reasonable, he said, adding 
that he expected the O. D. T. to make modifications to fit the 
difficulties of particular commodities. 

The conference adopted a resolution calling on members 
who were in doubt as to the application of the order to their 
loadings to submit questions to R. H. Goebel, secretary-treas- 
urer of the conference, before September 9, and instructing the 
secretary-treasurer to gather and submit the questions to the 
O. D. T. for interpretations and answers. 

The conference also adopted a resolution calling on the 
War Production Board to allocate metals and materials needed 


by the railroads for the construction of new cars and locomo- 
tives. 


Rail Freight Car Inspection 


Terminal delay by railroad carriers at interchange points, 
especially of war freight, could be greatly reduced by a joint 
mechanical inspection plan at gateways where a delivering 
road turned over freight to a connecting line, Frank J. Swan- 
son, mechanical assistant in the O. D. T. railway transport 
division, told the Northwest Carmen’s Association at St. Paul, 
Minn., September 3. 

Mr. Swanson said that “with the manpower situation grow- 
ing more critical, time-saving practices such as this joint in- 
spection program undoubtedly will have to be extended to all 
railroads.” 

“Each railroad should now have a regular repair program 
for all its equipment,” he said. “Cars should not be cut out of 
service before they need repairs, but they should be watched, 
and when in need of heavy repairs they should be taken in 
prompty, and the program planned to the capacity of the rail- 
road’s facilities.” 

He suggested, in the case of a bad-order car, that it be 
promptly placed on the rip track and a competent carman 
assigned to make a minute inspection. This carman’s findings 
should be put on the prescribed work report and turned over 
to the foreman, and the inspection should be so thorough that 
the smallest detail was taken into consideration, he said, adding: 


After this is done, the foreman should assign a man or a crew of 
men as promptly as possible, and an accurate check should be kept 
on the progress of the repairs. Then, after final inspection shows that 
the car is ready to roll again, we are assured that the car will perform 
capably under wartime traffic use. 

We cannot stress too much the importance of this sort of repair 
program. We have observed a number of cases wherein a car, cut out 
of a train as bad-order at one terminal and hastily checked and repaired, 
shortly thereafter developed other trouble on the line with the result 
that it had to be carded bad-order before it reached its destination. 
When inspections and repairs are handled in this manner, important 
shipments are often delayed. 

Under O. D. T.’s general order No. 18, requiring a more efficient 
use of freight cars and heavier loading, shippers with few exceptions 
must load either to the full visible capacity of the car or to the marked 
load limit of the car, thus necessitating greater care in maintenance. 

With the inauguration of the solid-train movement of tank cals 
from the southwestern fields to the eastern seaboard, tank cars are 
rolling faster, piling up more mileage than ever before. 

We firmly believe that some system should at once be worked out 
by all the railroads whereby cars assigned for the loading of freight 
which must be carried long distances can be gone over thoroughly by 
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an experienced carman before being spotted on the shippers’ loading 
ks. 

OT ae have had brought to our attention a number of instances where 

critical war materials have had to be transferred on the road from one 

car to another simply because due care was not exercised in the kind 

of car that was assigned to the shipper. 

Allocations of materials for production of new equipment have been 
sufficient for only a limited number of new cars. We are not certain 
that we will receive from the plants of manufacturers those cars which 
have been promised. 

We hold hopes for a reasonable program of new car building next 
year and for the duration of the war. But if we are to get the maximum 
service out of the cars we now have, repairs must be made with 
planned regularity so that great numbers of cars will not be out of 
service for repairs at one time. 

An immediate check on the part of carmen should be made on all 
materials, and these materials should be used sparingly. New pieces 
should not be used unless it has been determined that old parts are 
unfit for further service. The utmost care should be taken to avoid 
waste, and it is gratifying to know that the carmen are at the top of 
the list in their waste-saving programs. 

In the matter of the use of the right car for the right purpose, Mr. 
Eastman recently called attention to the shortage or near-shortage of 
all cars in the open-top class. The heavier capacity flatcars are in 
great demand in industry for hauling critical war freight such as Army 
tanks, artillery and steel. They should not be used in car repair yards 
except in cases of emergency. They should be assigned to the service 
for which they are most urgently needed, and cars required in repair 
yards to transport materials should be of the second class, or cars that 
no longer can be used in interchange. 

To sum up, the carmen have an important role to play in the suc- 
cessful transport of wartime freight. They have the opportunity to aid 
vastly in the job of making one freight car do the work of two. 


0. D. T. Taxicab Order 


A general order, effective September 1, placing the entire 
taxicab industry in the United States under strict regulation 
in order to save tires, gasoline and vehicles has been issued 
by Director Eastman of the O. D. T. 

The order will govern the daily operation of at least 50,000 
vehicles, according to O. D. T. estimates. 

A taxicab is defined by the order (general order O. D. T. 
No. 20) as “any rubber tired vehicle (1) propelled or drawn 
by mechanical power; (2) having a seating capacity of less 
than ten persons; (3) used in the call and demand transporta- 
tion of passengers for compensation to or from points chosen 
or designated by the passenger; and (4) not operated on a fixed 
schedule, between fixed termini, or over scheduled routes.” 

_ On the effective date of the order, no person not now hav- 
ing authority to operate a taxicab or not now operating a taxi- 
cab in a community where no such authority is required may 
place such a vehicle in operation, and no person now operating 
a taxicab service may increase the number of vehicles operated. 

The order further provides that no person shall drive or 

operate a taxicab: 


1, For any social or recreational purpose of the driver or operator. 


2. More than forty miles or any speed above that prescribed by 
“competent public authority.’’ 


3. For the purpose of making commercial deliveries of property. 


4, More than ten miles beyond the corporate limits of the munici- 
pality in which the trip originated. 


5. For the purpose of picking up passengers by cruising. 


_6 More than twenty-five miles from the point of origin to the 
point of destination. 


. distinctly marking the vehicle to indicate that it is a 
axicab, 


The order also provides that no person shall operate a taxi- 
cab in any municipality or other governmental subdivision in 
which a group riding plan for taxicabs is lawfully in effect un- 
less such person participates in the plan wherever practicable. 

The order does not apply to: 


1. Persons carrying passengers to or from burial. 
2. The transportation of passengers to and from work “by a 


— driving an automobile between his or her home and place of 
7 r ane 


3. The transportation of passengers in connection with ‘‘emer- 
sencies arising from an accident, sickness, death, public calamity, or 
military necessity,’ provided an explanation in writing is submitted 
to the O. D. T. within forty-eight hours. 


., The order “shall be subject to any special or general per- 
mit issued by the Office of Defense Transportation to meet 
specific needs or exceptional circumstances, or to prevent undue 
public hardships.” 

All taxicab operators will be required under the order to 
ep complete daily records on their operations and to make 
such reports as may be required by the O. D. T., the order 
provides. 
th Director Eastman said a soldier’s dash back to camp at 

€ last minute before his leave expired was not a “military 


necessity” so that taxicabs could not be used for such trip if it 
exceeded ten miles from the town where the cab was hired. 
He said most of the requests for exemptions from the order 
concerned the ten-mile limitation. He said local regulatory 
bodies had shown themselves to be in full accord with the spirit 
of the order and were actively cooperating in effecting com- 
pliance. 


Oo. D. T. APPOINTMENTS 


Director Eastman, of the O. D. T., has announced the ap- 
pointment of Ernest G. Yehling, of St. Louis, Mo., as supervisor 
of rail terminals, at St. Louis, on the field staff of the division 
of railway transport. Mr. Yehling, formerly assistant super- 
intendent of the Wiggins Division, Terminal Railroad Associa- 
tion, St. Louis, has been with that railroad since 1902, and has 
held a number of supervisory positions in the operating depart- 
ment. . 

E. O. Walker, car accountant of the Fort Worth and Den- 
ver City Railway, the Wichita Valley Railway and the Burling- 
ton-Rock Island Railroad, has been appointed assistant deputy 
associate director, O. D. T. division of railway transport, at 
Dallas, Tex. He obtained leave of absence to take the position. 
It will be his duty to cooperate with the various railroads 
throughout the southwestern area, and with the army, navy 
and marine corps and their respective air forces in the efficient 
handling of their transportation problems, and to assist in co- 
ordination of rail-truck transportation. W. T. Long is deputy 
associate O. D. T. director at Dallas. 


POOLING OF TRAFFIC 


Reports that the Office of Defense Transportation is dis- 
satisfied with the pooling of traffic that has been made by 
carriers by motor vehicle and is about to order more pooling 
are without confirmation at the office of Director Eastman. He 
said he knew of no suggestion that he issue an order re- 
quiring the pooling of traffic. He has the power to order 
pooling when, in his judgment, operation of parallel lines re- 
sults in too great a use of equipment, especially tires and 
gasoline. 


Refrigerator Car Pool 


The Office of Defense Transportation announced September 
2, the inauguration of a plan for the operation of the entire 
refrigerator car ownership as a single unit for distribution 
purposes, with a view to preventing shortages of such cars. The 
O. D. T. said that the plan went into operation September 1, and 
that it was the outgrowth of a recent Chicago meeting between 
representatives of O. D. T., the refrigerator car owners, and 
the Association of American Railroads. 

Under the O. D. T. plan, said the announcement, an ex- 
ecutive committee was set up composed of representatives of 
the railroad-controlled car lines, the privately-controlled lines, 
shipper, owners, and railroad car lines. The committee named 
R. B. Hoffman, formerly superintendent of transportation of 
the Pacific Fruit Express Co., manager of its organization for 
the pooling of all refrigerator cars, said the O. D. T. 


“The pool organization will work in close cooperation with 
the car service division of the A. A. R., and will be closely su- 
pervised by O. D. T.’s division of railway transport,” it said. 


O. D. T. officials said that radical changes in the distribution 
of perishable products, including the discontinuance of coast- 
wise movements and the increasing curtailment of long-haul 
truck service, had threatened to place an increasing burden on 
the rail carriers. Continuing, the O. D. T. said: 


This condition, accentuated by the scarcity of critical materials for 
the construction of additional refrigerator cars, has made necessary 
the establishment of a refrigerator-car pooling system. 

Under the pooling plan refrigerator cars controlled by one railroad 
system where a surplus exists can be forwarded when necessary to a 
competitive line for loading. 

Through the efficient handling of the existing refrigerator car 
supply, much wasteful cross-haul movement and duplication of dis- 
tribution in the operation of competitive car companies can be avoided, 
and the increasing demands on the railroads can be more adequately 
met. 

At the present time refrigerator-car ownership is largely con- 
centrated in the hands of four or five large refrigerator-car lines, each 
owned by a group of railroads whose requirements are met by the car 
lines. There are a few smaller lines owned by private interests, in- 
cluding meat packers who operate specially designed cars. 


The members of the executive committee are C. E. Kam- 
mann, American Refrigerator Transit Co.; H. B. Spencer, Fruit 
Growers Express; K. C. Underwood, Merchants Dispatch Trans- 
it Corporation; R. B. Hoffman, Pacific Fruit Express; Cyrus L. 
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Philipp, General American-Union Refrigerator Transit Lines; 
J. B. Scott, Armour Car Lines; J. J. Mahoney, Santa Fe. 

W. C. Kendall, chairman of the A. A. R. car service di- 
vision, was named chairman ex-officio. 


Fruits and Vegetables by Truck 


A study of the movement of fruits and vegetables by truck 
in which he considered the diversion of such traffic to railroads 
has been submitted to the Office of Defense Transportation by 
J. R. Van Arnum, transportation secretary of the National 
League of Wholesale Fresh Fruit and Vegetable Distributors. 

Mr. Van Arnum said the analysis and study showed that 
207,106 equivalent carloads of local traffic consumed 22,228,298 
one-way truck miles, an average of 107.3 miles a trip, while 
72,607 equivalent carloads of long-haul truck traffic used 45,232,- 
390 truck miles, an average of 623 miles a trip. 

“When it is considered,” he said, “that much of the long- 
haul return movement is empty, with important exceptions and 
that an overwhelming proportion of long-haul trucks are 
equipped with 10 wheels, being tractor-semi-trailer types, the 
amount of tire mileage used for this 72,607 equivalent carloads 
is stupendous, 904,647,800, and if these equivalent carloads were 
converted back into actual truckloads, the total would no doubt 
exceed a billion tire-miles a year. 

“Another significant fact is shown, that is, the railroads 
hauled 126,979 actual carloads, from the same states and areas 
as the trucks hauled the local and long-haul traffic, but all ex- 
cept 10,591 carloads or a total of about 116,000 came from the 
states that originated 72,607 long-haul truck carlots. 

“Obviously, to divert the 207,106 equivalent carloads of 
short-haul truck traffic averaging 107.3 miles per trip to the 
railroads that handled only 10,591 carloads would impose an 
extremely difficult if not impossible burden on them at this 
time, particularly in the congested industrial areas, and, in the 
light of the present motive power and refrigerator car supply 
situation. While it might easily cause some additional burdens 
that would be difficult to carry, it is not entirely unreasonable 
to conclude that the railroads could absorb the 72,607 truck car- 
lots in the long-haul movement or a large part of it, although 
this might require increased train loads and, consequently, fur- 
ther reductions in schedules. Obviously, no consideration what- 
ever has been given here to the causes of the truck traffic de- 
velopment, the rates or the time in transit; no transfer of lading 
at origin or destination, or, the element of employment, invest- 
ment or ownership of trucks. Account only is taken of the po- 
tential truck and tire crisis, and in the absence of some early 
solution of the rubber problem and probably the gasoline prob- 
lem in the east and possibly other sections, the fact and not the 
theory of actual progressive truck, truck parts, rubber and fuel 
shortage must be faced.” 


PETROLEUM AND RUBBER CONTROLS 


Chairman Nelson, of the War Production Board, said this 
week the committee appointed by him to investigate the ques- 
tion of fuel oil rationing had decided there should be such 
rationing in the east and that details would be made public 
shortly. He indicated rationing may be extended to areas in 
the middle west in order to increase the number of tank cars 
in the service of hauling petroleum to the east. At his press con- 
ference September 1 President Roosevelt in response to ques- 
tions said there would have to be reductions in fuel oil con- 
sumption but that there could not be any hard and fast rule 
about them. 

Reduction of the 4-gallon a week basic ration of gasoline 
in the east was indicated as a possibility in a report of the 
committee on petroleum economics of the Petroleum Industry 
War Council. The committee said consumption would have to 
be restricted to meet supplies and forecast consumption running 
ahead of supplies. 

Fuel oil dealers in the east coast area whose tanks were 
now full would not be permitted to sell oil to householders until 
the stored supply in other sections of that area was more nearly 
adequate, said Petroleum Coordinator Ickes, in a press confer- 
ence September 3. 

Asked whether the present ban on fuel oil deliveries to 
householders in the east would be extended beyond Septem- 
ber 15, its present expiration date, Mr. Ickes said that a new 
order would be put in effect on that date and that he could not 
yet say what its provisions would be. 

With respect to published proposals that temperatures in 
homes and buildings be maintained at maxima of 65 degrees 
or 68 degrees, for conservation of fuel oil in the winter months, 
Mr. Ickes said he did not wish to engage in debate with any 
“anonymous” government officials to whom such proposals had 
been credited, but, he added, ‘we have advocated setting ther- 
mostats at 65 degrees.” 


TRAFFIC WORLD 


He said he was not familiar with the bill introduced by 
Representative (Mrs.) Rogers, of Massachusetts, for establish. 
ment of one-man controi of petroleum matters. However, he 
said, he had always supported the principle that if there ‘was 
a job to be done, it should be under the direction of one man 
rather than ‘a three-man debating society.” As to the bringing 
of petroleum matters under control of one man, he said he was 
not suggesting who the man should be. He said that he would 
be pleased to be relieved of his job as petroleum coordinator 
adding that he “bet a lot of other people would be glad, too.” 


Petroleum Transportation 


J. J. Pelley, president of the Association of American Rail- 
roads, told a congressional committee, August 31, that the 
ability of the railroads to maintain an increased movement of 
petroleum products to the eastern seaboard in the winter 
months depended on motive power rather than on the supply 
of tank cars. He said that winter weather would retard the 


rail movement of oil and that, in his opinion, the best sustained 
daily average movement by rail to the east coast in the winter [ 


probably would be 800,000 barrels. 


Mr. Pelley testified before a special House committee in- | 


vestigating fuel oil, gasoline and rubber. Representative Fitz- 


gerald, of Connecticut, chairman of the committee, presided at 


the hearing. 

After observing that there had been a “misunderstanding,” 
about a year ago, as to the ability of the railroads to transport 
petroleum and its products, and that the misunderstanding was 
“very promptly cleared up,’ Mr. Pelley said that, in the efforts 
to increase the volume of oil shipped by rail to the east coast 
states there had been the heartiest cooperation from the Office 
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of Petroleum Coordinator for War and from the Office of | 


Defense Transportation. 


“In fact,’ he said, “it’s so well organized that I don’t know | 


how to suggest any improvement.” 
Peak of 900,000 Barrels Predicted 


The oil movement to the east had been built up to a peak | 


of 830,000 barrels a day, and, with the prospect of an addi- 
tional 3,000 to 5,000 tank cars for that movement as a result 
of a recent directive by the petroleum coordinator, prohibiting 
shipment of gasoline by tank car in 20 midwestern and south- 
ern state, the volume would be increased, possibly to 900,000 
barrels a day, until unfavorable weather arrived, he said. 
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“The question of cars is not necessarily the controlling [ 


feature,” he continued. 
We now have 1,200 locomotives handling oil that a year ago 
were handling something else. That’s quite a drain on our 
motive power.” 

The drain on motive power would be increased as tank 
cars from the midwest were shifted to the eastern seaboard 
service, he added. He noted that the railroads had been unable, 
because of production limitations imposed by the War Produc- 
tion Board, to get as many new locomotives as they had hoped 
to get. In the months to come, he said, the railroads probably 
would have to handle an increased volume of war materials. 


Chairman Fitzgerald wanted to know if the railroads 


would be able to handle the 5,000 additional tank cars tha: f 


would be shifted to east coast service as a result of the recent 
O. P. C. order. Mr. Pelley said the railroads would be able to 


handle them, “certainly until bad weather starts.” He added [| mov 


that he was not sure that the number of additional cars would 
be as many as 5,000. 


Out of a total of about 150,000 tank cars in the country, 
approximately 70,000 were now in use in the movement of petro- 
leum or its products to the east coast, he observed. Everything 
that could be done toward increasing the eastern oil movement 
was being done, and the work of building up that movement 
was in competent hands, he said, referring to the O. P. C. 
and the O. D. T. 


Box Car Conversion 


To an inquiry by Chairman Fitzgerald as to what could 
be done toward increasing the oil movement by the use of cals 
other than tank cars, Mr. Pelley said the A. A. R. was looking 
into the question of transporting oil in box cars by equippins 
such cars with some sort of lining. Its investigation of this 
proposal was in a purely elementary stage, he said. Explosive 
features were being considered, he noted, and, he added, 0 
his opinion this type of car had not yet met all the require 
ments of the explosives department. He said he doubte 
whether such cars could be put in use in time to help the 
situation in the coming winter. In another year, they might 
placed in service, he added. However, he reiterated, the col 
trolling feature of the petroleum transportation situation 


“It is more likely to be locomotives. [ 
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the east would not be the supply of cars, but the supply of 
locomotives. 

“T] think we'll do well to handle the traffic that must 
move and, also, the additional tank cars,” he said. 

With respect to tank car construction, Mr. Pelley said 
some tank cars were being built. Out of the 18,000 freight cars 
that the W. P. B. allotted for construction this year, he con- 
tinued, 4,000 were tank cars, but that did not mean, he ex- 
plained, that 4,000 tank cars would be built this year. 

Witnesses for the oil industry had testified, said Mr. Pelley, 
that a move to accelerate the oil movement to the east by 
jarge trainload shipments was under way. That move had not 
succeeded “as well as any of us would like to have it,” he said. 
The A. A. R. and the interested government agencies, however, 
were working on this plan every day, and the plan was be- 
coming more effective every day, he said. 

Mr. Pelley agreed with Chairman Fitzgerald that, with 
00,000 barrels a day as the probable sustained average of 
petroleum deliveries to the east coast for the winter, it would 
be necessary to find other means of bringing oil to the eastern 
seaboard, in view of a statement by the Office of Petroleum 
Coordinator that the consumption of oil, on a rationed basis, 
in the east coast area averaged 1,200,000 barrels a day, while 
the normal consumption in that area was about 1,600,000 barrels 
a day. 

Compensatory Adjustments 


Jesse Jones, Secretary of Commerce, has announced the 
issuance by Defense Supplies Corporation of regulations under 
which compensatory adjustments will be made in connection 
with the movement of petroleum and petroleum products into 
the eastern area of the United States. 

These adjustments, Mr. Jones said, were necessary in order 
to assure movement of sufficient quantities of oil to heat homes 
in the coming winter, to keep our war plants operating at full 
capacity, and to supply enough gasoline for essential uses, con- 
tinuing, he said: 


Since submarine warfare has interfered with the normal movement 
of these materials by ocean tanker, it has become necessary to rely on 
other and more expensive methods of transportation. In order to obtain 
the most efficient use of tank cars, barges and other substitute methods 
for the movement of these products, it is necessary to purchase large 
quantities from the more expensive but nearest available source of 
supply, the midwest, instead of the Gulf coast area. Reimbursement 
to the oil companies, under these regulations, for this higher cost of 
materials and the extraordinary cost of transportation, will permit the 
sale of such products to consumers at ceiling prices. 

Payments will be made to persons, corporations, or firms who pro- 
duce, manufacture or purchase crude petroleum or compensable prod- 
ucts in Districts Two and Three, and import such materials for manu- 
facture or sale into District One, by an abnormal means of transporta- 
tion. Gasoline, kerosene, distillate fuel oils and residual fuel oils are 
defined in the regulations as ‘‘compensable products.”’ 

Applications for compensatory adjustments are to be filed at the 
office of Reconstruction Finance Corporation, 33 Liberty Street, New 
York City. Copies of the regulations will be available in both the New 
York and Washington offices of the R. F. C. 


Rail Tank Movement 


Petroleum Coordinator Ickes announced, in a press con- 
ference September 3, that the rail tank car movement of 
petroleum to the eastern seaboard states in the week ended 
August 29 averaged 823,000 barrels daily. 

_ He called attention to a recent order by his office to 
divert tank cars heretofore used in 20 midwestern and south- 
western states for transportation of gasoline to service in the 
movement of oil to the east, and added that it was expected 
that the order would increase by about 5,000 cars the total of 
68,000 tank cars now in the east coast service. Thus, he said, 
just about all the tank cars there are” would be serving the 
area of gasoline rationing. 


A reporter said the Petroleum Industry War Council’s 
committee on petroleum economics had reported that gasoline 
consumption in the Atlantic seaboard area in one week in 
August averaged 512,000 barrels daily, and that it was indi- 
cated that in the seven winter months the supply of gasoline 
In that area would not exceed 435,000 barrels daily. The re- 
porter then asked whether the Office of Petroleum Coordinator 
felt that reduction of the unit value of gasoline ration coupons 
must be effected. Mr. Ickes said he had hopes that the 
amount of oil delivered to the east coast area would be in- 
creased. He indicated that curtailment of gasoline rations 
Would not be necessary at the present time. 

Mr. Ickes said he did not yet have adequate information 
of the removal of gasoline tank cars from 
st and southwest on the gasoline supply situation in 
s. However, he said, it was obvious that the impact 
€ severe on dealers who had received their gasoline 
car shipments heretofore if they would be unable to 
hipments in the same quantities by other means of 
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transportation. In another month, he said, he probably would 
be able to report on the conditions in the states affected by the 
diversion of tank cars. The conditions in the areas affected 
would determine whether or not rationing of gasoline would 
be necessary there, as in the east. He said he foresaw a pos- 
sibility that there would be rationing in the midwest and south- 
west, but, he added, unless the situation became severe, the 
“rationing” would be effected by curtailment of deliveries to 
dealers, rather than by the use of coupon books by individual 
purchasers. 

A reporter observed that J. J. Pelley, president of the As- 
sociation of American Railroads, had testified before a House 
committee that locomotive power rather than tank car supply, 
was the bottleneck in petroleum transportation. The reporter 
asked whether, in view of that statement, it might not be futile 
to divert tank cars from other areas to the east. Mr. Ickes 
said he thought 5,000 additional tank cars could be handled in 
the east coast service by rail, but that if it should develop that 
they could not be used, they would be turned back to the 
services in which they were engaged formerly. 

Mr. Ickes cited a statement by a member of his staff that 
there had been a reduction of 15 per cent in the consumption 
of all petroleum products in the Atlantic seaboard area this 
year as compared with last year. Asked whether that de- 
crease made allowance for the ban on deliveries of fuel oil 
to householders, he said he did not suppose it did. 

With respect to what he described as “the big pipeline,” the 
line now under construction from Texas to Norris City, Ill., he 
reported that 250 miles of pipe—‘almost half of it’—had been 
manufactured for that line, but said that did not mean that 250 
miles of pipeline construction had been completed. 


GASOLINE TAX COLLECTIONS 


Gasoline tax collections for July in 27 states were 18% 
per cent less than in July last year, according to figures col- 
lected by the Public Roads Administration of the Federal Works 
Agency. 

In the gasoline rationed states, reductions ranged from 24 
per cent in New Jersey to 35% per cent in Vermont. In most 
states, said the administration, taxes on June gasoline sales 
were paid to the state in July, and that hence the figures 
largely reflected June consumption. 

“Public Roads officials feel that the collections indicate the 
effectiveness of steps being taken to conserve tires, gasoline 
and motor vehicles,” said the administration, adding: 


This conclusion is supported by a decrease of 30.7 per cent in 
vehicles counted at 205 points on rural highways in 18 states in June, 
1942, compared with June, 1941. 

There was a 35.6 per cent decline in vehicles counted at 202 points 
on rural highways in 21 states during July compared with July, 1941. 
Greatest reductions were in Virginia, 53.4 per cent; Rhode Island, 49.5 
per cent; Massachusetts, 45.8 per cent; and Connecticut, 41.6 per cent. 
All these figures refer to state highways; in Rhode Island, Massachu- 
setts and Connecticut the percentage decline on local highways was 
considerably lower. 

The decline in July traffic averaged 40.7 per cent in the rationed 
area and 28.3 per cent elsewhere. 

The largely urban traffic on 15 toll facilities in the rationed area 
declined about 32 per cent the same month, according to supplementary 
records. This and the 41 per cent decline on rural roads indicates that 
unessential driving into the country has been cut drastically. 


BUS COORDINATION ORDERS 


Special orders coordinating bus operations so that rubber 
and equipment will be conserved have been issued by Director 
Eastman, of the Office of Defense Transportation, as follows: 


Special order No. B-16, effective Sept. 15, directed Interstate 
Transit Lines to discontinue its one schedule daily between Sioux City 
and Odebolt, Ia., and directed Algona Bus Lines to reroute one of its 
two daily schedules between Sioux City and Fort Dodge, Ia., over the 
abandoned route. The saving will be 5,160 bus miles of scheduled 
service monthly. 

Special order No. B-17, effective September 3, directed the Allen- 
town & Reading Transit Co. and the Reading Transportation Co., 
which operate on substantially the same route between Allentown and 
Reading, Pa., each to withdraw one round-trip schedule daily. The 
companies also were ordered to stagger schedules, use. terminals 
jointly, and interchange tickets. The saving will be 4,200 bus miles 
of scheduled service monthly. 


JOINT-LOCAL-DELIVERY PLANS 


Four florists <t Dallas, Tex., have developed a truck con- 
servation plan una:2r which the area they serve is divided into 
four delivery districts, with each dealer assigned to a single 
district in a given day and assuming responsibility for de- 
liveries for the other three dealers, as well as his own, in that 
district on that day, according to the Office of Defense Trans- 
portation. The O. D. T. said that the Dallas florists’ plan called 
for rotation of the districts so as to equalize the mileage traveled 
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by the trucks of all four dealers. This, it observed, was one of 
seven additional joint agreements cleared by the O. D. T. and 
the Department of Justice, and brought to a total of 15 the 
number of such agreements cleared by those agencies. 

Five of the seven agreements now added to the list involved 
distribution of milk and all provided for every-other-day de- 
liveries or some modification of the every-other-day principle, 
the O. D. T. said. The other plan, it said, was submitted by the 
West Virginia Bakers Association and provided for a five-day 
delivery week for wholesale baked products. 


RATES ON OIL TO THE EAST 


The Commission has authorized the Standard Oil Co. of 
Louisiana and the Humble Pipe Line Co., to publish, on short 
notice, pipeline rates on crude petroleum from Louisiana and 
east and west Texas fields to Buffalo, N. Y. At that point the 
traffic will be available for transportation by barges on the 
New York state canal toward New Jersey and Pennsylvania 
refining points. 

A rate of 63 cents a barrel is to be established from Louisi- 
ana and east Texas points. The rate from west Texas wells is 
to be 73% cents. Both rates are to be subject to a five-cent 
gathering charge. 


TANK TRUCKS AND O. D. T. NO. 6 


A general permit exempting tank trucks from the provi- 
sions of general order O. D. T. No. 6, as amended, was issued 
September 3 by the Office of Defense Transportation. The 
effective date of the order with respect to such vehicles pre- 
viously had been postponed. Order 6, to which the permit 
applies, governs local delivery operations of common carriers. 


oO. D. T. VALVE SPRING BULLETIN 


Recommendations as to maintenance of valve springs in 
trucks, as a means of conservation of engine parts, are con- 
tained in a bulletin issued by the O. D. T. It describes the 
practice of one fleet owner, of increasing the initial spring 
pressure by placing spacers or washers of specified thickness 
in the valve assembly. Rapid decrease in spring pressure in 
the first 10,000 miles of use brings it to the degree recommended 
by the manufacturer and serves to lengthen the life of the 
spring from 30,000 to 40,000 miles. The bulletin warns the 
operator to check with the manufacturer of his truck before 
adopting the practice since some manufacturers do not recom- 
mend increasing initial valve spring pressure. Accompanying 
the bulletin is a graph showing the decrease of spring pressure 
up to 60,000 miles of driving. 


CANS FOR LUBRICATING OIL 


Supplementary order M-81-b, permitting the manufacture 
and use of terneplate cans for packing lubricating oil until 
September 30, was revoked September 2 by the director general 
for operations of the War Production Board. 

“The effect of the revocation is to prohibit further manu- 
facture or use of terneplate oil cans except for sale to govern- 
ment agencies as specified under order M-81,” said the W. P. B. 
“No restriction is placed on the sale of terneplate cans which 
had been packed with oil prior to revocation of M-81-b. As a 
result of the revocation of M-81-b oil cans made of any metal 
may no longer be manufactured for civilian use. Tinplate or 
terneplate cans are prohibited for this use by M-81, while 
blackplate oil cans are barred by order M-136. The revocation 
was ordered as a further step in the conservation of metals.” 


MOTOR VEHICLE MAINTENANCE 


A program for the maintenance of the 500,000 passenger 
cars and commercial vehicles now frozen in the hands of pro- 
ducers, dealers, distributors and other agencies has been an- 
nounced by the heads of four government departments con- 
cerned with war-time transportation problems. Chairman Nel- 
son, of the War Production Board; Secretary of Commerce 
Jones, Price Administrator Henderson and Director Eastman, of 
the O. D. T., explained the plan in a joint statement addressed 
to producers, dealers, distributors, sales agencies and finance 
companies handling automobiles and trucks. Two orders, W. 
P. B. conservation order M-216 and O. P. A. amendment No. 4 
to revised price schedule No. 85 have been issued to implement 
the program. 


HEAVY TRUCK PRODUCTION 


Authority to manufacture an aggregate of 4,000 heavy 
trucks of a gross vehicle weight of 16,000 pounds or more has 
been granted by the director general for operations of the War 
Production Board to 15 producers in order to replace vehicles 
withdawn from the civilian stockpile since June 1 by the army, 
navy and lend-lease administration. 

Trucks produced under the authorization (supplementary 
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limitation order L-1-H) must be held for rationing under gen. 
eral conservation order M-100. The authorization expires De. 
cember 31, 1942. 

Beginning September 1, producers are required to report to 
W. P. B.’s automotive branch on the first day of each month 
the number of units produced in the preceding 30 days, 
(Form PD-571). Producers are authorized to schedule produc. 
tion of these trucks as though they were rated AA-4. Under 
~ terms of the order, unit production will be distributed as 
ollows: 


Autocar Co., Ardmore, Pa., 325; Brockway Motor Co., Inc., Cort- 
land, N. Y., 80; Dart Truck Co., Kansas City, Mo., 45; Duplex Truck 
Co., Lansing, Mich., 4; Euclid Road Machinery Co., Cleveland, Ohio, 
130; Four Wheel Drive Auto Co., Clintonville, Wis., 105; Hendrickson 
Motor Truck Co., Chicago, Ill., 9; International Harvester Co., Chicago, 
Ill., 1,077; Kenworth Motor Truck Corp., Seattle, Wash., 30; Mack 
Manufacturing Corp., Long Island City, N. Y., 290; Peterbilt Motors 
Co., Oakland, Calif., 20; Reo Motors, Inc., Lansing, Mich., 40; Sterling 
Motor Truck Co., Milwaukee, Wis., 31; Walter Motor Truck (Co, 


Ridgewood, N. Y., 250; and The White Motor Co., Cleveland, Ohio, 
1,564, 


SPEED LIMIT COMPLIANCE 


The Public Roads Administration of the Federal Works 
Agency has reported that, in response to the President’s re- 
quest for the general adoptioi: of a 40-mile speed limit for motor 
vehicles, four states had changed their laws by legislative act, 
eight effected a change of law by gubernatorial proclamation 
or other means, and all except six others took some action. The 
six were Kansas, Missouri, Nebraska, South Carolina, North 
Dakota and Wyoming and they had not acted as of August 8, 
said the agency. 


BATTERIES FOR MOTOR VEHICLES 


A program for production of the minimum number of 
storage batteries necessary for replacement in passenger cars, 
trucks, busses and other vehicles in the remainder of this year 
has been announced by the director general for operations of 
the War Production Board. In the same order, battery users 
are required to turn in their old batteries for scrap when buy- 
ing a replacement. 


AUTOMOTIVE REPLACEMENT PARTS 


In an effort to aid producers who must make up their pro- 
duction schedules in advance, the director general for operations 
of the War Production Board has issued amendment No. 2 to 
limitation order L-158, providing that manufacturers of auto- 
motive replacement parts may schedule production as if orders 
received by them had a rating of AA-2X. 

“The amendment is necessary because producers of re- 
placement parts do noi sell on rated orders, and provision must 
be made so that they can make up their production schedules, 
eee" the ratings are individually assigned to them,” said the 

oard. 


BUSSES FROM AUTOS 


In order to facilitate conversion of 4-door sedan automo- 
biles into busses capable of carrying 15 or more passengers, 
the director general for operations of the War Production Board 
has amended limitation order L-101 so that automobiles con- 
verted to busses can be covered by the scheduling restrictions 
contained in that order. Continuing, the board said: 


The amendment, No. 1, gives W. P. B. jurisdiction over such con- 
verted automobiles. The effect is to bring these converted cars under 
L-101, which sets up a system of allocation to insure that all passenge!- 
carrying vehicles, such as trolley cars and commercial busses, are 
placed where they are most needed. 


FLOOD SERVICE ORDER 


On account of flood conditions, the Commissoin, by divis’on 
3, in Service Order No. 84, authorized all cars of freight thal 
would ordinarily move to and from points on the Couderspor' 
& Port Allegany Railroad via Port Allegany, Pa., which is the 
junction point between the railroad mentioned and the Pent- 
sylvania Railroad, to be routed to and from points on the 
Coudersport & Port Allegany via the Baltimore & Ohio through 
Newfield Junction, without regard to routings made by shippers 
or railroads from which the traffic was received, and without 
regard to ownership of cars. All rules, regulations and prac 
tices of carriers participating in the affected traffic were SUS 
pended, so far as they conflicted with the provisions of the 
order. Inasmuch as the situation was regarded as a carrie! 
disability, the affected traffic was to be carried at the rates 
that were applicable over the routes over which it would have 
moved under ordinary conditions. 
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Army Railroad Travel 


Troop movements the first nine months of the present war 
had been more than three times the number in the comparable 
period of the World War, the War Department announced 
September 3. Close cooperation between the nation’s railroads 
and the Transportation Corps, Services of Supply, made it pos- 
sible to accomplish these movements without serious disruption 
of civilian traffic, although many of them took place at the 
peak of a holiday season, and were accompanied by enormous 
loads of military freight, said the department, adding: 


In the nine-month period beginning December 7, 1941, troop move- 
ments by rail totaled approximately 6,500,000, as opposed to 1,916,417 
for the first nine months of the last war. In June of 1942, the Trans- 
portation Corps moved almost a million soldiers by rail, as opposed to 
308,000 in June, 1917. 

The rapid development of the 1941 cmergency movements was 
achieved with less rolling stock than was available during a like period 
in 1917. At the time of 1917 mobilization, a nationwide inventory 
showed 2,596,252 locomotives, coaches, freight, passenger, and baggage 
cars in the service of the railways, whereas at the start of hostilities 
in 1941, less than 2,000,000 cars and locomotives were at the disposal 
of the army. 

The present expeditious movement of troops may be accounted 
for by several factors, perhaps the most important of which was de- 
tailed advance planning by the Transportation Corps. Mechanical ele- 
ments contributing to the success of the operations included more 
effective motive power permitting longer trains, decrease in turn- 
around time, better coordination between the army and the railroads, 
and increased speed of trains. In 1917, the average speed of special 
troop trains was 19.6 miles per hour, compared with an average speed 
today of 30 miles per hour. 

Up to now the army has employed more than the total number 
of Pullman and tourist cars used during the entire last war. The 
traveling comfort of the U. S. soldier is given every possible con- 
sideration. The great increase in the use of sleeper cars offsets a 
75 per cent decrease in the over-all use of coaches. Except in unusual 
circumstances, the War Department provides sleeper-car accommoda- 
tions for its troops when the movements take place during an entire 
night’s journey. To date, no movement of troops as a unit has taken 
place in box cars or freight equipment. 

The American soldier was moved an average of three times be- 
tween induction and embarkation for overseas in 1917-18. Today, he 
averages six moves before he leaves the country, reflecting the more 
intensive training program now employed. 

Present-day transportation problems have been complicated by the 
great increase in military freight traffic, the result in part of large- 
scale mechanization of the Army. The freight-carrying requirements 
of the army during the past nine months have been twice those of the 
entire last war. 

The present organization of the Transportation Corps has kept 
abreast of the vast changes in traffic control and has been able to 
avert congestions and delays. The Passenger Branch of the Corps re- 
sponsible for the movement of all troops and their baggage is charged 
with the movement of soldiers who travel monthly in excess of 
700,000,000 passenger miles. 


C. 8S. D. Personal Changes 


W. C. Kendall, chairman of the car service division, Asso- 
ciation of American Railroads, has announced a number of 
changes in his staff, effective September 1. 

L. M. Betts, manager of the closed car section, has been 
appointed manager of the re-created railroad relations section, 
the activities of which were consolidated with those of the 
chairman a number of years ago. Mr. Betts has been with the 
car service division for 22 years. His first railroad connection 
was with the Belt Railroad in Chicago. He was with the fed- 
eral railroad administration in the first world war. The rail- 
road relations section will handle matters subject to the juris- 
diction of the chairman but not assigned to specific sections of 
the car service division. 

R. E. Clark, assistant to the chairman, has been appointed 
manager of the closed car section to succeed Mr. Betts. Mr. 
Clark has been with the car service division since 1923. He 
was formerly district manager at Seattle, Wash., and later 
served in a similar capacity in St. Louis. He was transferred 
to Washington in 1941 to be assistant to the chairman. 

C. R. Megee, assistant manager of the open top section. 
has been appointed manager of that section. He will succeed 
W. J. McGarry, whose duties as manager of the Ore and Coal 
Exchange at Cleveland, require an increasing amount of time. 

r. McGarry will continue with the car service division in an 
advisory capacity, on open top equipment in its relation to 
the Ore and Coal Exchange. Mr. Megee has been connected 
with the division for 20 years and was formerly district man- 
ager at Pittsburgh, Pa., and Detroit, Mich. 

Because of increased responsibilities in connection with 
the duties of district manager at Chicago, W. D. Beck here- 
after will devote his entire time to that office. 

R. B. Hoffman, former superintendent of transportation 
of Pacific Fruit Express, has been appointed manager of the 
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refrigerator car section, with headquarters at 59 East Van 
Buren Street, Chicago. 

E. W. Coughlin, who has been connected with the division 
since 1919 and has been secretary of the division since 1938, 
has been appointed assistant to the chairman. The position of 
secretary of the division has been abolished. 

A. F. Swinburne, who has been connected with the car 
service division in various capacities for 20 years, has been 
appointed assistant to the chairman. 


Army to Use Warehouses 


The War Department has announced that public ware- 
houses in fifteen of the nation’s leading cities will be used for 
the storage of army food, clothing and equipment. In a state- 
ment it said: 


The plan is expected to effect large savings in transportation 
costs, reduce coast-to-coast shipping of military supplies to the mini- 
mum and relieve pressure on ports of embarkation. 

First stage in the plan, which was developed by the Quartermaster 
Corps, Services of Supply, already is underway in Kansas City, with 
the rental by the army of 100,000 square feet of storage facilities at 
a cost of $25,000. Within the near future the Quartermaster Corps 
will rent at least one million square feet from big city warehouses 
at an estimated cost of over a quarter of million dollars. 

A standard arrangment has been worked out between the army 
and the various city warehouse associations. In general, the associa- 
tions agree to hold out a portion of their total space facilities and 
to permit the Quartermaster Corps to utilize one-third of this space 
on 24 hours’ notice. The second one-third is to be available on 15 
days’ notice, and the final one-third on 30 days’ notice. 

Under the plan no individual warehouse operator will be forced to 
hold out space he otherwise could use to advantage, nor will the army 
have to pay for space until it actually uses it. 


CONSERVING OPEN TOP CARS 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, advising coal loading roads that 
steps should be taken further to conserve the use of open top 
cars because of the increasing demand for such cars, has di- 
rected that a 75 per cent rule covering the placement of cars 
for coal loading be made effective September 12, in lieu of the 
present 100 per cent rule. Said he: 


Under this rule, no open top cars shall be placed at mines when 
the number of ‘‘no-bill’’ open top cars the mine is holding is equal 
to or in excess of 75 per cent of the daily rated capacity of the mine. 
It should be definitely understood that this is in no way intended to 
permit increased holding of ‘‘no-bills’’ in those cases where mines may 
already be restricted to a lesser number of such holdings than per- 
mitted under the 75 per cent rule. 

Considering the responsibility imposed upon all railroads to handle 
the transportation of all materials related to the war production pro- 
gram, it is believed that the coal industry will recognize a mutual 
interest in obtaining maximum transportation efficiency, and the neces- 
sity which requires the promulgation of this order. 


TRUCKING TO PORT OF NEW YORK 


Because of complaints of delays, rules intended to speed 
the deliveries of truck shipments to the port of embarkation 
and to obviate waiting time now experienced by many truck- 
men, have been made public in New York by W. L. Thorn- 
ton, Jr., traffic manager of the Port of New York Authority 
and chairman of the Truck-Pier Coordinating Committee. 

In view of the fact that opening of New York piers is 
determined by loading requirements of vessels in port, there 
are no regular hours when the piers are open. However, it is 
stated, arrangements can be made to deliver freight to the 
assembly warehouse at any time, to be moved to the piers by 
port employes. Procedure has been adopted for delivery of 
shipments to the port of embarkation, including piers 1, 2, 3, 
and 4, Brooklyn, or for assembling at the port for subsequent 
forwarding. 

Truckmen were urged to arrange for the consolidation of all 
less-than-carload shipments at some interior terminal and thus 
enable delivery to the port in truckload quantities. Special 
arrangements for less-than-truckload shipments to the port 
will be made in the near future, it is stated. 


CONTROL OF EXPORTS AND IMPORTS 


The Board of Economic Warfare, Office of Exports, here- 
after will issue individual export licenses for periods longer 
than six months in order to grant relief in certain cases to 
manufacturers and exporters, the board says in a statement. 
continuing as follows: 


This action was taken in recognition of the fact that the manu- 
facture of certain articles built to order requires more time than the 
six months for which such licenses formerly have been valid. When- 
ever additional time is required for completion of manufacture, ex- 
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porters are requested, upon applying for licenses, to advise the Office 
of Exports as to the minimum time needed. 

As a further aid to exporters and manufacturers, the Office of Ex- 
ports has devised a method by which exporters may be assisted in 
obtaining small quantities of scarce commodities which are under 
allocation for shipment to Central and South American Republics. This 
system applies to shipments of articles and materials on general license 
schedules, the value of which does not exceed $25. Under the new 
method, if an exporter experiences difficulty in obtaining material 
needed for shipment under existing priority ratings and wishes to obtain 
it under the provisions of order M-148, he may do so by filing an ap- 
plication for an individual export license on form BEW-119. This in- 
dividual license, when issued, will haxe affixed thereto an allocation 
stamp specifying a date for the delivery of the material by the supplier. 
The stamp will represent a mandatory order to the supplier to furnish 
the material specified on the approved individual license. 


The Office of Exports has issued current controls bulletins 
Nos. 43 and 44. No. 43 deals with regulations covering applica- 
tions for freight space for shipments of 2,240 pounds or over to 
the other American republics, such regulations having been 
amended to simplify the procedure in the case of consolidated 
shipments. No. 44 covers rubber allocations; coal tar colors, 
dyes, stains and color lakes; original issuance of licenses for 
periods exceeding six months; shipments valued at $25 or less 
—general exports order M-148; medicinals and pharmaceuticals 
—general license provisions amended, and changes in general 
license. 


BOOKLET FOR RAIL PICK-UP TRUCKERS 

The freight claim division of the Association of American 
Railroads is distributing among railroad freight pick-up and de- 
livery truckmen a pamphlet containing suggestions and instruc- 
tions in the handling of freight and shipping documents. It was 
prepared by the division’s committee on prevention of loss and 
damage. An introductory page stresses the important part the 
trucker plays in the building of good will among shippers and 
urges him to keep abreast of current transportation procedures 
so that he may give “friendly and helpful advice” to “many 
small infrequent shippers.” 


LOCOMOTIVES FOR 1943 


The requirements branch of the War Production Board 
has informally ruled that railroad locomotive builders may 
look forward to building 50 steam and 45 Diesel locomotives 
in the first quarter of 1943, according to information obtained 
at the board. This program represents a substantial reduction 
from what was requested of the branch, it is understood. 


ORE SHIPMENTS 


Two-thirds of the iron ore needed by American steel mills 
this year for tanks, guns and ships had been checked off as 
delivered, according to a report received by the War Pro- 
duction Board this week. 

Ore docks at the head of the lakes through August 31, it 
was stated, found that 60,272,470 tons of ore had been shipped 
from six American ports. Up to September 1, 1941, shipments 
totaled 51,418,067 tons. 

The season’s goal had been set at 90,000,000 tons, 10,000,000 
tons above the production last year, it was stated. Shipments 
in August totaled 13,176,906 tons. 


ARMY QUARTERMASTER TRANSPORTATION 


Lieutenant Colonel J. J. Madigan, chief in charge of the 
transportation division of the Army’s Chicago quartermaster 
depot, will be one of the speakers at a dinner meeting at the 
Hotel Sherman, Chicago, September 14. At the meeting, spon- 
sored by the Chicago Association of Manufacturers’ Repre- 
sentatives, members of the Army’s quartermaster staff will 
present information as to procurement, storage and transporta- 
tion of army supplies in the Chicago area. Lieutenant Colonel 
Madigan will tell of the parts played by the railroads, trucks, 
ships, and airplanes in war transportation, of the limitations 
of each and of what the army expects from each. Before the 
meeting there will be an exhibit of goods purchased and han- 
dled by the quartermaster corps at which officers in charge will 
be prepared to answer questions. 


I. C. EMPLOYES AND THE WAR 


The Illinois Central System has set up an employes’ war 
production drive general suggestion committee in an effort to 
increase the general effectiveness of the railroad. According to 
J. L. Beven, president of the system, the committee is an out- 
growth of the Illinois Central employe suggestion system, 
which has been in operation for some years, and the railroad’s 
recent successful war bond sales campaign. The committee, at 
its first meeting, received a telegram of congratulation and en- 
couragement from Donald M. Nelson, chairman of the War 
Production Board. 
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The general committee is composed of the following gen. 
eral chairmen of eight brotherhoods and eight management 
representatives: 


C. L. Bromley, signalmen; G. E. Chance,. telegraphers; Daniel 
Thomas Cruse, electrical workers; T. S. Jackson, trainmen; Paul T, 
Mayes, machinists; Frank E. McCarthy, clerks; Frank L. Noakes, 
maintenance of way employes; Charles Pearce, locomotive engineers, 

George M. Crowson, assistant to the president; John W. Freels, 
general attorney; G. E. Lyman, assistant to the vice-president, pur- 
chases and stores; S. F. Lynch, superintendent of transportation; 
F. E. Martin, general auditor; W. G. Nusz, assistant engineer; Lee 
Robinson, superintendent of equipment; O. J. Williford, Jr., assistant 
manager of foreign freight traffic. 


H. C. Marmaduke is manager of the suggestion system and 
secretary of the committee. 

The Illinois Central is calling back to service retired em- 
ployes whose physical condition will permit them to work at 
selected occupations, to replace men entering military service. 
The returning employes include women, some of them telegraph 
operators, who have married or gone into other occupations. 
Among the men, a number are returning because of changes in 
small business caused by the war. 


OHIO VALLEY BOARD MEETING 

The fall meeting of the Ohio Valley Transportation Ad- 
visory Board will be held at the Hotel Lincoln, Indianapolis, 
Ind., September 10. G. H. Shafer, general traffic manager, 
Weyerhaeuser Timber Company, St. Paul, Minn., vice-presi- 
dent of the National Association of Shippers’ Advisory Boards, 
will be the speaker at a luncheon session. John W. Peters, 
traffic manager, Delco-Remy division, General Motors Corpo- 
ration, Anderson, Ind., general chairman of the board, will pre- 
side at the business session, at which there will be reports from 
commodity carloading committees and representatives of rail- 
roads. Robert L. Ramsey, traffic manager, Inland Container 
Corporation, Indianapolis, is chairman of the local committee 
on arrangements. 

Arthur F. McSweeney, superintendent of freight trans- 
portation, Pennsylvania Railroad, will report as the chairman 
of the railroad contact committee. Joe Marshall, special repre- 


‘sentative, freight claim division, Association of American Rail- 


roads, will speak on freight loss and damage prevention. 


EXPLOSIVES IN FULL TRAILERS 


By an order in No. 3666, In the Matter of Regulations for 
Transportation of Explosives and Other Dangerous Articles, 
the Commission, division 3, has amended its regulations apply- 
ing to shipments made by way of common or contract carriers 
by public highway, to permit loading and transporting of mili- 
tary or naval explosives in motor combination units of truck 
and full trailer, in addition to the types of vehicles in which 
such commodities may now be transported, when said trans- 
portation is performed to, from, or on behalf of the United 
States government or the United Nations. The amendment 
was made, said the Commission, because of the present emer- 
gency. 

The Pacific Inland Tariff Bureau, Inc., and American 
Trucking Associations, Inc., had asked for the amendment (see 
Traffic World, August 29, p. 492). The Commission said the 
applications were supported by requests received from the 
armed services that the regulations be revised as requested. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train serv- 
ice of Class I steam railways, including switching and terminal 
companies, was $31,793,752 for June as compared with $25,- 
873,028 for June last year. For the six months ended with June 
the cost was $196,228,030 as against $153,373,302 for the like 
period last year. 


LABOR DAY NO HOLIDAY AT I. C. C. 


Labor Day, September 7, will be considered a normal 
working day and the offices of the Commission will remain 
open for business as usual on that day, according to a direc- 
tive issued by the Commission. Information for the press and 
public will be released at the usual hours. 


PACKAGING OR SHIPPING MATERIAL 


No material of any nature that is to be used for packaging 
or shipping purposes may be ordered with a preference rating 
assigned under the terms of the repair, maintenance and oper- 
ating supplies order, P-100, according to amendment No. 3 to 
that order, issued by the director general for operations of the 
War Production Board. Previously, this prohibition applied 
only to non-ferrous materials. 
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Questions and Answers 


our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 
not desire to take the place of the traffic man but to hel: in 


proper for this column, the 
department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or 
questions from nonsubsecribers. 
Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washington, D. O. 


Rates—Ex Parte 148 Increases 


Michigan.—Question: Will you please give us your opinion 
regarding the following: 

Would the fifth class rate between two points in Central 
Freight Association territory be 35 per cent of the first class 
rate in effect today, or would the fifth class rate be 106 per 
cent of the fifth class rate in effect March 17, 1942? 

In the Traffic Bulletin of March 3rd, you have a copy of 
Ex Parte No. 148 and under the general heading Traffic in 
General, under class or column rate the paragraph reads as 
follows: “If increased rates are authorized, it is proposed, after 
they have become effective, to revise class or column rates, 
which are now related to the first class rate by percentages, 
to reflect the present percentages of the increased first class 
rates.” 

It seems to be the opinion of the rail carriers rate depart- 
ments in this territory, that the proper way to get the fifth 
class rate would be to take the old first class rate and add 6 
per cent to it. This is not according to the instructions in the 
part paragraph which is copied in this letter. 


Answer: The quotation in the third paragraph of your let- 
ter is from Appendix 1 of the Commission report in Ex Parte 
No. 148, Increased Railway Rates, Fares and Charges, 1942, 
248 I. C. C. 545. Appendix 1 sets forth the increases proposed 
by the carriers, while Appendix 2 sets forth the increases per- 
mitted under the findings of the Commission in this case. These 
increases have been incorporated in the Tariff of Increased 
Rates and Charges, No. X-148, Agent B. T. Jones’ I. C. C. No. 
3659, to which reference is made in class tariffs. Necessarily, 
the provisions of the Tariff of Increased Rates, considered in 
connection with the cross reference thereto in the class rate 
tariff determine the application of the increase. 


Apparently, the proposal to which you refer relates to a 
readjustment of class and column rates so as to prevent a dis- 
turbance of the percentage relationship between the classes. 


Limitation of Actions—Motor Carriers—Overcharges 


South Dakota.—Question: We have recently been pre- 
sented with some overcharge claims dating back to and includ- 
ing the year 1938. These involve motor carrier rates. Can you 
inform me if there is any interstate statute of limitations on 
motor carrier overcharge claims? 


Answer: There is no federal statute of limitations appli- 
cable to actions against a motor carrier for the recovery of 
overcharges. The statutes of limitations of the several states 
govern such actions. 

In the absence of a federal statute of limitations a con- 
tractual provision is valid, if the limitation period is not unrea- 
sonably short. 


Reconsignment—Failure of Carrier to Reconsign Before Ship- 
ment Gets Out of Route 


Maryland.—Question: On the 17th a shipment was made 
from point A to point B, routed via carriers D and E, and 
Junction point between the carriers involved was X. On the 
same day the shipment was shipped, it being an open shipment, 
the consignee issued reconsigning instructions to carrier E for 
the shipment to be reconsigned to point C. The junction for 
Point C was Y. Carrier E waited until the shipment arrived at 
Junction X on the 22nd before making the reconsignment and 
the shipment was therefore out of route for point C and a com- 
bination rate was assessed. 

We wish you would please advise if there are any Inter- 
state Commerce Commission decisions parallel to this case, as 
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we feel the carrier was negligent in waiting this length of time 
until it arrived at junction point X instead of attempting to 
make diversion with the connecting lines. 

Answer: In our opinion, carrier E is liable for the differ- 
ence between the charges assessed, on the one hand, and the 
charges based on the through rate plus reconsigning charge. 

Nearly all reconsigning tariff now provide that shipments 
may be reconsigned at the through rate from origin to destina- 
tion provided the reconsigning instructions are placed with the 
carrier in time to permit of the change in destination before 
shipment gets beyond the division or junction point where a 
change in direction is involved. The Uniform Reconsigning 
Rules contain a rule reading thus: 


If request is made for the diversion or reconsignment of freight 
in carloads, these lines will make diligent effort to locate the ship- 
ment and effect diversion or reconsignment, but will not be responsible 
for failure to effect the diversion or reconsignment desired unless 
such failure is due to negligence of their employes. 


In Newsome Feed and Grain Co. vs. C. C. C. & St. L. R. R., 
104 I. C. C. 269, and Beaumont Export and Import Co. vs. 
L. W. R. R., 151 I. C. C. 215, it was found that the employes 
of the roads with whom reconsigning instructions were placed 
did not handle them properly, so that the cars were not recon- 
signed by the carrier until after they had passed the proper 
junction point, although the facts showed the carrier in each 
case had ample time in which to effect the change in destination 
before the shipments passed beyond the direct route junction. 
The Commission held the carrier liable in both instances for the 
difference between the charges actually assessed, and the 
charges that would have been assessed had the cars been 
diverted before they got out of line. 

If in the instant case carrier E by acting diligently could 
have intercepted the car before it passed junction Y it was its 
duty to have done so and it was negligent in permitting the 
car to proceed to any point beyond Y before changing the desti- 
nation. For such negligence the Commission would hold it liable 
for the difference in charges assessed and those which would 
have been applicable had the shipment been properly recon- 
signed. 

Tariff Interpretation 


California.—Question: Referring to Item 3260 naming rate 
on clay pipe to Tucson of 41c; also Item 960, naming arbitraries 
to be added to rates named to arrive at rates to unnamed 
points; also Item 720, application of rates in Interstate Freight 
+ 2 Local and Joint Freight Tariff 1-B, 
5 cc. oe 

We shipped several cars of sewer pipe from Los Angeles 
to the Tucson Municipal Airport, 3 miles beyond Tucson, also 
several cars to Ryan’s School Airport, about 31 miles beyond 
Tucson. 

The truck lines making the delivery have presented us with 
bills based on rate of 65c to the Municipal Airport, which is the 
rate to Nogales, and 70c to Ryan’s Field, which is the Fifth 
Class to Robles’ Ranch. We claim that the proper rate is the 
rate to Tucson, plus the arbitraries shown in Item 960 of 2c 
over the Tucson rate to the Municipal Airport, and 8c over the 
Tucson rate to the Ryan School Airport. We contend that Item 
720 provides for the application of the rate in effect to the 
point beyond, only to points as shown in the geographical ar- 
rangement of points, etc., referred to, and therefore, the rates 
to the points beyond cannot be applied to these unnamed points. 

While Item 960 is headed: “Pickup or delivery at ‘off- 
route’ points” the term “off-route” is not defined in the tariff, 
and paragraph ‘“‘C” of the item makes the meaning of off-route 
uncertain. We also understand that the point at which the 
pipe was actually delivered is off the main highway, and 
therefore can be properly considered an off-route point. 

It is our understanding that in construing doubtful or am- 
biguous tariffs the Commission has always resolved the doubt 
against the carriers publishing the tariffs, and, as the rate the 
truck lines are trying to collect is obviously unreasonable in 
view of the 41c rate to Tucson, and the arbitraries in Item 960, 
we are averse to paying their bill, owing to the fact that the 
Interstate Commerce Commission is without authority to grant 
reparation. 

Will you kindly review the matter and give us your opinion 
as to the lawful rate now in effect? 


Answer: Item 720 of Interstate Freight Carriers Confer- 
ence Tariff No. 1-B, Agent T. A: Loretz MF-I. C. C. No. 91, 
reads in part as follows: 


Except as otherwise provided in connection with individual rates, 
rates named herein apply from and/or to points directly interme- 
diate as shown in ‘‘geographical arrangement of points served and 
highway routes via which rates apply’’ (subject to Note). 


As worded, the above provision is, in our opinion, mean- 
ingless. Presumably, it is intended to state that rates to points 
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shown in the “Geographical Arrangement of Points and High- 
way Routes over which Rates Named in this Tariff Apply” on 
page 51 and succeeding pages, will apply at points intermediate 
to points shown in this list of points. 

As Item 720 does not provide a rate to the destination in- 
volved in your inquiry, it is our opinion that a rate arrived 
at under the provisions of Item 960 is applicable. 

Under Item 960 mileage is to be figured in accordance with 
the provisions of Item 950, which also provides a basis for rates. 
Paragraph (a) of this item provides: 


If the point of origin or destination, or both, are not provided in 
this tariff with a rate (either a class or commodity rate) and are not 
intermediate points as provided for in Item 720, class or commodity 
rates from (or to) such points will be made by adding the rates 
shown below to the rate or charge applicable from (or to) the nearest 
point (via the shortest practicable route) at which a rate is provided 
in this tariff. Mileage to be used shall be computed in accordance 
with Item 950. 


Effective July 13, 1942, Item 716 provides a basis of 8 cents 
per 100 pounds over the rates to Tucson, Ariz., Item 716 stat- 


ing that Ryan Field, Ariz., is approximately 13 miles west of 
Tucson, Ariz. 


Notice of Claim—What Constitutes 


Missouri.—Question: We would appreciate it very much if 
you would give us your opinion on the following subject: 

April 1, 1941, we received from a connecting carrier two 
shipments of rayon piece goods, both of which were noted dam- 
aged when turned over to us. Damage notations were incorpo- 
rated in our bills and delivery was effected to the consignee 
with the same exceptions being noted. 

April 7, 1941, a detailed inspection was made by our com- 
pany and it was found that in the two shipments there were 
18 yards of cloth damaged. The damaged material was returned 
for salvage to the originating carrier in accordance with a re- 
quest made by them and delivery was effected to them May 
7, 1941. 

Nothing more developed until June 15, 1942, when the con- 
signee filed two claims with our company for the damage in- 
volved. We, in turn, forwarded the files to the originating 
carrier for investigation and authority for payment. 

Both claims were returned to us declined with the explana- 
tion that they were outlawed. This carrier, however, admits 
all of the above facts and says that if we could find some legal 
means for them to pay these claims, they would be glad to con- 
sider the losses further. 


In view of the fact that damage notations were incorpo- 
rated in our bills and that inspection reports were issued fol- 
lowing delivery and also because the salvage was accepted by 
the originating carrier and disposed of by them, would it be 
in order to honor these claims even though formal claims were 
not presented within the time limit as outlined in the contract 
terms and conditions of the bill of lading? 


Answer: It is very generally held that the filing of a claim 
as required by the bill of lading is a condition precedent to 
recovery. See Watts vs. Southern Ry. Co., 138 S. E. 290 (Cer- 
tiorari denied, 48 S. Ct. 764); Wholesale Coal Co. vs. C. & O. 
Ry. Co., 114 S. E. 715; Farmers’ Grain & Supply Co. vs. A. T. & 
S. F. Ry. Co., 242 Pac. 151; American Ry. Express Co. vs. The 
Fashion Shop, 10 Fed. 2d 909. 


In The West Arrow, 80 Fed. 2d 853, it is held that a car- 
rier’s knowledge of damage to goods will not excuse the failure 
of the owners of cargo to file notice of claim and claim for loss 
in accordance with the requirement of the bill of lading. See, 
also, Douglas Shoe Co. vs. Pere Marquette Ry. Co., 217 N. W. 12. 

It appears that an inspection was made and damage nota- 
tion made, followed by a return of the damaged goods to the 
initial carrier, but it is not apparent that the consignee, while 
aware of the injury to the goods, filed a written claim, as re- 
quired by the provisions of Section 2(b) of the Uniform Bill 
of Lading Contract Terms and Conditions, which is a condition 
precedent to a recovery for the injury sustained by the con- 
signee. 

Sales 


Mississippi.—Question: One of my clients located in Georgia 
placed an order with a firm in Pennsylvania, and the goods 
were shipped via all-rail, although lower charges would have 
resulted had the shipment moved rail and water. When ap- 
proached for reimbursement because of misrouting, the attorney 
for the shipper denies that the goods were misrouted and con- 
tends that the orders were accepted at the office of the shipper 
in Pennsylvania, and were strictly Pennsylvania contracts, so 
that, under the laws of that state, in the absence of express 
shipping instructions, delivery to any common carrier was all 
that was required of the shipper. 


I would appreciate an opinion from you as to the correct- 
ness of this statement. 


TRAFFIC WORLD 


Answer: Where no particular route or carrier is specified 
in the contract, the seller may ship the goods by the ordinary 
means and usual routes of carriage. Phoenix Lock Works ys, 
Capelle Hardware Co. (Del.), 32 Atl. 79. 


In the case above referred to it was held that where the 
seller and buyer did not reside in the same place, and the 
goods bought are, by contract between the parties, to be for- 
warded to the latter to complete the sale, it is the duty of the 
former to send them in a reasonable time, and by some one of 
the ordinary means of transportation (if there be more than 
one), that will be convenient to the buyer and not more ex- 
pensive than others of like effect, in the absence of an agree- 
ment or order by the buyer that they shall be sent forward by 
any particular means. 


Ordinarily, the seller must in delivering the goods to the 
carrier exercise due care and diligence to provide the buyer 
a remedy over against the carrier in case of their loss or de- 
struction. Miller vs. Harvey, 116 N. E. 781. 


It is the duty of the seller to take usual and reasonable 
precautions to secure the safe delivery of the goods, and he 
will be liable for the failure to insure, if he is instructed so 
to do, but he is not liable for the failure to insure the goods 
in the absence of instructions. Bartlett vs. Jewett, 98 Ind. 206; 
Hanan vs. Bowles, 25 La. Am. 453. 


We can locate no cases specifically in point, but it would 
appear that if the rail-and-water rates include insurance, it is 
the duty of the seller to ship by the cheaper route. If, how- 
ever, the rail-and-water rates do not include insurance and the 
seller had not been instructed to insure the goods there appears 
to be no duty on the part of the seller to ship the goods by the 
rail-and-water route, in view of his obligation to exercise due 
care and diligence to provide the buyer a remedy over against 
the carrier in case of their loss or destruction. 


While it is possible that there are decisions of the Penn- 
sylvania courts which deal with this question, we are unable 
to locate such cases. In the absence thereof our opinion of the 
rights of the buyer is as stated above. 


Registration of Former Seamen 


Admiral Land, War Shipping Administrator, has announced 
a national registration of former merchant marine seamen and 
ships’ officers to begin September 8. The registration is to de- 
termine how many men with previous sea experience are avail- 
able for sea duty. 


Registrations will be accepted at all United States Employ- 
ment Service offices in principal cities and towns. If an ex- 
officer or seaman cannot register in person, he may write to the 
United States Employment Service in his community for a 
registration blank. The registration period will continue through 
September 18. 


Admiral Land explained that, due to the steady increase 
in the size of the American merchant marine, there lay ahead 
the necessity to employ as many experienced seamen as possible 
to help man the ships carrying vital war supplies. Over 100,000 
seamen and officers would be needed to sail the 2,300 new ships 
that will be built by the end of next year, said he, adding: 


There is no compulsion in this registration. All that we ask of 
these men is that they let their country know who they are, where they 
are, and if they are willing to return to the sea. They will be called 
only as the need for their particular skill becomes acute. 

We are going to need masters, mates, engineers, radio operators, 
cooks and bakers and able-bodied seamen. America is well aware of the 
vital function of delivering our planes, tanks, guns and other war sup- 
plies to the many fighting fronts. 

Our shipbuilding program is breaking records. The ships are being 
delivered—we need men to man them, particularly men with the ‘‘know 
how’’ of operating ocean-going vessels. 

Throughout the past years many of these men have settled down to 
shore jobs. A good many are probably now in war industries. The 
need for the skill of these men is recognized and we are asking them 
to register so that they may be called upon to serve their country 
where they are needed most. 


Admiral Land said that living and working conditions in 
the American merchant marine were at their highest level. He 
said that wages and other financial benefits were the highest 
ever known for the industry. A widespread program under 
United Seamen’s Service had been launched to provide housing, 
medical care, information and recreation facilities for American 
seamen. New safety devices had been installed aboard our 
ships and protection against enemy action constantly increased, 
said he. 


“The wartime American merchant marine is an outfit for 
which any man can be proud to work,” he said. 
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Shipbuilding Progress 


“American shipyards continued to turn out completed mer- 
chant ships at a rate of better than two a day during the month 
of August,” the Maritime Commission said September 2. 

“A total of sixty-eight new cargo carriers and large tankers 
were put into service and joined the victory fleet, carrying sup- 
plies to every fighting front and vital raw materials to this 
country’s war industries. The August deliveries represent 
753,600 deadweight tons. ; 

“Included in the total were 57 liberty ships, 4 large tankers, 
| 3.C-2 vessels of the commission’s standard design, 2 cargo ships 
» for the British, 1 large combination passenger-cargo ship and 
} 1 large Great Lakes ore carrier.” _ 

Continuing, the commission said: 


West coast yards regained the honor of being the most productive 
» py delivering 31 ships; Atlantic coast yards, which led the nation 
last month, had 24; and Gulf coast yards turned out 12 ships. Cali- 
fornia Shipbuilding Corporation, Wilmington, Calif., delivering 11 
» ships, was the largest single producer for the month and completed 
S its original contracts for 55 liberty ships almost seven months ahead 
/ of schedule. It is now engaged on another contract for 109 ships. 
5 The month also witnessed another substantial reduction in the 
» building time of liberty ships. The average time for the August de- 
» liveries by all shipyards constructing this type of ship was 83.3 days 
' from keel laying to delivery. This is the lowest mark yet attained 
» and it is an improvement cver the July average of 108.4 days. Ever 
since January, when the average time for liberty ships completed in 
' that month was 241.3 days, shipbuilders have speeded up their con- 
struction methods so that they have now reduced the average time 

» by almost two-thirds. 
Oregon Shipbuilding Corporation, which holds the record for speedy 
» ship construction, dclivered nine vessels in August with an average 
> of 50.2 days per ship from keel laying to delivery; California Ship- 
© building Corporation averaged 61.3 days for its eleven ships; and 
» Bethlehem-Fairfield Shipyard, Inc., averaged 61.7 for its nine ships. 
Although there were three less ships delivered in August than 
) in July, a condition resulting both from shortages of bar structural 
steel that developed in May and June, and the conversion of some 
' Maritime Commission facilities for naval construction, this increased 
' rate of construction gives every indication that the Maritime Com- 


» mission’s goal of three completed ships a day will be reached in Sep- 
» tember. 


W. S. A. RATE ORDERS 


; The War Shipping Administration has issued its rate order 
No. 96, covering rate and surcharges, coal in bulk, from 
» U. S. Atlantic and Gulf ports to the east coast of South 
» America. 
i FOREIGN SHIP RATES ASSAILED 

Harry Remis, doing business as H. Remis & Company, of 
Peabody, Mass., engaged principally in the purchase and sale 
of raw materials used in the manufacture of glue and gelatin, 
has filed a complaint with the Maritime Commission, docket 
_ No. 619, against Moore McCormack Lines, Inc., Lamport & Holt 
' Line, Lt., and Thor Eckert & Co., attacking as unjust and un- 
_ Teasonable, unduly preferential and prejudicial, and unjustly 
'dscriminatory, rates and charges on shipments of specified 
» commodities made in 1941 and 1942 from various South Ameri- 
» can ports to New York, N. Y., and Boston, Mass. Complainant 


asks a cease and desist order, reasonable rates and charges, and 
» reparation. 





MEAT AND SHIPS 


»__A “meatless” day a week—in addition to Friday—would 
S make available from 30 to 40 ships for shipment of other things 
> than meat, according to preliminary studies that had been made, 
Said President Roosevelt at his press conference August 28. The 
| Saving of ships, said the President, would result from curtail- 
' ment of shipping meat from South America, New Zealand and 


3 oo to the United States. The matter was being studied, 
he said. 
2 


WAR RISK INSURANCE 


The War Shipping Administration has announced that, 
» Olowing advices received from the Office of Price Administra- 
) tion, it has withdrawn nominal war risk insurance rates cover- 
» ing the importation of certain commodities. 

| . “Effective September 1, shipments of such commodities 
| will take the rates which prevailed under insurances granted by 
Z the War Shipping Administration in the month of July and 
| Published in bulletins C-5 and C-6 of the War Shipping Ad- 
» Ministration,” it said. 

' ‘The commodities affected by this announcement are: 
/teWsprint, nickel and alloys, manganese ore, industrial chem- 
p'cals, chrome ore or chromite, dressed and undressed furs, 
a Soap and toilet preparations, artworks and antiques, wood- 
)Pulp, private importations of meat and meat products, un- 


~ foll 
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manufactured cotton, wheat, gem diamonds, jewelry and metal 
articles, and flaxseed. 

“Any inquiries as to whether specific types of merchandise 
fall within the above classification should be submitted in writ- 
ing to the underwriting agent of the War Shipping Adminis- 
tration through whom the policy in question was issued.” 

The War Shipping Administration in general bulletin 19 of 
its division of wartime insurance says: 


Where risks are offered to the War Shipping Administration for 
war risk insurance involving voyages or exposures not coming within 
the scope of the published schedule of the War Shipping Administra- 
tion, rates will be named by the Administration appropriate to the 
special circumstances involved. The records of the division of war- 
time insurance will be maintained on such a basis that terms relat- 
ing to all insurance so granted will be a matter of public record. 


SHORT LINE CONVENTION 


J. M. Hood, president, American Short Line Railroad Asso- 
ciation, has issued the program for the twenty-ninth annual 
meeting of the association to be held at the Atlanta-Biltmore 
Hotel, Atlanta, Ga., October 8 and 9. The committee on ar- 
rangements is composed of H. W. Purvis, chairman; H. E. 
Parker and C. W. Pidcock. 

An address of welcome will be given by J. B. Hill, presi- 
dent, Louisville and Nashville Railroad. There will be ad- 
dresses at the meeting by Bert C. Bertram, salvage director, 
railroads, War Production Board; Colonel W. J. Williamson, 
chief, traffic control division, War Department; and Andrew 
Stevenson, chief, transportation equipment branch, War Pro- 


‘duction Board. 


Director Eastman, of the O. D. T., will be the speaker at 
the luncheon to be held October 9. 

A luncheon for ladies will be given by the association Octo- 
ber 8. There will be a dinner dance October 8. 


N. A. R. U. C. CONVENTION 


The National Association of Railroad and Utilities Com- 
missioners, by action taken by its executive committee, will 
hold its fifty-fourth annual convention in the Hotel Coronado 
at St. Louis, Mo., November 10, 11 and 12, members have been 
advised by Ben Smart, secretary. 

In line with Director Eastman’s suggestion that conven- 
tions be “‘skeletonized,” the N. A. R. U. C. will limit its meeting 
to two and one-half days, as against the usual four-day meet- 
ing. The opening session will be held the afternoon of Novem- 
ber 10. Outlining the tentative program, Mr. Smart said: 


The highlight of this session will be the annual presidential ad- 
dress. On the morning of the second day, the special war committee 
will submit its report to the convention. The topics for discussion at 
this session will relate to transportation problems under the war pro- 
gram and will deal with such matters as integration of state commis- 
sions in the program of the Office of Defense Transportation, and 
uniformity of reciprocal relations in connection with the relaxation of 
state motor carrier laws in the interest of the war effort. On the 
afternoon of the second day, the proper relationship between the 
Office of Price Administration and state commission regulation will be 
discussed. On the morning of the third day, the topic for discussion 
will be the important problem of the effect of war taxes upon utilities. 
The timeliness of this subject is obvious. On the afternoon of the third 
day, there will be a discussion on uniform power factor clauses in 
electrical rate schedules, and uniform fuel clauses in utility rate sched- 
ules. Committee reports will be presented following, or in connection 
with the discussion of round table topics to which they may be re- 
lated, or as listed on the program, or called for by the president. 


RAASCH NEW i. F. A. CHAIRMAN 


R. G. Raasch, assistant general freight agent, Illinois Cen- 
tral, has been chosen to be chairman of the Illinois Freight 
Association. The position has been vacant since the death of 
R. A. Sperry in June, 1941. Since that date, its affairs have 
been conducted by W. S. Mercer with the title of assistant to 
the chairman. Mr. Raasch will assume his new duties Septem- 
ber 15. 

The length of time intervening between the death of Mr. 
Sperry and the selection of his successor had given rise to 
speculation as to whether or not there was some opposition 
to continuation of the association as an independent rate bu- 
reau. It is understood that there was no question as to the 
necessity of maintaining a so-called “buffer” territory between 
Central Freight Association and Western Trunk Line and to 
continue the I. F. A. classification, but that some of the eastern 
railroads favored the removal of the rate-making function from 
the I. F. A. and the placing of it under the C. F. A., W. T. L., 
and S. W. F. A., respectively. 

Discussions among interested railroads led to the appoint- 
ment of a committee of three, the names of whom were not 
disclosed, to discuss the entire question. This committee, it 
was understood, decided on the continuation of the I. F. A. in 
all its functions, and selected Mr. Raasch as its new chairman. 














Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Tug Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, ts desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THe TrarFic Wor. 





A. L. Green, special representative, freight claims division, 
Association of American Railroads, Chicago, will speak on 
“War Time Handling of Freight Traffic’ at a monthly dinner 
meeting of the Transportation Club of Decatur, Ill., Septem- 
ber 8. 

Director Eastman of the O. D. T. will be guest speaker at 
a dinner meeting of the Traffic Club of Baltimore October 14. 
Governor O’Connor of Maryland will be toastmaster. The 
meeting will be held jointly with the Maryland Motor Truck 
Association. A business meeting was held September 1. The first 
forum dinner meeting of the fall season will be held Septem- 
ber 14. The fifth and final golf outing of the year will be held 
at the Rolling Road Country Club September 15. The board 
of governors has decided not to hold a fall dinner dance in. 
November. 





Dr. Lee Winemiller will speak on ‘The Necessity and 
Significance of Sacrifice” at the first fall meeting of the Traffic 
Club of Denver September 11. The bowling league got under 
way September 4 with play at the 20th Century Alleys. A. G. 
Winter, Denver and Rio Grande Western, has been appointed 
chairman of the educational committee, succeeding Philip 
Milstein, who resigned to serve in the U. S. Army. Registra- 
tion will be held September 9 and 10 for club-sponsored traffic 
study classes to be held this fall at the Opportunity School. 





The Woman’s Traffic Club of Chicago will hold its first 
dinner meeting of the season September 8, at the Kungsholm 
Restaurant. Helen Harris, president, will hold a cocktail party 
for the members before the meeting. 





The Pacific Traffic Association of San Francisco will hold 
a steamship night dinner meeting September 29. Harry March, 
Grace Line, is chairman of the committee on arrangements. 





The executive committee of the Junior Traffic Club of 
Chicago has elected T. R. Weitzel, traffic agent at Chicago for 
the Minneapolis and St. Louis Railroad, to be a member of its 
board of directors in place of L. B. Freeman, who resigned on 
his entrance in the U. S. Army air corps. The first monthly 
meeting of the fall season will be held September 10. It has 
been designated as founders and past presidents night. Arthur 
H. Schwietert, traffic director, Chicago Association of Com- 
merce, first president of the club, will be the guest of honor. 
The bowling league will open the season, September 11, at the 
Pladium. P. J. Maguire, Acme Fast Freight, Inc., will speak 
on “Operation Under New Forwarder Legislation” at the first 
of six traffic forum meetings to be held for the 1942-1943 
season. The meeting will be held October 15. Weekly classes 
in public speaking, under the leadership of O. G. Davis, will 
open October 5. Classes in letter writing, directed by C. B. 
Williams, head of the English department, DePaul University 
School of Commerce, will be held weekly, beginning October 7. 
Capt. G. K. Phares, U. S. Army, has resigned as chairman of 
the army and navy committee on being assigned to duties out- 
side Chicago. 





Lt. Col. Ralph E. West, recruiting officer for the United 
States Marine Corps, spoke on the “Marines Go to War” at a 
dinner meeting of the Oakland, Calif., Forign Trade and Har- 
bor Club September 3. He showed a sound film of marine 
training activities. Jack Sowers, member of the board of 
directors, will speak on “The Board of Economic Welfare.” 





Lt. R. R. Neiger, transportation officer at the Los Angeles 
port of embarkation, U. S. Army quartermaster corps, spoke on 
“Handling Government Freight for Export” at a luncheon meet- 
ing of the Los Angeles Transportation Club August 31. Capt. 
G. R. Bower was chairman. A golf tournament was held at 
the Cheviot Hills Country Club August 28. 





__ Members of the Women’s Traffic Club of San Francisco 
will be hostesses to men in the armed forces at Hospitality 
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House September 26. The club’s annual birthday party will pp 
held September 19. 





Dr. J. W. Stillman, E. I. duPont de Nemours and Com- 
pany, will speak on ‘Meeting the Challenge of Today” at the 
first fall dinner meeting of the Traffic Club of Wilmington 
Del., September 9. Arrangements have been made by the pro. 
gram committee, of which J. P. O’Neill is chairman. 





Col. W. H. Beckner, commander, citizens’ defense Corps, : 


York, Pa., will be the speaker at a dinner meeting of the York 
Traffic Club at the Hotel Yorktowne, September 10. There wil] 
be musical entertainment. 
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> Septer 


H. T. Doherty, Grand Trunk-Canadian National Railways | 
has been appointed secretary and treasurer of the Traffic Club 
' Septer 


of Tulsa to fill the unexpired term of B. B. Bullington, who 
resigned. 





The Kanawha Valley Transportation Club will hold its fal] 


golf outing at the Kanawha Country Club, Charleston, W. Va, F 


October 6. 
evening. War bonds and stamps will be used as prizes. 


Labor Board Awards 


There will be a dinner and entertainment in the : Septe! 
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The Traffic World Washington Bureay © 


The National War Labor Board has granted a wage in- 
crease of four dollars a week to 3,000 St. Louis truck drivers, 
retroactive to July 19, and a one week’s vacation with pay at a 


flat rate of $38. The board said the dispute involved the asso- 


ciation of team and truck owners representing 56 operations at ; 
» Septe: 


transportation companies at St. Louis and the International 
Brotherhood of Teamsters, etc. The board said average weekly 
wage of the drivers, as of January, 1941, was $33.50, that the 
wages were increased 3.1 per cent in July last year, and that 
the four dollar increase now ordered raised the average by 
an additional 11.9 per cent, to compensate for “the 15 per 
cent increase in the cost of living.” 


Increase for Dock Workers 


The board has granted general wage increases on a sliding 
scale, ranging from one cent to 8 cents an hour, to 2,000 dock 
workers at terminals along the Mississippi River, in order, it 
says, “to narrow the wide differentials between northern and 
southern inland ports.” 

The board also announced that it had refused a general 


wage increase to 1,500 boatmen. The unions involved, it said, 


were the Masters, Mates, and Pilots of America, Local 28 (A. 


F. L.), National Marine Engineers Beneficial Associations (C. 
I. O.), National Maritime Union (C. I. O.), International Long- F 
shoremen’s Association (A. F. L.), and Louisiana Labor Pro- 


tector Association, Inc. (Independent), and the water carriers 


involved were the Federal Barge Lines, Mississippi Valley Barge F 


a. Campbell Transportation Company, and American Barge 
ines. 

Chairman Davis said contracts between the four carriers 
and the five unions had varying expiration dates and the board 
agreed that a uniform expiration date was “desirable.” He 
said the wage adjustments were made retroactive to June 1, 
1942, by the board’s order, and that the board urged that, under 
terms of the new contract, the wages be not reviewed earlier 
than one year from that date. 


ACME STEEL PROCESS NEWS 


OD ak ate § oa si 


Methods of applying steel strap for the protection of lend- q 
lease shipments are shown in the current number of Acme 


Process News, the house organ of the Acme Steel Company. F 


Among the commodities so protected are food supplies, cranes, 


candy, bricks, furnaces, cargo trailers, textiles and medical sup 


plies. The magazine also contains an illustrated article show 
ing the operation of strap-applying equipment by women. 





EVANS UTILITY LOADER 


ies pet 


At a recent meeting of shippers in the Detroit area, Edward 4 
S. Evans, president, Evans Products Company, spoke about the F 


utility loader, a device designed to aid in the loading of freight F 


cars to capacity. The report of the meeting in the Traffic World 
of August 8, p. 341, misnamed the device the ‘“auto-loader. 


The latter, also an Evans product, is used for loading auto & 


mobiles in box cars. 


A. T. A. EXECUTIVE COMMITTEE 


After a meeting of the executive committee of the Amel f 


ican Trucking Associations, Inc., September 1, in Washingtot 
an A. T. A. spokesman said the committee discussed a numbe! 
of matters pertaining to motor carrier operations but that it 
took no decisive action. 
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Docket of the Commission 


el 


the docket marked with an asterisk (*) have been 
added since the last issue of THs Trarric Worl. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and 


ponements too late to show the change in this 
ond Sonal be noted elsewhere. 


september 8—Brooklyn, N. Y¥.—Hotel St. George—Examiner Cantrell: 
MC 55319 Sub. 1—J. F. Cheetham, Newburgh, N. Y., permit to ex- 
tend opera.ions. 
MC 103729—J. & S. Delivery Service, Linden, N. J., permit. 


september 8—Cleveland, O.—Hotel Cleveland—Examiner Haley: 

MC 38551 and Sub. 1—Ramus Trucking Line, Inc., Cleveland, Ohio. 
MC 38551 Sub. 3—Ramus Trucking Line, Inc., Cleveland, O., certifi- 
cate to extend operations. 


| September 8—Dubuque, la.—U. S. Court—Examiner Clifford: 
MC F-1875—O. M. Kroblin, lease, Takin Bros. Freight Line, Inc. 


September 8—Portland, Ore.—Multnomah Hotel—Examiner Higgins: 


» * MC F-1911—System Freight Service, purchase, Yakima Valley Freight. 


September 8—Raleigh, N. C.—Sir Walter Hotel—Jt. Bd. 103: 
MC 66562 Sub. 438—Railway Express Agency, Inc., New York, N. Y.. 
certificate to extend operations. 
September 8—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75. 
MC 16951—C. & M. Trucking Co., Mountain View, Calif., common 
carrier application. 
mC 16951 Sub. 1—C. & M. Trucking Co., Mountain View, Calif., ex- 
tension, Calif. 
MC 52554 Sub. 1—C. & M. Trucking Co., Mountain View, Calif., ex- 
tension, fruit pits, shells, kernels and eils. 
' September 8—Seattle, Wash.—Olympic Hotel—Jt. Bd. 86: 
MC 94092 Sub. 1—Hutchings Fast Freight, Inc., Everett, Wash., cer- 
tificate. 
September 8—The Dalles, Ore.—City Hall—Examiner Boyden: 
Finance 13780—Application Oregon-Washington R. R. & Nav. Co. 
and Un. Pac. to abandon branch between Biggs and Shaniko, Ore. 
September 9—Baton Rouge, La.—Heidelberg Hotel—Examiner Lyle: 
Finance 13319—Application of T. & P. for permission to abandon its 
line extending from Ville Platte to Eunice, La. 
| September 9—Brooklyn, N. Y.—Hotel St. George—Commissioner Porter 
and Examiner Trezise: 
> 1. &S. 4394—Passenger iares, Hudson & Manhattan R. R. Co. 
September 9—Brooklyn, N. yv.—dotel St. George—Examiner Cantrell: 
MC 48978 Sub. 2—Carlo Transportation Co., Inc., Newark, N. J., cer- 
tificate to extend operations. 
September 9—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 
» MC 63295 and Sub. 2—M. C. Garner Truck Lines, Apex, N. C. 
| September 9—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
' MC 44345 Sub. 1—Mount Vernon Transfer Co., Mount Vernon, Wash., 
a certificate to extend operations. 
MC 55415 Sub. 3—Eckert Freight Lines, Seattle, Wash., certificate 
to extend operations. 
_ September 9—Washington, D. C.—Examiner White: 
MC 64651—City Express, Inc., Baltimore, Md. 
September 10—Atlanta, Ga.—Henry Grady Hotel—Examiner Patrick: 
* MC F-1914—R. M. Bowman, purchase, J. M. Brown. 


September 10—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 79774—Austin’s Express, Poughkeepsie, N. Y. 


September 10—Cleveland, O.—Hotel Cleveland—Jt. Bd. 27 and 60: 
MC 3572—Scott Transportation Co., Chicago, IIl., certificate. 


MC 3572 Sub. 1 and 2—Scott Transportation Co., Chicago, IIl., cer- 
tificate to extend operations, 


September 10—Peoria, 111.—U. S. Court—Examiner Clifford: 
MC F-1905—Dshrn Transfer Co., purchase, Ziffrin Truck Lines, Inc. 


4 September 10—San Francisco, Calif.—St. Francis Hotel—Ex. Higgins: 
4 *MC F-1411—Oregon-Nevada-California Fast Freight, Inc., control, 
y: Oregon Express. 
*MC F-1412—Oregon-Nevada-California Fast Freight, Inc., merger, 
Oregon Express. 
| September 10—Washington, D. C.—Examiner Banks: 
} Cooperative Mills, Inc., et al. vs. P. R. R. et al. 
| September 10—Washington, D. C.—Examiner Glover: 
' Fourth section appl. 19809—Plaster wallboard from Ia. to St. Louls 
and related points. 
» September 11—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 87168—Eastern Motor Freight Lines, Inc., Watchung, N. J. 
| September 11—Chicago, !i!.—Sherman Hotel—Examiner Hall: 
| |. &S. 5136—Iron or steel to Pacific coast for export. 
: September 11—Chicago, tI1.—Sherman Hotel—Examiner Clifford: 


»* MC F-1903—Melvin Trucking Co., purchase, Standard Transport 
Lines, Inc. 


» September 11—Greensboro, N. C.—U. S. Court—Examiner Patrick: 


_* ‘i enon Trucking Co., Inc., purchase, C. Bishop and M. B. 
eill. 
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: “ptember 11—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 


C 1592 Sub. 12—Pacific Truck Express, Portland, Ore., certificate 
to extend operations. 
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September 12—Chicago, II|.—Hotel Sherman—Examiner Clifford: 
* MC F-1913—Fitterling Transportation Co., Inc., purchase, Kansas 
City-Illinois Express, Inc. 


September 12—Norfolk, Va.—Monticello Hotel—Examiner Patrick: 


* MC F-1910—Norfolk Southern Bus Corporation, purchase, Virginia- 
Carolina Transportation Co. 


September 12—San Francisco, Calif.—St. Francis Hotel—Ex. Higgins: 
* MC F-1952—Pacific Truck Express, purchase, T. W. Laird. 
September 14—Akron, O.—Mayflower Hotel—Jt. Bd. 117: 

MC 47538—W A. Givens, Akron, O. 

MC 52844—Akron, Cleveland, Dover and Mansfield Express, Akron, O 
* MC 30311 Sub. 2—Freight, Inc., Akron, O., certificate to extend 

operations. 

September 14—Boston, Mass.—Lenox Hotel—Examiner Wilkins: 

28850—C. H. Dexter & Sons, Inc., vs. N. Y. N. H. & H. 
September 14—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 


MC 93104 Sub. 2—Winters Trucking Co., Paramus, N. J., certificate 
to extend operations. 


MC 103728—S. Sorce & Sons, Paterson, N. J., permit. 


September 14—Chattanooga, Tenn.—U. S. Court—Jt. Bd. 239: 


MC 78632 Sub. 26—Hoover Motor Express Co., Inc., Nashville, Tenn., 
certificate to extend operations. 


September 14—Chicago, it!!1.—Sherman Hotel—Jt. Bd. 58: 
MC 80284 Sub. 2—Chrispens Truck Lines, Inc., Chicago, Ill., permit 
to extend operations. 
September 14—Chicago, IIl.—Sherman Hotel—Examiner Hall: 
Fourth section appl. 19760—Coa! to northern Ill. and Ia. 
September 14—Chicago, Ill.—Sherman Hotel—Examiner Livingstone: 
MC 22254 and Sub. 3—Trans-American Van Service, Inc., Chicago, II. 
September 14—Dallas, Tex.—Baker Hotel—Commissioner Patterson: 
* 28750 Sub. 3, 6 and 9—In the matter of installation of block signal 
or other systems intended to promote safety of railroad opera- 
tion under section 25 (b) Kansas City Southern Ry. 
September 14—Dallas, Tex.—Baker Hotel—Commissioner Patterson: 
* 28000 Sub. 90—Application of Gulf, Colorado & Santa Fe for ap- 
proval of proposed modification of systems or devices under section 
25 (b) of Interstate Commerce Act. 
September 14—Denver, Colo.—Shirley Savoy Hotel—Examiner Stiles: 
Fourth section appls. 17374, 18998 and 19796—Cottonseed-cake, meal, 
hulls, Mountain-Pacific region. 


September 14—Louisville, Ky.—Brown Hotel—Examiner Walsh: 
1. & S. 5064—Switching at Louisville, Ky. 


September 14—Springfield, Mass.—Federal Bldg.—Examiner Parker: 
MC 87361 Sub. 2—Palmer Lines, Great Barrington, Mass., certificate 
to extend operations. 


MC 95050 Sub. 1—Northampton Transportation Co., 


Northampton, 
Mass. 


September 14—St. Louis, Mo.—Coronado Hotel—Examiner Mattingly: 
Fourth section appl. 19367—Roasted coffee from Texas ports to St. 
Louis and Memphis. 
September 14—Washirgton, D. C.—Examiner Price: 
MC 75665 Sub. 6—Red Star Trailways, Salisbury, Md. 
September 14—Wichita, Kan.—Broadview Hotel—Jt. Bd. 39: 
MC 71151 Sub. 13—C. E. Jones Transport, Wichita, Kan., permit to 
extend operations. 
September 15—Boston, 
Jt. Bd. 20. 
MC 46586 Sub. 1—W. 
tend operations. 
MC 66562 Sub. 431—Railway Express Agency, Inc., New York, New 
York, certificate to extend operations. 
i. & S. M-2082—Applies, webbing, to or from Mass., N. J., and N. Y. 
September 15—Boston, Mass.—Hote]l Lenox—Examiner Wilkins: 
1. & S. 5133—Elimination of N. Y. N. H. & H. R. R. pier stations. 
September 15—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 
MC 52574 Sub. 1—Elizabeth Freight Forwarding Co., Inc., Elizabeth, 
N. J., permit to extend operations. 
September 15—Chicago, il!.—Sherman Hotel—Jt. Bd. 21: 


MC 954 Sub. 9—Mid States Freight Lines, Inc., Chicago, IIl., 
tificate to extend operations. 


Mass.—Hotel Manger—Examiner Parker and 


C. Gerrard, Gardner, Mass., certificate to ex- 


cer- 


September 15—Chicago, itIl.—Sherman Hotel—Examiner Hall: 
28822—Western Burlap Bag Co. vs. Chicago Junction et al. 
September 15—Columbus, O.—State Comm.—Examiner Haley: 

1. & S. M-2038—Groceries, etc., from Columbus, O., to Ind. 


September 15—Columbus, O.—State Comm.—Jt. Bd. 117: 
MC 12267—W. S. Merriman, Columbus, O. 


September 15—Memphis, Tenn.—Peabody Hotel—Examiner Simmons: 
MC 28688 Sub. 3—Kemp Transfer Co., Paris, Tenn., certificate. 


September 15—Roanoke, Va.—Hotel Patrick Henry—Exam. McCaslin: 
MC 55604—Smith’s Transfer Co., Staunton, Va. 


S2ptember 15—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 7: 
MC 103826—R. O. Harrell, South Boston, Va., certificate. 


September 15—St. Louis, Mo.—Coronado Hotel—Examiner Mattingly: 
i. & S. 5123—Staves, southwest to St. Louis, Mo. 


September 16—Boston, Mass.—Hotel Manger—Examiner Parker: 
MC 103651—G. H. Harnum, Cambridge, Mass., certificate, 
MC 76180 Sub. 3—C. O. Ashforth, Newton, Mass., permit to extend 
operations. 
MC 79844 Sub. 1—Watch City Express, Waltham, Mass., certificate 
to extend operations. 


1. & S. M-2060—Machinery—Boston to New England points. 





Digest of New Complaints 





No. 28873, Andrews Hardware & Metal Co., Los Angeles, Calif., vs. 
Calmar Steamship Corporation and Luckenbach Steamship Co., 
Inc, 

Rates, steel shop equipment (including chairs and/or stools, tool 
stands, work benches, legs and drawers for same, desks, all 
articles shipped knocked down, flat, except chairs and/or stools 
which were set up, wrapped), shipped in 1940 and 1941 from Phila- 
delphia, Pa.; to Los Angeles Harbor, Calif., alleged to have been 
and to be inapplicable, unjust and unreasonable, in violation of 
intercoastal shipping act, 1933, and part III of interstate com- 
merce act. Complainant asks cease and desist order and repara- 
tion. (E. W. Cox, 406 South Main Street, Los Angeles, Calif.) 

No. 28874, Coeburn Produce Co., Coeburn, Va., vs. Norfolk & Western 
Railway Co. and the Pennsylvania Railroad Co. 

Rates, scrap iron and steel, carloads, shipped in June, July, 
August and September, 1940, from Coeburn, Va., to Zanesville, O., 
alleged to have been and to be unjust, unreasonable and excessive, 
in violation of section 1. Reparation sought. (C. Peyton Collins, 
Crafton, Va.) 

No. 28875, Des Moines Steel Co., Des Moines, Ia., vs. the Alton et al. 

Rates and charges, steel bars, shipped from East St. Louis and 
Madisun, Ill., to Allendorf, Sibley, Melvin and Little Rock, Ia., 
between June 14 and August 21, 1937, alleged to have been in 
violation of sections 1 and 6. Asks cease and desist order and 
reparation. (A. R. Morgan, 108 West 35th Street, Minneapolis, 
Minn.) 

MC C-348, Creasey Co., Columbus, O., vs. Arkansas Motor Freight Lines, 
Ine., and Interstate Motor Freight System. 

Unreasonable rates and gharges, canned beans, shipped October 
9, 1941, from Alma, Ark., to Columbus, O. Asks a cease and desist 
order, reasonable rates, and reparation. (F. B. and G. M. Stephen, 
No. 19 South Wells St., Chicago, IIl.). 


CHANGES IN DOCKET 

Hearing 28843, September 2, Cincinnati, O., 
signed September 21, Hotel Gibson, Cincinnati, 
tingly. 

Hearing 28836 and 28837 and Sub. 1, September 2, Columbus, O., 
postponed to date to be fixed. 

Hearing fourth section ap. 19929, assigned September 2, Washing- 
ton, D. C., canceled and reassigned October 6, Chattanooga, Tenn., 
U. S. Court, Examiner McGrath. 


canceled and 
O., Examiner 


reas- 
Mat- 


COAL TRANSPORTATION 


The first test of the adequacy of the nation’s fuel protection 
is likely to come in the period of the annual seasonal trans- 
portation peak, from early in September until in November, 
says Howard A. Gray, acting director, Office of Solid Fuels 
Coordinator for War. 

“Temporary delays in coal shipments may occur, and per- 
sons who have not stored coal while it was available to them 
may get caught with insufficient fuel,’ said he. ‘“War-time 
pressure on transportation may affect coal movements very 
substantially this year. Shortages of railroad cars are already 
appearing in the midwest, and a great deal of transportation 
equipment that otherwise would be available for coal has been 
diverted to other war use. Later on in the winter, low tempera- 
tures are likely to reduce transportation efficiency materially.” 

Mr. Gray said, however, he wished to dispel fears expressed 
in New England and other sections that a shortage was in pros- 
pect and that persons who were faced with converting heating 
equipment from oil to coal would not be able to obtain coal. 
Coal was now available, he emphasized, in urging building up 
of stock piles for the winter. 


Bituminous coal stocks held by consumers increased 4,320,- 
000 tons in July, bringing stocks to 77,591,000 net tons August 
1, approximately 2,600,000 tons above the previous record coal 
storage built up on April 1, 1927, said Mr. Gray, adding that 
this stock pile resulted from the “Buy Now Coal Campaign.” 

Class I railroads increased their soft coal storage 5.6 per 
cent in July, increasing their protection from 41 to 44 days. 
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September 16—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42 and 67: 
MC 19267—Val Trucking, Newark, N. J., certificate or permit. 
MC 53191 Sub. 2—George M. Orthmann & Sons, Ramsey, N. J., cer- 
tificate to extend operations. 


September 16—Chicago, IIl.—Sherman Hotel—Jt. Bd. 17: 
MC 59310 Sub. 6—Sprout & Davis, Inc., Whiting, Ind., permit to ex- 
tend operations. 
MC 28546—C. D. Gammon Co., Chicago, III. 


September 16—Chicago—Sherman Hotel—Examiner Hall: 
| & S. 5134—House heating furnaces east to Pacific coast. 


September 16—Columbus, O.—State Comm.—Jt. Bd. 59: 
MC 103330—Highway Transportation, Inc., Cambridge, O. 
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September 16—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 38: 
MC 103870—Marine Service Co., West Memphis, Ark., certificate, 
September 16—Memphis, Tenn.—Peabody Hotel—Examiner Simmons 
MC 103772 EX—J. Morlino, Leland, Miss., certificate of exemption, 


September 16—Providence, R. !.—Narragansett Motel—Exam Wilkins. 
1. & S. 5132—Loading, unlvading freight at Rhode Island piers, 
September 16—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 
Examiner McCaslin: 
MC 19617 Sub. 2—Fieminy’s Transfer, Danville, Va. 
MC 34767 Sub. 4—Good’s Transfer, Harrisonburg, Va. 
1. & S. M-2057—Clothespins, dry goods, W. Va., to Pa. points. 
September 16—St. Louis, Mo.—Coronado Hotel—Examiner Mattingly: 
Fourth section appl. 19758—Petro:eum and its products to Cairo, [I 


September 16—Washington, D. C.—Examiner Konigsberg: 
W-609—Seaboard-Great Lakes Corp., common carrier applications. 


September 17—Albuquerque, N. M.—Hilton Hotel—Examiner Higgins: 
* MC F-1892—Santa Fe Trail Transportation Co., purchase, Rio Grande 
Truck Lines. 
September 17—Boston, Mass.—Hotel Manger—Examiner Parker: 
MC C-196—New England Motor Rate Bureau, Inc., vs. H. B. Church 
Truck Service Co. 
September 17—Boston, Mass.—Hotel Manger—Jt. Bd. 18: 
MC 103695—K. L. Ingalls, Topsfield, Mass., certificate. 


September 17—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 
Examiner Cantrell: 


7 and 


119 and 


MC 55556 Sub. 1—Ferraro Trucking Co., Paterson, N. J., certificate & 


to extend operations. 
MC 95990 Sub. 1—Sam Benowitz Trucking, Lodi, N. J., certificate to 
extend operations. 
October 17—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
* MC 95042 Sub. 1—M. Godick, Brooklyn, N. Y., permit to extend 
operations. 
September 17—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 292: 
MC 103343—Quality Oil Transport, Winston-Salem, N. C. 
September 17—Chicago, IIl.—Sherman Hotel—Jt. Bd. 23 and 1: 


MC 64932 Sub. 13—Rogers Cartage Co., Chicago, IIl., certificate tof 


extend operations. 


MC 80388 Sub. 1—Tri-State Motor Express, Chicago, IIl., certificate 


to extend operations. 
September 17—Cincinnati, O.—Gibson Hotel—Jt. Bd. 60: 


MC 3562 Sub. 2—Dickens Motor Freight, Inc., Chicago, IIl., certif- ; 


cate to extend operations. 


September 17—Concord, N. H.—Chamber of Commerce—Ex. Sullivan: § 
for certificate permitting = 
railroad extending from Farmington tof 


* Finance 13803—Application of B. & M. 
abandonment of line of 
Alton, N. H. 


September 17—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 110: 


MC 78632 Sub. 24—Hoover Motor Express Co., Inc., Nashville, Tenn., ; 


certificate to extend operations. 


September 17—St. Louis, 
28851—City of St. Louis vs. Terminal R. R. Assn. of St. Louis et al. 


28852—City of East St. Louis vs. Terminal R. R. Assn. of St. Louis. 


september 18—Boise, iIda.—Hotel Boise—Examiner Stiles: 
28849—Increases in Idaho freight rates and charges. 


September 18—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 86216 Sub. 2—‘'ry-Boro Distributors, Brooklyn, N. Y., certificate 
to extend operations. 
MC 96493—D. Liguori, Hoboken, N. J., certificate. 


September 18—Brooklyn, N. Y.—St. George Hotel—Examiner Wilkins: § 


28838—Midvale Co. vs. Reading Co. et al. 


September 18—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 103263 Sub. 1—Freeman Motor Lines, Asheville, N. C., certificate 


September 18—Chicago, I!1.—Sherman Hotel—Jt. Bd. 135 and 54: 
MC 25266 Sub. 1—R. J. Dumont Cartage Service, Aurora, IIl., cer 
tificate to extend opera‘ions. 
MC 48103 Sub. 1—Black Hawk Motor Transit Co., Peoria, IIl., cer 
tificate to extend operations. 


September 18—Chicago, 1!|.—Sherman Hotel—Jt. Bd. 13 and 17: 


McC 33087 Sub. 6—Dohrn Transfer Co., Rock Island, Ill., certificate f 


to extend operations. 
MC 103886—O. C. Brauer, Rockford, Ill., certificate. 


September 18—Chicago, I!l.—Snerman Hotel—Examiner Hall: 
Fourth section appl. 19884—Potash from Carlsbad and Loving, N. ™. 


September 18—Concord, N. H.—Public Service Comm.—Exan. Parker: 


MC 52855 Sub. 1—A. T. Longley, Concord, N. H., certificate toh 


tend operations. 


MC 96349 Sub. 1—Tony A. Lamy, Concord, N. H., certificaye to & & 


tend operation. 


September 18—Concord, N. H.—Chamber of Commerce—Ex. Sullival: 
* Finance 13840—Application of Peterborough & Hillsborough and ~ 
ton & Maine for permission to abandon and abandon operatiov ° 
railroad extending from Peterborough to Elmwood, N. H. 
September 18—Little Rock, Ark.—Marion Hotel—Examiner Simmons 
MC 103739—Clarksville Produce Co., Clarksville, Ark., certificate. 
September 18—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 27: 
MC 19201 Sub. 11—Pennsylvania Truck Lines, Inc., Philadelphia, P4. 
certificate to extend operations. 
September 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner He 
1. & S. M-2058—Pick-up and delivery by Hannon Motor Lines, : 
September 19—Brooklyn, N. Y.—Hotel St. George—Examiner Cone 
MC 81848 Sub. 1—S. Singer, Paterson, N. J., certificate to ex 
operations. 





































































Mo.—Hotel Coronado—Examiner Mattingly: & 


i 





Sept 





Whi 
traff 
on t 
that 
tain 
ticul 


cons 


our: 
Cott 
then 
loca 
coul 


desi 
traff 
sub) 
Sou 
styl 
corr 

















ORLD 


lcate, 
‘mMmons 
emption, 
Wilkins: 
ers. 

7 and 


. 


attingly: 
‘alro, Ill, 


lications, 
Higgins: 
Oo Grande 


r ~ 
}. Church 


119 and 
certificate 


tificate to 


ckson: 
Oo extend & 


2: 


1: 


tificate tof 


certificate F 


1., certit: 


Sullivan: 


permitting § 
lington toe 


0: 


Mattingly: & 
ouls et al. § 
St. Louls. 


r Cantrell; 


certificate F 


r Wilkins: 


McCaslin 
certificate. 


1d 54: 
:, Ti, cer 


a, Ill, cer 
aa 
certificate 


all: 

ying, N. M. 
mm, Parker: 
wate to ex 


icaye to ex 


<. Sullivan: 
gh and Bos 
operatior “ 
|. H. 

y Simmons’ 
rtificate. 


27: 
elphia, Pa. 


» Haley: 
- Lines, Int. 


er Cantrell: 


e to extend 


September 5, 1942 





ile, Tenn., f 


F! The siren 
. s rush to 
Ll lights, 

. Civilians put vmbulances, 


k appow ‘£ ohters o on the 
seek OPP 4s and fire feo te Team- 























A WORD 
IN THE 
RIGHT 
PLACE 


MINNEAPOUS 26 7 PAUL 






> 



















° ° ° ° e ° ‘ a 1 LEA 
When talking to an Illinois Central could furnish him with all the suitable a es 
. x Cr < on ) 
traffic man, a manufacturer of oil filters cotton waste he needed. _ + A“ on 
atti P COUNCIL BLUFFS oF oe .- 


on the Pacific coast casually mentioned 


‘OMAHA «¢ 


> BLOOMINGTON "% fj eo 
that he was having trouble getting cer- be invaluable to our national war effort, 


Ah LA crmanen on 
-™ material he needed. It was a par- —yut it is only one of the many widely A) ox eS 
ticular type of cotton waste used in the 4 


“ja us, 
construction of the core of his oil filter. 
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is working in the cause of Victory. 
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The Illinois Central man replied that 
our railroad had many offices located in 
cotton-producing areas and that through 
them new sources of supply might be 
located. He volunteered to see what 
could be done. 


Our entire Traffic Department is a on 
or 





Service Organization—for the duration 
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—ready and waiting to help you with 






your transportation problem. Please 


call us. We know that teamwork pays 











off. Let’s prove it! 

As a result, he mailed samples of the 
desired type of cotton waste to our 
traffic men in the South, asking them to 
submit the samples to local mills. Our 
Southern offices responded in splendid 
style. The manufacturer was soon in 
correspondence with several mills which 


connects with more than 150 other American 
railroads. Maintains offices in 86 cities here 
and abroad, is manned by more than 37,000 
trained and experienced workers, equipped to 
serve shipper or traveler anywhere. 






















































Personal Notes 





The Union Pacific has announced the following appoint- 
ments: Martin Holbrook, assistant to vice-president, traffic, 
Omaha; C. C. Beach, assistant general freight traffic manager, 
Omaha; A. J. Seitz, acting general freight traffic manager, 
Omaha, succeeding L. T. Wilcox, who has been granted leave of 
absence because of illness; W. T. Burns, traffic manager, Chi- 
cago; A. G. Bloom, assistant traffic manager, Chicago; John C. 
Pollock, general agent, passenger department, Chicago. 

Hugh F. Hughes, assistant traffic manager since 1921 for 
the International Harvester Company at Chicago, has retired. 
He served nearly 47 years with the company and its predecessor 
companies. Murray L. Gibson has been appointed as assistant 
manager in the traffic department, Chicago. 

The Wabash Railroad has announced the following ap- 
pointments: F. T. Clougher, division freight and passenger 
agent, Moberly, Mo., succeeding E. R. O’Brien, transferred to 
other duties; E. F. Kennedy, traveling freight agent, Toledo, 
O.; M. L. Courtney, general agent, Denver, succeeding C. J. 
Helber, who retired after more than 35 years of railroad 
service, and H. W. Christman, traveling freight agent, Denver. 

Robert S. Hirsch has been appointed to the newly created 
position of eastern freight traffic manager for the Santa Fe 
System, at New York. E. S. Marsh has been appointed chief 
clerk in the president’s office at Chicago. W. L. Farrell has 
been appointed transportation inspector for the Santa Fe coast 
lines at Los Angeles, succeeding E. W. Olson, assigned to other 
duties. 

F. E. McGrath has been appointed general freight agent 
for the New York Central at Boston, succeeding S. Lancaster, 
who resigned. W. L. Wheat has been appointed assistant gen- 
eral freight agent and industrial agent at Boston, and W. H. 
Naylor has been named division freight agent at Worcester, 
Mass. 

C. W. Tilton has been appointed general auditor for the 
Great Northern at St. Paul, Minn. He succeeds V. P. Turn- 
burke, who has been appointed assistant to the president. 

John R. Marra has been appointed executive assistant to 
L. O. Head, president of the Railway Express Agency, New 
York. Mr. Marra succeeds Stanley F. Pitcher, who has been 
appointed general manager, Gulf department, Atlanta, Ga. R. 
S. Hampshire has been appointed superintendent of organiza- 
tion on the president’s staff, New York. Mr. Head will this 
month complete 10 years as chief executive for the agency. 

Clyde C. Cox has been appointed district freight and pas- 
senger agent at Shreveport, La., for the Southern Railway, 
succeeding Charles C. Correll, who has been granted leave of 
absence to serve in the United States Army. Elmo C. Davis, 
Jr., has been appointed commercial agent at New Orleans. 


E. O. Walker, car accountant at Fort Worth, Texas, for 
the Burlington-Rock Island Railroad, Wichita Valley Railway, 
and Fort Worth and Denver City Railway, has been granted 
leave of absence to serve as assistant deputy associate director, 
division of railway transport, Office of Defense Transportation. 
W. A. Gaines has been appointed car accountant for the com- 
panies for the period of Mr. Walker’s absence. 


The following appointments have been announced by the 
Gordons Transports System: B. A. Burns, district manager, 
Gordon interstate division, Tulsa, Okla.; J. F. Vinsant, ter- 
minal manager, Little Rock, Ark., and W. S. Ridgdill, com- 
mercial agent, Little Rock. 


The following appointments have been made by the South- 
ern Pacific Lines in Texas and Louisiana: D. R. Kirk, train- 
master, Houston; S. R. Whitsel, assistant terminal trainmaster, 
Houston; C. D. Mayfield, trainmaster, Victoria, Tex., and G. A. 
Cameron, manager, dining car service, Houston, succeeding 
J. F. Stewart, who has been transferred to other duties. 


Paul J. Naugle has been appointed general agent at Cin- 
cinnati for the Illinois Central. He succeeds S. J. Vaughn, who 
has been granted leave of absence to serve in the U. S. Army. 

The Chicago, Burlington and Quincy has announced the 
appointment of O. M. Hoenshell as assistant master mechanic 
with jurisdiction over the Omaha division, at Havelock, Neb. 
He will assume duties formerly held by G. E. Johnson, master 
mechanic, who has retired after 46 years of service with the 
company. 

The jurisdiction of A. H. Ryden, superintendent of tele- 
graph for the Kansas City Southern at Kansas City, Mo., has 
been extended over the Louisiana and Arkansas. A. N. Reece, 
assistant to president, Kansas City Southern, at Kansas City, 
has assumed jurisdiction over the development department of 
the Kansas City Southern, taking the place of E. D. Wilson, 
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general development agent, who has been granted leave of 
absence. 


Martin Harrison, vice-president in charge of the New Eng. 
land operations of Harrison Motor Freight, died at his home in 
Brookline, Mass., September 1. 


——_—_—_——————=—o—=—e—=—o~e=EeEeEeE—eEeEe—KKur«"=“”. 
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September 19—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslip. 
MC 93649—Whisenant Transfer Co., Maiden, N. C 


September 19—Concord, N. H.—Chamber of Commerce—Ex, Sullivan: 

* Finance 13841—Application of Concord & Claremont, N. H., R, R 
and B. & M. for permission to abandon and abandon operation 
of line of railroad extending from Hillsborough to Emerson Sta- 
tion, Henniker, N. H. 

September 19—Little Rock, Ark.—Marion Hotel—Examiner Simmons: 
MC 819 Sub. 3—Arkansas Transfer & Moving Co., Little Rock, Ark. 
MC 89964 Sub. 2—Defoor Truck Lines, Waldron, Ark. 

September 19—Minneapolis, Minn.—Nicollet Hotel—Examiner Hall: 

amble-Robinson Co, vs. A. T. & S. F. et al. 

September 19—Oklahoma City, Okla.—Skirvin Hotel—Exam. Higgins: 

* MC F-1939—Campbell & Co., Inc., purchase, B. Cain. 

September 19—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 59: 

MC 1796 Sub. 1—R. J. Leiper, Beaver Falls, Pa. 

September 21—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 

* Finance 13822—Application of B. & M. for permission to abandon line 

of railroad extending from Hamilton to Essex, Mass. 

September 21—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
1. & S, M-2051—Lacquer base, Bound Brook, N. J., to New York, 

N. Y. 


September 21—Chicago, I!!1.—Hotel Sherman—Examiner Hall: 
W-630—A. L. Mechling Barge Line, extension application. 
September 21—Chicago, ill.—Sherman Hotel—Examiner Livingstone: 


1. & S. M-2078—Mattresses. Ill. territory. 
* |. & S. M-2087—Metals, chemicals, St. Louis to Cincinnati and Louis- 
ville. 


September 21—Cincinnati, O.—Hotel Gibson—Examiner Mattingly: 
28843—Silverton Supply Co. et al. vs. C. & O. et al. 


September 21—Columbia, S. C.—Wade Hampton Hotel—Jt. Bd. 130: 
MC 25708 Sub. 7—Beard-Laney, Inc., Camden, S. C., certificate to 
extend operations. 


September 21—Detroit, Mich.—Hotel Fort Shelby—Jt. Bds. 23 and 57: 
MC 68830 Sub. 3—Roadway Transit Co., Dearborn, Mich., certificate 
to extend operations. 
MC 102384 Sub. 5—Rex Transportation Co., Detroit, permit to extend 
operations. 


All Freight Rate Changes 


and 
All Classification Changes 


are promptly and accurately reported in 


TRAFFIC BULLETIN 


You can be sure that not a single change in rates, 
classification, transit privileges, or regulations can 
be made without your knowing about it in advance 


if you are using the weekly TRAFFIC BULLETIN. 


Each week the BULLETIN lists every new tariff 
and supplement filed; it furnishes you with the 
Consolidated Classification docket, the dockets of 
the various territorial rate committees, and many 
of their hearing bulletins and disposition notices; 
it keeps you advised of short-notice changes, on 
both railroad and truck rates; on Fourth Sectior 
matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 


418 South Market Street 
CHICAGO 
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FOR SALE 


We offer 523, 55-ton all-steel, self-clearing DOUBLE HOPPER 
CARS consisting of: 


160 USRA construction; built 1921-1922; with 
A-B brakes; 1,880 cubical feet capacity. 


363 built 1910-1915; with KD-1012 brakes, 
1,683 feet capacity. 


ALL HAVE FULL "U" CAST STEEL TRUCK 
FRAMES 


Purchaser must buy all. 
PRICE: $1,700.00 each f.o.t. Pennsylvania 
TERMS: Cash with purchase. 


DELIVERY CAN COMMENCE IMMEDIATELY AND BE COM- 
PLETED IN ABOUT 60 DAYS—AND VERY POSSIBLY SOONER 


Some $30,000 to $40,000 NEW REPAIR MATE- 
RIALS also available which you may wish to 
have inspected at the same time. 


TIME and EXPEDITION ESSENTIAL and DE- 
SIRABLE. 


Yours for Victory, 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 


13450 S. Brainard Ave., Chicago, Iilinols 
"*"ANYTHING containing IRON or STEEL" 





RED BALL, INC 


- SAPULPA, OKLAHOMA — 


A Special Commodity Common Carrier 
Motor Freight Service Between Points in 
COLORADO *« OKLAHOMA e¢ KANSAS 
ARKANSAS ¢ TEXAS «¢ LOUISIANA 


Modern Equipment, Quick Delivery 


Phone, Wire or Write 


RED BALL, INC, SAPULPA, OK. 
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September 21—Harrisburg, Pa.—Public Utility Comm.—Exam. Haley; 
MC 103543—D. & W. Fruit Exchange, Gettysburg, Pa., certificate. 
September 21—Oklahoma City, Okla.—Skirvin Hotel—Exam. Simmons: 
MC 292 Sub. 3—Kings Van & Storage, Inc., Oklahoma City, Okla., 
certificate to extend operations. 
September 21—Portland, Me.—Federal Bldg.—Examiner Parker: 
MC 96425—C. P. Mason, Lewiston, Me. 
September 21—Salt Lake City, Utah—Utah Hotel—-Examiner Stiles: 
28789—Minnelusa Oil Corp. et al. vs. Continental Pipe Line Co. et aj, 
September 22—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 
* Finance 13839—Application of B. & M. for permission to abandon 
the line of railroad extending from Bedford to Concord, Mass, 
September 22—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrel]: 
MC 71530 Sub. 3—W. E. Applegate, Cranbury, N. J., certificate to 
extend opezations. 
September 22—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
* MC 103862—Supreme Trucking Co., Rahway, N. J., certificate. 
September 22—Chicago, I!|.—Sherman Hotel—Examiner Livingstone: 
MC 42329 Sub. 13 and 14—Hayes Freight Lines, Inc., Mattoon, I, 
certificate to extend operations. 
September 22—Chicago, IIl.—Sherman Hotel—Examiner Hall: 
* 1, & S. 5147—Crude petroleum, Miss., to Ill., Ind., and Mo. 
September 22—Columbia, S. C.—Wade Hampton Hotel — Examiner 
McCaslin and Jt. Bd. 2: 
MC 84404 Sub. 12—Kelly Motor Lines, Sumter, S. C., certificate to 
extend operations. 
MC 103546—Conway Transport, Conway, S. C., certificate. 


September 22—Harrisburg, Pa.—Public Utility Comm.—Jt. Bd. 65: 
MC 37379 Sub. 4—Binghamton Warehouse & Terminal, Inc., Bing. 
hamton, N. Y., certificate to extend operations. 
September 22—Indianapolis, Ind.—Hotel Claypool—Division 2: 
28300—Class rate investigation, 1939. 
28310—Consolidated freight classification. 
September 22—Lansing, Mich.—Hotel Porter—Examiner Garofalo: 


MC 18176 Sub. 9—Creston Transfer Co., Grand Rapids, Mich., cer- 
tificate to extend operations. 


September 22—Providence, R. !.—Narragansett Hotel—Jt. Bd. 134: 
MC 64125 Sub. 1—P. E. Serre. Danbury, Conn., certificate to extend 
operations. 


MC 103601—Penta Trucking, Providence, R. I., certificate. 





CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





HELP WANTED—Rate man, revise and audit freight bills, quote 
rates, permanent position. Give age, experience, references. Address 
Box 68, Traffic World. 





HELP WANTED—Male, rate clerk, experienced, ambitious, excel- 
lent opportunity gain knowledge necessary become I. C. C. practitioner. 
Reply in writing, stating age, education, experience, draft status, 
present salary and desired salary to P. J. Naughton, Traffic Manager, 
Peoria Association of Commerce, Peoria, Il. 














33rd St. and Huber oe” General Ofice 
S.Wabash Ave. Bth & Kentucky Sb. 
Chicago Wlehke)- 451355 Loutsvilie, Ky. 


INCORPORATED 
Daily Retrigereto: Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 
Connecting lines serving all points - Kentucky. Tennessee. Nerth Careliea, Seuth Carolina and Geertls 





posnernanncrnnesesonmanpet ts 
OUR young associates are going or gone; you must 
carry the heavier load of wartime—must work 
harder and more efficiently. We know you are willing, 
but are you as capable as you should and can be? 
We can help you—at a comparatively 
low investment of money and spare time. 


What you study tonight in our Traffic ~ 4 


Management Training, you can 
use on your job tomorrow. 
Practical, condensed, it gives ee 
the knowledge and < 
wy page booklet, telling how 
hundreds of traffic 


skill needed to do the 
leaders have stepped ahead and 


\> how you can do the same. Se 
\a for it now. 


N) LASALLE EXTENSION UNIVERSIT 


A Correspondence Institution 
Dept. 995-T CHICAGO, IL 


job better and 
prepare for the 
job ahead. 

Ask for our free 4 


<9 





